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Introduction

1.1

Overview

1.1.1

This document is supplementary to, and should be read in conjunction with, the
Environmental Statement (ES) for the Crossrail project (referred to as the ‘main ES’)
as published in February 2005. Two Supplementary Environmental Statements (SESs)
have been published since the main ES, the first in May 2005, and the second in
January 2006. This document forms the third SES since the main ES. It provides
additional information on some proposed changes to works (project alterations)
following consultation on the ESs, interim findings of the Crossrail House of Commons
Select Committee in July 2006, undertakings given to the Select Committee and
individual petitioners, and changes following further design development.

1.1.2

All of the changes are within the current limits of the Bill and no changes to the powers
set out in the Bill are required, hence none of these changes require an Amendment
of Provisions. It is the purpose of this ES (hereafter referred to as ‘SES3’) to provide
an assessment of the environmental impacts arising from the revised proposals to which
the changes relate. The changes that require assessment are summarised in Table 1.1.
Specifically this SES3 describes the permanent and temporary works and/or
requirements for the use of land arising from the revised proposals, and any changes
to the environmental baseline and assessment of significant environmental impacts
from those reported in the main ES.

1.1.3

Errata which have been identified since the publication of the preceding ESs are set
out in Appendix 1 of this SES3. Appendix 2 includes a copy of the clarifying report
sent recently to affected residents in the Whitechapel station area setting out the
likely construction noise impacts and associated mitigation.

1.1.4

The measures that will be used to mitigate impacts during Crossrail’s construction
are described in Appendix B1 of the main ES. Implementation of these measures
has been assumed in this SES3. The impacts reported in this SES3 are residual
impacts, ie the significant impacts that will remain after the application of generic
or specific measures to reduce or control them.

1.1.5

This SES3 is presented by route window, as in the main ES.

Routewide

Cumulative
Impacts with the
London 2012
Olympic Games
At the time the cumulative impacts arising
from the interaction between Crossrail and
the Olympics were assessed in the main ES,
the decision as to which of the applicant cities
would host the 2012 Olympic games had not
been made. The main ES identified a likely
significant beneficial cumulative impact due
to construction traffic affecting users of Wick
Lane, Marshgate Lane and Cook’s Road, and
a likely significant beneficial cumulative impact
due to the remediation of contaminated land.
The main ES noted that these impacts would
be explored further in an SES if the Olympics
bid were to be successful. The Olympic
Games were awarded to London in July 2005.

Route
Description of the Original Works
Window

Area of Change
to Scheme

Table 1.1 Main Elements of the Changes

The likely significant adverse cumulative impact
due to construction traffic on Marshgate Lane
and Cook’s Road remains as reported in the
main ES. The construction of Crossrail will
interface with the Olympics at a number of
other sites during the staging of the games.
The Crossrail works will be arranged so as
to allow the games to proceed unhindered
and to ensure an appropriate environment
for the games.

Description of the Revised Scheme
Various

Local
Authority

Supplementary Environmental Statement 3
SES3
3

Routewide

Revised Tunnelling
Strategy

Crossrail requires the construction of 23 km of
twin-bore running tunnels. The running tunnels
in the central area will link the Great Western
Main Line (GWML) surface rail at Royal Oak
portal with new subsurface stations at
Paddington, Bond Street, Tottenham Court
Road, Farringdon, Liverpool Street, Whitechapel
and the Isle of Dogs. The tunnels will connect
to the existing surface rail route at Victoria Dock
portal, and via separate running tunnels, connect
to the Great Eastern Main Line (GEML) surface
rail at Pudding Mill Lane portal. The other bored
Crossrail tunnels will run from the North Woolwich
portal under the River Thames to Plumstead
portal. The tunnelling strategy identified in the
main ES (Volume 1 Chapter 2, Section 2.5,
paragraph 2.5.12) describes how the Crossrail
tunnels will be constructed.

Route
Description of the Original Works
Window

Area of Change
to Scheme

Local
Authority

The revised strategy comprises driving the
Various
central tunnels from Royal Oak portal to the
west end of Farringdon station (6.16 km), from
the site on the Limmo Peninsula through the
Isle of Dogs to the east end of Farringdon station
(8.30 km) and from Pudding Mill Lane portal
to Stepney Green (2.79 km) with an option to
reverse that drive, ie tunnel from Stepney Green
to Pudding Mill Lane instead. The drives from
Limmo Peninsula to Victoria Dock portal and
the Thames Tunnel drive remain unchanged
from the original strategy.
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Crossrail

The Crossrail route runs along surface railway
within the existing rail corridor through the
western part of this route window. The route
then passes into a tunnel at Royal Oak.
The permanent works will consist of: a train
reversing facility at Westbourne Park and track
alterations to the GWML; an approach ramp,
a portal at Royal Oak, a cut and cover tunnel,
and a twin-bore tunnel commencing at
Westbourne Park; and Westbourne bridge shaft,
containing intervention and ventilation facilities.

Crossrail’s twin-bore tunnels will pass beneath
the surface railway lines that run into Paddington
station. The route will then follow the alignment
of Eastbourne Terrace before continuing under
Spring Street and Sussex Square in twin-bore
tunnels, with rails at a depth of between
approximately 20 and 30 m below street level.
At Paddington station, the permanent works will
consist of a new Crossrail station with two new
ticket halls under Eastbourne Terrace; and two
new ventilation and emergency intervention
structures, one at each of the ticket halls.
GWML parcels office at 4 – 18 Bishop’s Bridge
Road will require demolition to accommodate
main works and a temporary taxi facility was
to be constructed on the Red Star Deck.

C1

Royal Oak portal:

Paddington station: C2

2. Permanent use of
the Red Star Deck
as a taxi facility

1. Provision of
a new temporary
service deck on
the site of 4 – 18
Bishop’s Bridge
Road

2. Revised design
of permanent
reinstated concrete
batching plant

1. Provision of a
temporary concrete
batching plant
at Royal Oak
worksite west

Route
Description of the Original Works
Window

Area of Change
to Scheme

2. Permanent provision for taxis which currently
use Departures Road will be made on the Red
Star Deck, with access from Bishop’s Bridge Road.

1. Servicing of rail facilities and retail units
within the station, which currently takes place
from Departures Road, will not be possible
during construction. An alternative location
from which servicing can be undertaken is
proposed at the site of 4 – 18 Bishop’s
Bridge Road. The service facility requires
the construction of a deck structure on
the site of 4 – 18 Bishop’s Bridge Road.

2. Changes to the design of the permanent
reinstated batching plant are now proposed
which require reassessment.

1. To reduce overall vehicle mileage and
increased emissions, a temporary concrete
batching facility is proposed on the site during
the construction, thereby minimising the period
during which no concrete batching plant
is available in this location.

Description of the Revised Scheme
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Farringdon station:
amendments to
lorry numbers
at Farringdon

2. Use of New
Oxford Street
subway for London
Underground (LU)
ventilation

1. Construction
planning changes
at Astoria site

C6

C5

Tottenham Court
Road station:

The Crossrail tunnels will pass from Holborn,
beneath the Fleet Valley and Smithfield, and
then to Aldersgate and the Barbican, with the
rails at a depth of about 31 m below street level.
The permanent works will consist of a twin-bore
tunnel, and a new station at Farringdon, with
western and eastern ticket halls and integrated
ventilation and emergency access. A new rail
crossover will also be constructed between
Farringdon and Liverpool Street stations,
beneath the Barbican.

Crossrail’s twin-bore tunnels will pass between
Poland Street in the west and Jockey’s Fields
in the east with rails at a depth of approximately
24 m below street level. East of Poland Street,
the alignment runs under Soho, approximately
parallel with Oxford Street, towards Charing
Cross Road. The alignment then turns
northeast and passes under New Oxford
Street into Holborn. As well as the twin-bore
tunnels, the permanent works will consist of
a new station at Tottenham Court Road with
two ticket halls, each with a street entrance,
and a new shaft at Fisher Street.

Route
Description of the Original Works
Window

Area of Change
to Scheme

As a result of further work on construction
planning there will be an increase in the
numbers of lorries accessing the various
Farringdon worksites, and amendments
to routeing.

2. Use of New Oxford Street subway
for LU ventilation.

1. Construction planning changes at the
Astoria worksite will require the sinking of
another shaft on the Astoria site from which
the construction of the low-level ticket hall
works will be undertaken. Also, lorries will
access the Astoria worksite direct from Charing
Cross Road and lorry holding will take place
within the worksite.
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Crossrail

Maidenhead
Railway Bridge:
revision to
Maidenhead
Bridge worksite

2. Lorry routeing
amendments at
Whitechapel.

1. Plain-lining works
to be undertaken
by Cross London
Rail Links Limited
(CLRLL)

W24

C8

Whitechapel
station:

The permanent works will comprise the
introduction of overhead line equipment (OHLE).
This will generally employ portal frames,
although masts with cantilevers will be used
over Maidenhead railway bridge. Some utility
diversions on the railway bridge will be required
to enable installation of OHLE.

Crossrail’s twin-bore tunnels will pass between
Commercial Street in the west and Stepney
Green in the east with the rails at an approximate
depth of between 26 m and 31 m below street
level. East of Commercial Street the alignment
runs approximately parallel with and south of the
GEML), before swinging southeastwards beyond
Whitechapel station. Other permanent elements
of the scheme will consist of a shaft at Hanbury
Street; a new station at Whitechapel with an
interchange concourse beneath Durward Street
and, shaft structures, all integrated with
the station.

Route
Description of the Original Works
Window

Area of Change
to Scheme

Reduction in extent of worksite in Guards
Club Park and relocation to underneath
the bridge arches; provision of a pontoon
worksite moored in the river.

2. Changes to construction planning at
Whitechapel station, particularly in worksite
access and lorry routes; and changes to lorry
routeing arrangements at Hanbury Street
resulting from the revised tunnelling strategy.

1. To enable the widening of the District line
platforms, the outer two District line tracks and
a siding need to be removed with two through
tracks remaining (known as plain-lining).
Previously assumed to be conducted by
LU, it is now proposed that CLRLL will
undertake the plain-lining works.
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2. The revised scheme moves a construction
access from west of Leigh Road bridge to
east of Leigh Road bridge.
To mitigate the cumulative adverse built
heritage impact resulting from the demolition
of nine Brunel bridges within the Crossrail route,
Wexham Road bridge, along with three others
(in Route Windows W20, W17 and W14), will
be retained. The revised works include moving
the tracks to a more central position under the
arches and lowering the tracks, to allow OHLE
to be accommodated.

Slough station:
W18
retention of existing
Wexham Road
bridge and
associated
trackworks
Within this route window the main Crossrail
works will involve the upgrading of Slough
station including a new bay platform, platform
extensions and modifications to the ticket halls;
a new footbridge at the western end of the
station with lift access to all platforms; provision
of a Slough goods loop; and introduction of
OHLE throughout, and changes to three road
bridges to accommodate this. At Wexham
Road Bridge, the proposed works were the
demolition and reconstruction of the arched
portion of the bridge.

Local
Authority

Slough
Borough
Council

1. To mitigate the cumulative adverse built
Slough
heritage impact resulting from the demolition
Borough
of nine Brunel bridges within the Crossrail
Council
route, Leigh Road bridge, along with three
others (in Route Windows W18, W17 and W14),
will be retained. The revised works include
moving the tracks to a more central position
under the arches and lowering the tracks,
to allow OHLE to be accommodated.

Description of the Revised Scheme

2. Alternative
access to tracks via
Berwick Avenue

1. Retention of
existing Leigh Road
bridge and
associated track
works

OHLE will be introduced throughout the
alignment in this route window, in line with the
methodology described above and in the main
ES (Section 9.2). In order to accommodate the
OHLE, Leigh Road bridge was to have been
demolished and replaced. The parapets
of Dover Road bridge will be raised.

Route
Description of the Original Works
Window

Dover Road and
W20
Leigh Road bridges:

Area of Change
to Scheme

8
Crossrail

New OHLE will be provided along the Crossrail
route. In order to accommodate the OHLE,
bridge modifications will be required. The brick
arches of both Middlegreen Road (Langley
Down) bridge and St Mary’s Road (Church
Lane) bridge will be demolished and replaced
with new bridge decks. Trenches Footbridge
will be partially demolished and a new
two-span steel superstructure erected.

The Bill made provision for a new single track
relief line to be constructed on the northern side
of the alignment between Chequer Bridge and
Dog Kennel Bridge. To accommodate this
additional track, the embankment between
Chequer Bridge and Dog Kennel Bridge will
be widened by approximately 7 m. Dog Kennel
Bridge will be demolished to accommodate
the works.

Dog Kennel Bridge: W15
provision of a new
footpath link

Route
Description of the Original Works
Window

Middlegreen Road, W17
St Mary’s Road &
Trenches bridges:
retention of existing
St Mary’s Road
bridge and
associated track
works

Area of Change
to Scheme

Local
Authority

In response to stakeholder concerns regarding
the loss of Dog Kennel Bridge and the resultant
pedestrian diversion, and following further
project design, it is now proposed to create
a new footpath link to the north side of the
railway from Dog Kennel Bridge eastwards
to Thorney Lane footbridge.

South
Buckinghamshire District
Council

The proposals for Middlegreen and Trenches
Slough
bridges are unchanged. To mitigate the
Borough
cumulative adverse built heritage impact
Council
resulting from the demolition of nine Brunel
bridges within the Crossrail route, St Mary’s
Road bridge, along with three others (in Route
Windows W20, W18 and W14), will be retained.
The revised works include moving the tracks
to a more central position under the arches
and lowering the tracks, to allow OHLE
to be accommodated.
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W14

Iver station:
retention of
existing Thorney
Lane bridge and
associated
trackworks

Within this route window, the main Crossrail
works will involve construction of a new rail
underpass at Acton yard and a new ticket hall,
footbridge and platform canopies, and platform
extensions at Acton Main Line station.

Not proposed in the main ES.

Acton Main Line
W4
station and yard:
revisions to worksite
layout in Acton yard

Old Oak Common W3
Depot: provision of
a segment casting
facility at Old Oak
Common Depot

At Iver station, a new ticket office will be
provided on the site of the existing facility.
Platforms two, three and four at Iver station
will be extended eastwards by about 30 m to
accommodate Crossrail trains. Platform four
will be converted to an island platform: its north
side will be reconstructed to create the new
platform five; this will serve the new relief line
created at Iver station by upgrading the existing
freight loop and realigning it slightly northwards.
In order to accommodate OHLE, Thorney Lane
Road Bridge was to be demolished and
replaced with a new bridge.

Route
Description of the Original Works
Window

Area of Change
to Scheme

It was originally assumed that the precast
concrete tunnel segments would be
manufactured off-site, and transported by road
to the Crossrail tunnelling worksites. It is now
proposed to manufacture concrete segments
for the Crossrail construction at Old Oak
Common Depot.

The layout of Acton yard will be reconfigured,
reducing impacts on allotments and playing
fields. A new access road will be built.
All businesses that currently operate within the
yard will continue to do so, with the exception
of Redland Lafarge Roofing.

To mitigate the cumulative adverse built
heritage impact resulting from the demolition
of nine Brunel bridges within the Crossrail route,
Thorney Lane Bridge, along with three others
(in Route Windows W20, W18 and W17), will
be retained. The revised works include moving
the tracks to a more central position under the
arches and lowering the tracks, to allow OHLE
to be accommodated.
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Crossrail

NE1

Stratford station:
train service
stopping at
Maryland station;
selective door
opening

The main works in this route window, which is
located in London Borough Newham, comprise
of platform extensions. The GEML platforms
(island platforms two and three and platform
one) will be extended westwards by 19 m to
205 m to accommodate 10-car Crossrail trains.

Within Route Window NE9 was to consist of
a new depot and stabling sidings located on
the old goods yard site to the west of Romford
station and on the south side of the GEML.
In addition, the works would have included
a rebuild and extension to Romford station.

Forest Gate station: NE2
refurbishment of
Forest Gate station
to provide access
for people with
reduced mobility
(PRM)

Romford station
NE9
and Depot (east):
provision of access
ramp for PRM

Not proposed in the main ES.

Route
Description of the Original Works
Window

Area of Change
to Scheme

The only change to the original scheme is in
the construction of an external ramp to provide
step free access for PRM on the south side
of the station forming a link between the
street level and the intermediate subway.

The station will be upgraded to provide step
free access. This involves the replacement of
the existing passenger footbridge and stairs
from the ticket hall with a new footbridge to
the relief platforms, and extension of the ticket
hall to accommodate the new footbridge.

It is now proposed for Crossrail trains to stop
at Maryland station. However, instead of
constructing longer platforms to accommodate
the 200 m /240 m long Crossrail trains, as is
proposed at other stations on the northeast
route, selective door opening will be used.
This will be conditional on a safety appraisal
and agreement of the appropriate authorities.
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The two existing middle sidings at the east
end of the station will be extended eastwards
by 30 m and increased in number from two
to three.

Proposed works within the route window
comprise the construction of the Victoria
Dock portal, a new station at Custom House,
the installation of OHLE, and the construction
of twin-bore tunnels. The route window
lies within London Borough of Newham.

Demolition of a recently constructed ancillary
building at the rear of 71 Abbey Grove.

Shenfield station:
NE17
revisions to worksite

Custom House
SE2
station: construction
of crossover

Church Manorway
Bridge: provision
of a replacement
ancillary building

SE7

The main works in this route window, which is
located in London Borough of Havering, comprise
platform extensions. Two GEML platforms (platform
three and platform four) will be extended eastwards
by 38 m to 205 m to accommodate 10-car
Crossrail trains. In addition, new platform furniture
and lighting will be fitted and minor station
refurbishment works will be carried out. The works
will take approximately four months to complete.

Route
Description of the Original Works
Window

Harold Wood
NE12
station:
refurbishment of
Harold Wood station
to provide access
for PRM

Area of Change
to Scheme

Brentwood
Borough
Council

London
Borough of
Havering

Local
Authority

It is now proposed that Crossrail will provide a
replacement building at the rear of the property.

London
Borough of
Greenwich

A new crossover is proposed at Victoria Dock
London
portal replacing the one originally proposed at Isle Borough of
of Dogs station. It comprises two elements of
Newham
crossing track, which will be located within Victoria
Dock portal, immediately to the west of Custom
House station between the two Crossrail tracks.
The associated works will be minor and of limited
duration requiring no additional construction plant.

Since the publication of the main ES, there
have been changes to the size of the Shenfield
sidings worksite and some minor changes to
the construction methodology. A revised noise
assessment has therefore been undertaken
and is presented.

The proposed changes to the scheme are
in respect of upgrading the station to provide
access for PRM. The works will involve
internal reconfiguration of the ticket hall and
provision of a new footbridge, lifts and stairs
to provide step free access to platforms.

Description of the Revised Scheme
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2

Interface of Crossrail with the Olympic Games

2.1

Introduction
Background

2.1.1

Chapter 12 of the main ES published in February 2005 identified two potentially
adverse cumulative impacts arising from the interface between Crossrail and the
Olympic Games at Pudding Mill Lane (Route Window C13). These were a potential
additional impact of construction traffic, and the difficulty of reinstating the Pudding
Mill River, both in the vicinity of Marshgate Lane. It was also stated that these potential
impacts would be considered further in an SES if London were awarded the 2012
games. This further consideration is given below.
Construction Traffic

2.1.2

The Olympics development precludes the use of Bow Midland Yard east by CRLL
as part of its worksite at Pudding Mill Lane. As a consequence, CRLL proposes
the acquisition of a further area of land to the south of the GEML. It is still CRLL’s
intention to remove its excavated material by rail if practicable. However, even with
the acquisition of additional land, it is possible that some material would need to be
removed by road which will affect Marshgate Lane and Cook’s Road. This impact
is addressed in the third Amendment of Provisions ES (AP3).
Water Resources

2.1.3

The main ES also identified that the reinstatement of the Pudding Mill River in the vicinity
of Marshgate Lane, then proposed by the Olympics, would not be possible if Crossrail
were under construction. The Olympics Masterplan published by the Olympic Delivery
Authority (ODA) in June 2006 no longer shows this reinstatement and so this potential
conflict no longer arises.
Other Interfaces

2.1.4

The construction of Crossrail will interface with the Olympics at a number of other
sites during the staging of the games. CRLL has recognised that its works will
need to be arranged so as to allow the Games to proceed unhindered and to ensure
an appropriate environment for the Games. This means that during the staging of
the games, the Crossrail works do not impinge upon the ability of visitors to travel
to and from the Olympic Games’ venues and that in the key tourist areas, the impact
of Crossrail on visual amenity is minimised. A Memorandum of Understanding
(Appendix 3 of this SES3) has been agreed between CLRLL, the ODA, the Department
for Transport (DfT), Transport for London (TfL) and the London Development Agency
(LDA) to ensure that the correct processes are in place to ensure this aim is achieved.
The ODA will in due course, publish an environmental statement relating to the
Olympics project which will address any potential cumulative impacts associated
with Crossrail, having regard to the project programme and construction methodology
advised by Crossrail.

Chapter 3
Route Wide: Revised
Tunnelling Strategy

Supplementary Environmental Statement 3

SES3

3.2.1

The original tunnelling strategy described in the main ES (Volume 1, Chapter 2,
Section 2.5, paragraph 2.5.12) requires 16 tunnel drives to construct the central
tunnels from 5 working sites in the central area. The tunnel drives are illustrated
in the main ES (Volume 1, Chapter 2, Section 2.5, Figure 2.10).

3.2.2

The original tunnelling strategy comprised the following twin tunnel drives:
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• Royal Oak Portal to Fisher Street ventilation shaft (5.1 km in length);
• Hanbury Street to Fisher Street (3.7 km);
• Pudding Mill Lane Portal to Whitechapel station (3.7 km);
• Hanbury Street to Whitechapel (0.6 km);
• Isle of Dogs to Stepney Green (2.2 km);
• Limmo Peninsula to the Isle of Dogs (1.6 km) and east to Victoria Dock portal
(0.9 km); and
• the Thames tunnels, which would be driven from the Plumstead portal to
North Woolwich portal, (2.64 km).
3.2.3

In the original tunnelling strategy, there would also have been an additional
temporary tunnel built for construction purposes only. This tunnel would have been
500 m long and would have run between the Hanbury Street shaft and a temporary
shaft at Pedley Street to provide an underground route to move excavated materials
from Hanbury Street and then up the Pedley Street shaft onto a surface conveyor
to a railhead at Mile End.

3.2.4

Worksites used for TBM handling and launching, and excavated materials handling
under the original tunnelling strategy were:
• Royal Oak portal (Route Window C1) — TBM (two) launch and excavated materials
and segment handling;
• Fisher Street (Route Window C5) — removal of TBM (four);
• Hanbury Street (Route Window C8) — TBM launch (four);
• Pedley Street (Route Window C8) — tunnelling support and excavated materials
and segment handling for Hanbury Street;
• Pedley Street to Mile End conveyor and Mile End (Devonshire Street) sidings (Route
Window C8 and C8a) — conveyor for transporting excavated material from Pedley
Street to Mile End Park, and sidings for loading excavated material onto trains;
• Mile End Park (Route Window C8a) — excavated materials handling;
• Whitechapel (Route Window C8) — removal of TBM (two);
• Stepney Green (Route Window C9) — removal of TBM (two);
• Pudding Mill Lane (Route Window C13) — TBM launch (two) and excavated
materials and segment handling;
• Isle of Dogs (Route Window C11) — TBM launch (two) and excavated materials
and segment handling;

Supplementary Environmental Statement 3

SES3
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They are:
• a reduction in the number of worksites required to support the tunnelling activities;
• a reduction in the number of TBMs required to construct the project from 13 to
8 by increasing the length of the tunnel drives from the Limmo Peninsula site and
the Royal Oak portal;
• a reduction in the length of the tunnel drives from Pudding Mill Lane portal
(stopping now at Stepney Green shafts instead of Whitechapel station);
• elimination of the need to use the Hanbury Street shaft site to launch TBMs, resulting in
a reduction in the size of the Hanbury Street shaft and worksite and reduced demolition;
• elimination of the need to use the Fisher Street shaft site to remove TBMs, resulting
in a reduction in the size of the Fisher Street shaft and elimination of the need to
demolish the main building at 8 – 10 Southampton Row; and
• a removal of the need for the temporary tunnel from Hanbury Street shaft to Pedley
Street, the temporary shaft at Pedley Street, the conveyor from Pedley Street to Mile
End Park, and the excavated materials handling site at Mile End park.
3.3.4

The revised strategy is based on a faster average tunnelling rate of 90 m per week.
The faster rate is achievable due to the increased length, and reduced number, of tunnel
drives. At the start of every tunnel drive there is a period before tunnelling rates reach
their optimum, therefore by increasing the length and reducing the number of drives,
the start-up period has less impact on the overall tunnelling rates.
Site-specific Changes

3.3.5

The revised tunnelling strategy changes the proposals in a number of locations across
the Crossrail route, namely:
• longer tunnel drives from Royal Oak portal (Route Window C1);
• no removal of TBMs at Fisher Street (Route Window C5);
• reduced activities at Hanbury Street (Route Window C8);
• removal of Pedley Street worksite (Route Window C8), the Mile End conveyor
(Route Windows C8 and C8a) and Mile End Park excavated materials facility
(Route Window C8a);
• reduction in tunnelling activities at Isle of Dogs station (Route Window C11);
• shorter tunnel drives from Pudding Mill Lane (Route Window C13); and
• longer tunnel drives to the west from Limmo Peninsula (Route Window SE1).

3.3.6

These changes are explained in turn in the following sections.
Longer Tunnel Drive from Royal Oak Portal (Route Window C1)

3.3.7

The construction works at Royal Oak portal are set out in the main ES (Volume 2,
Chapter 8, Section 8.3, paragraphs 8.3.12 to 8.3.30).
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3.3.8

Crossrail

The running tunnels constructed from the portal are approximately 1 km longer than
under the original strategy, which increases the amount of excavated materials arising
at the portal site. This will result in an increase in duration of occupation of this site
by three to four weeks, taking into account the faster tunnelling rates.
No Removal of TBMs at Fisher Street (Route Window C5)

Aerial View of 8–10 Southampton Row

3.3.9

Details of the original construction works at Fisher Street shaft are contained within the
main ES (Volume 2, Chapter 8, Section 8.7, paragraphs 8.7.22 to 8.7.30). The original
worksite is illustrated in Map RTS C5(i) of the SES3 mapping volume (SES3a).

3.3.10

With the revised tunnelling strategy, TBMs will no longer be removed from this site.
Consequently, the main body of the building at 8 – 10 Southampton Row will no longer
require demolition. However it will need to be vacated, as the works associated with
the site will mean that it will not be possible to access the building. It may be
practicable to use the building for site offices. The annex to this building will still require
demolition. The University of London premises at 2 – 6 Catton Street and the building
at 1 – 2 Fisher Street will still need to be acquired and demolished. Map RTS C5(ii)
in the SES3 mapping volume (SES3a) shows the revised scheme in this location.
Dismantling of TBMs at Farringdon and Removal through the Running Tunnels
(Route Window C6)

3.3.11

With the revised tunnelling strategy, the TBMs will start from Limmo Peninsula and
Royal Oak portal, reaching the end of their drives at Farringdon station where they
will be dismantled and removed through the running tunnels.

Supplementary Environmental Statement 3
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Aerial View of Hanbury Street
Reduced Activities at Hanbury Street (route window C8)
3.3.12

The original construction works at Hanbury Street are described in the main ES
(Volume 2, Chapter 8, Section 8.10, paragraphs 8.10.9 to 8.10.40). With the
revised strategy, the site will no longer be used as a TBM launch site, removing the
associated construction activities. The original worksite is illustrated on Map RTS C8(i)
of the SES3 mapping volume (SES3a).

3.3.13

A shaft is still required for emergency intervention and ventilation during the operation
of the railway. The size of the shaft and quantity of excavated materials to be removed
is estimated to be reduced by at least 50 per cent. This has allowed a revised
arrangement of the ventilation equipment, electrical and mechanical plant and
intervention facilities to be developed.

3.3.14

The main construction works at Hanbury Street under the revised strategy will be
phased over a duration of 46.5 months with the major civil works being carried out
over 25.5 months. Peak activity, the sinking of the shaft, will take place for 9 months
of those 25.5. This is a significant reduction to the original strategy which involved a
phased construction programme of 62 months including 6 months enabling works.

3.3.15

It will no longer be necessary to demolish Britannia House (68 – 80 Hanbury Street).
The worksite will occupy the adjoining surface car park, hence the businesses currently
using this property will potentially be unable to continue doing so. However, there is
ongoing consultation with the occupying businesses to identify whether it will be
possible to maintain access to the building’s loading bays so that one or more
of them can remain in occupancy during the works.
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3.3.16

Buildings 80 – 102 Hanbury Street will still require demolition, as will the ground floor
extensions of 63 – 65 and 67 Princelet Street.

3.3.17

Map RTS C8(ii) in the SES3 mapping volume (SES3a) shows the revised scheme
in this location.
Removal of Works at Pedley Street, Mile End Conveyor and Mile End Excavated
Materials Handling Facility (Route Windows C8 and C8a)

3.3.18

The construction works between Pedley Street and Mile End conveyor and Mile End
excavated materials handling facility are set out in the main ES (Volume 2, Chapter 8,
Sections 8.10 and 8.11, paragraphs 8.10.9 to 8.10.40 and paragraphs 8.11.5
and 8.11.10).

3.3.19

Hanbury Street will no longer be a launch site for TBMs, therefore, under the revised
tunnelling strategy the following will no longer be required:
• the temporary tunnel from Hanbury Street to Pedley Street;
• the Pedley Street site and shaft;
• the Mile End conveyor;
• the Mile End Park excavated materials handling facility; and
• modifications to the Devonshire Street rail sidings.
Reduction in Tunnelling Activities at Isle of Dogs station (Route Window C11)

3.3.20

The construction works at the Isle of Dogs station are described in the main ES
(Volume 2, Chapter 8, Section 8.10, paragraphs 8.10.9 to 8.10.40).

3.3.21

In the original tunnelling strategy TBMs were to be driven from Limmo Peninsula to the
east end of the Isle of Dogs and another set of TBMs were to be driven from the west
end of the Isle of Dogs to Stepney Green. These were to be serviced from within the Isle
of Dogs site with tunnel segments lowered down to tunnel level within the station box.

3.3.22

The revised tunnelling strategy will result in a reduction in tunnelling-related activities at
the Isle of Dogs. TBMs will be driven from Limmo through the Isle of Dogs to Farringdon.
Most of the excavated materials generated by the tunnels will now be removed from
Limmo by barge. However for approximately four months during excavation of the Isle of
Dogs station box, excavated material from the running tunnel drives will still be removed
directly from the Isle of Dogs via Bellmouth Passage as with the original scheme.
Excavated material arising from the construction of the station box will still be removed
by the conveyor along Bellmouth Passage, as previously described in the main ES.
Tunnel segments will still be lowered down at the Isle of Dogs site.
Pudding Mill Lane (Route Window C13)

3.3.23

Details of the construction works at Pudding Mill Lane are contained within the main ES
(Volume 2, Chapter 8, Section 8.16, paragraphs 8.16.12 to 8.16.34).

3.3.24

The original tunnelling strategy comprised a 3.7 km twin-tunnel drive from Pudding Mill
Lane to Whitechapel station. With the revised tunnelling strategy a shorter tunnel drive
of 2.79 km from Pudding Mill Lane to Stepney Green is proposed. The duration of the
tunnel drive will be reduced by approximately 17 weeks.
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An option to tunnel from Stepney Green shafts to Pudding Mill Lane has also been
considered. If adopted, the excavated material from the tunnel drives would be taken
out by conveyor from Limmo Peninsula through the tunnel already created by the main
drive from Limmo to Farringdon station. The only difference in activities at Stepney
Green would be that TBMs would be put into the shafts there instead of being removed
and there would be no new or additional impacts at Stepney Green as a result.
This option would remove the need to remove the excavated material generated
by the tunnel drives from Bow Midland Yard west.
Limmo Peninsula (Route Window SE1)

3.3.26

The construction works at the Limmo Peninsula site are described within the main ES
(Volume 2, Chapter 11, Section 11.4, paragraphs 11.4.10 to 11.4.18).

3.3.27

Tunnelling activities at Limmo Peninsula with the revised strategy are essentially the
same as required for the original strategy. The main difference is that the westward
drives, from Limmo to the Isle of Dogs, have been extended to Farringdon station.
This increases the duration of tunnelling from 21 weeks to 92 weeks. The duration
of the eastwards drive, from Limmo Peninsula to Victoria Dock portal, remains
unchanged and is estimated to take 12 weeks.

3.3.28

To support the tunnelling process, an excavated material handling facility for loading
barges will be established at Instone Wharf connected to the Limmo Peninsula shaft by
conveyors. This is a new facility, outside the original limits of the Bill, and is the subject
of an Amendment of Provisions, further details of which can be found in the AP3 ES.
Instone Wharf will be required for approximately three and a half years. The works at
Limmo Peninsula include site clearance and enabling works, shaft construction, tunnel
construction, shaft fit-out (installation of electrical and mechanical equipment including
ventilation fans), landscaping and reinstatement occuring over a total of six years.
Excavated Materials and Waste

3.3.29

In the main ES (Volume 1, Chapter 2, Section 2.5, paragraph 2.5.24) it was estimated
that the construction of Crossrail would generate approximately eight million m3 of
excavated materials and demolition and construction wastes. This figure included an
allowance for the increase in the volume of materials (bulking) following excavation.

3.3.30

The main ES (Volume 1, Chapter 2, Section 2.5, paragraphs 2.5.23 to 2.5.27 and
in more detail Volume 2, Chapter 7, Section 7.6, paragraphs 7.6.1 to 7.6.21) describes
the strategy for the management of excavated materials and waste. The strategy sets
out a hierarchical approach to waste management, requiring the nominated undertaker to:
• minimise generation of excavated materials and wastes;
• reuse and recycle excavated materials and waste within the Crossrail project;
• reuse and recycle excavated materials and waste through environmental beneficial
use (eg at registered exempt sites or as landfill restoration cover); and
• dispose of surplus excavated materials and waste at licensed landfill sites.
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Switching to the revised tunnelling strategy meets the objective enshrined in the first
principle because it results in a modest reduction of the total volumes of excavated
materials and wastes generated during the construction of Crossrail. The reductions
arise from:
• reductions in the scale of the works required, such as at Hanbury Street where
there will be less demolition and a smaller shaft, and therefore the generation of
less demolition waste and excavated materials;
• elimination of worksites and the waste produced during site set-up, operation,
site close-down and restoration, such as at Pedley Street, the conveyor corridor
and associated handling sites; and
• reductions in the numbers of tunnelling sites, resulting in increased efficiency and
a reduction in the waste produced as a by-product of the tunnelling process.

3.3.32

It is estimated that these changes will result in a reduction of some 70,000 m3
of excavated materials or about 1 per cent.

3.3.33

The main ES (Volume 2, Chapter 7, Section 7.6, paragraphs 7.6.15 to 7.6.21)
describes the strategy for the transport of excavated materials. It was estimated that
approximately 30 per cent of surplus materials would be transported by rail, 15 per cent
by barge and the remainder by road. The removal of excavated materials by rail was to
be achieved by setting up railheads at Paddington New Yard sidings (Royal Oak sidings),
Mile End (Devonshire Street) sidings and Bow Midland Yard east. The possibility
of increasing the use of barge transportation was noted.

3.3.34

The revised tunnelling strategy reduces the number of tunnelling sites along the central
route section and focuses tunnelling activities at the Limmo Peninsula. This provides
the opportunity to increase the use of barges for the removal of excavated materials.
In particular, there is potential for materials previously removed by rail from the Mile End
(Devonshire Street) sidings to be removed by barge from the Limmo Peninsula,
provided that suitable disposal sites with barge handling facilities are identified.

3.3.35

The hierarchical disposal strategy for excavated materials outlined above will apply to
the revised tunnelling strategy. In accordance with the disposal strategy, the identification
of potential locations for reuse and recycling of excavated materials within the Crossrail
project has begun. Consultation with planning authorities, the Environment Agency and
other key stakeholders has also commenced to identify projects and other opportunities
which may be suitable for beneficial use of Crossrail excavated materials and ensure
that any consents can be put in place within the required timescales.

3.3.36

The availability of licensed landfill sites within reasonable distance of Crossrail worksites
has been reassessed to ascertain whether there will still be sufficient capacity to accept
Crossrail surplus materials that are not reused or recycled. Two of the primary sites
set out in the main ES (Volume 2,Section 7, paragraph 7.6.13), no longer meet
the selection criteria (Colnbrook, Slough and Shakespeare Farm, Kent) due to their
operational life no longer matching Crossrail’s construction programme. However the
remaining sites have sufficient capacity to accept all of the excavated materials and
wastes produced should the need arise, without giving rise to additional significant
impacts on the road network. As noted in the main ES (Volume 2, Chapter 7,
Section 7.6, paragraph 7.6.14), the majority of excavated materials will be suitable
for use in site engineering and restoration.

Supplementary Environmental Statement 3

SES3

25

3.3.37

The use of barge and rail is currently assumed for the transport of excavated materials
from tunnelling sites and some station sites. Increased use of road transport may be
required at one or more of these sites to achieve beneficial reuse of the excavated
materials (rather than disposal to landfill) or for other logistical reasons. At each site
where it is currently assumed that barge or rail transport will be used, sensitivity tests of
the potential impact of removing all excavated materials by road have been undertaken,
the results of which are reported in the relevant sections below (paragraphs 3.4.7,
3.4.69, 3.4.85 and 3.4.95 below).

3.4

Mitigation and Residual Impacts
Overview

3.4.1

The revised tunnelling strategy does not change the conclusions as set out in the main
ES at Isle of Dogs station (Route Window C11), Pudding Mill Lane (Route Window C13)
or Limmo Peninsula (Route Window SE1).

3.4.2

The temporary construction tunnel from Hanbury Street to Pedley Street, the Pedley
Street site, the Mile End conveyor (Route Window C8), the Mile End Park excavated
materials facility and modifications to the Devonshire Street rail sidings (Route Window
C8A) are completely removed from the scheme. This eliminates all significant temporary
and permanent impacts associated with these elements of the original strategy.
Changes in Impacts at Royal Oak Portal (Route Window C1)

3.4.3

The proposed changes do not change the conclusions as set out in the main ES
at Royal Oak portal with respect to landscape/townscape and built heritage, visual
amenity, archaeology, ecology, water resources, noise and vibration, air quality,
contaminated land, community and socio-economics.
Traffic and Transport
Baseline

3.4.4

The baseline conditions for Route Window C1 are described within the main ES
(Volume 8b, Chapter 2, Sections 2.4 to 2.7).
Mitigation and Temporary Residual Impacts

3.4.5

In the revised scheme, the preferred method of excavated material removal would be
as described in the main ES, that is, initially by road during excavation for the tunnel
eye; then by road to Great Western Road railhead; and finally by internal conveyor to
the railhead. Under the revised strategy excavated material will be removed at a faster
rate and for a period some three to four weeks longer than originally assessed.
Significant impacts were identified in the main ES due to delays to buses and
general traffic at the junction of Harrow Road and Great Western Road.
No changes are predicted as a result of the revised tunnelling strategy.

3.4.6

The impacts of the possible retention of a concrete batching plant on the Royal Oak
worksite are assessed in Chapter 4 of this SES3.
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Sensitivity Test
3.4.7

It is CLRLL’s intention to remove excavated material by rail. However, in the event
that train paths are not available to move material by rail, excavated material would
have to be removed by road. The impacts of this scenario are assessed below
as a sensitivity test.

3.4.8

During the initial stages of construction, the method of removal is the same as that in
the preferred scheme. After the internal conveyor is set up to transfer excavated material
to the stockpiling area in Royal Oak worksite west, removal will be by road instead of rail
(ie in the event that train paths are not available) using the same lorry route as proposed in
the main ES, which includes Great Western Road. At the same time, excavated material
from Paddington station would have to be removed by road via the Harrow Road eastern
gyratory, then Edgware Road. The combined estimates of lorry movements for the Royal
Oak east, Royal Oak west and Paddington station worksites on the local road network
are shown in Table 3.1. All lorry movements are one-way unless stated.

Table 3.1 Estimated Lorry Movements on Local Roads
Road Links

Peak Construction Peak Construction
Duration (Weeks) Lorry Movements
Per Day

Non-peak
Construction
Lorry Movements
Per Day

Great Western Road,
Elgin Avenue,
Chippenham Road,
Harrow Road
(two-way)

5

440

300

Access to Royal Oak
worksite east

24

60

32

Egress from Royal Oak
worksite east

24

60

32

Western gyratory

421

230

150

Eastern gyratory

14

290

210

Harrow Road
approaching
Edgware Road
(two-way)

412

560

390

1 Sum

of two periods

2 Sum

of three periods
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3.4.9

In this scenario, Great Western Road would be subject to a peak of 440 lorry
movements per day, which would worsen the significant impact at the Prince of Wales
junction reported in the main ES. In addition, the non-peak daily lorry movements
would average some 300 for as long as the conditions preventing use of the railhead
persisted. The assessment criteria also continue to highlight potentially significant
impacts for driver delay in Chippenham Road. For the situation described in the main
ES, it was considered that in practice there would not be significant traffic delays,
but in the sensitivity test scenario there is more risk of traffic delays, especially
in the morning peak.

3.4.10

A morning peak (0800 hours to 0900 hours) traffic survey undertaken in April 2003
showed a total of 1,242 vehicles eastbound on Harrow Road approaching the
Edgware Road junction. The forecast peak construction lorry flow on this route of
280 movements per day in each direction over a 12 hour day as in Table 3.1 above,
is equivalent to 56 heavy goods vehicles in the morning peak hour (based on the hourly
distribution factors used in the ES), which equates to 12 per cent of the 2003 surveyed
flows (measured in passenger car units).

3.4.11

The increased lorry movements on Harrow Road (east of Great Western Road),
including the western and eastern gyratory, must be considered in the context
that from February 2007 this road will effectively form part of the boundary of the
Congestion Charging Zone Western Extension. The additional lorry movements
identified in the sensitivity test would be likely to increase morning peak traffic
delays with significant impacts on bus services.
Mitigation and Permanent Residual Impacts

3.4.12

No permanent significant impacts are expected as a result of the revised scheme
at Royal Oak portal.
Changes in Impacts at Fisher Street (Route Window C5)

3.4.13

The proposed changes do not change the conclusions as set out in the main ES at
Fisher Street with respect to ecology, water resources, air quality, contaminated land,
community and socio-economics.
Impacts on Townscape and Built Heritage
Baseline

3.4.14

The original baseline assessment may be found in the main ES (Volume 2, Chapter 8,
Section 8.7, paragraphs 8.7.46 to 8.7.47).

3.4.15

The proposed Fisher Street worksite is partly within the Kingsway Conservation Area,
which includes a number of listed buildings along Southampton Row. The western half
of the worksite is within the conservation area and is occupied by 8 – 10 Southampton
Row, a Grade II listed structure, whose listing includes its annexe (a two storey
extension to the rear). The eastern half of the worksite is outside the conservation area
and occupied by 1 and 2 Fisher Street and 2 – 6 Catton Street, which are not listed.
Opposite Fisher Street is the Grade II* Central St Martins College of Art and Design
(formerly the Central School of Arts and Crafts) and to the south, facing the site on
Catton Street, is the Grade II* listed 2 – 6 Southampton Row (including Kingsgate House
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at 3 Catton Street). The proposed Fisher Street worksite is also within an area
renowned for its precise Georgian squares. Overall, it is a townscape of high quality
and high sensitivity to change. However, the townscape associated with Fisher Street
and Catton Street, to the east of the conservation area, is of moderate to low quality
and sensitivity to change.
Direct Impacts on Listed Buildings
3.4.16

In the original tunnelling strategy, the main ES reported that the partial demolition
of the Grade II listed building at 8 – 10 Southampton Row (Carlisle House) resulted
in a significant residual impact on the structure (Volume 2, Chapter 8, Section 8.7,
paragraph 8.7.54). With the revised scheme, the main body of this building will be retained,
and although the annexe will still be demolished, the significant impact reported in the main
ES will be eliminated. The potential settlement impacts on 8 – 10 Southampton Row will
remain unchanged from that reported in the main ES (Volume 2, Chapter 8, Section 8.7,
paragraph 8.7.57) due to the close proximity of the Fisher Street shaft to the east wall of
this building. Mitigation measures to protect the integrity and heritage value of this structure
will be implemented as detailed in Appendix B1 of the main ES.
Mitigation and Residual Townscape Impacts

3.4.17

The main ES reported significant temporary adverse impacts on the townscape character
and on the character, appearance and setting of the Kingsway Conservation Area. It also
reported significant temporary adverse impacts on the setting of the Grade II* Central
St Martins College of Art and Design and 2 – 6 Southampton Row (including the Catton
Street Wing) and the Grade II listed Kingsway Tram Subway in Southampton Row.

3.4.18

The demolition of the rear annexe to the Grade II listed 8 – 10 Southampton Row and
possible underpinning and propping to the rear of the remaining listed structure will result
in a significant temporary adverse impact on the setting of the retained Grade II listed
8 – 10 Southampton Row, in addition to those temporary adverse impacts previously
reported in the main ES (Volume 2, Chapter 8, Section 8.7, paragraph 8.7.62).

3.4.19

Although, with the revised scheme, most of 8 – 10 Southampton Row will be retained, the
permanent works to the rear, comprising a ventilation shaft and hard standing, will still result
in a significant adverse permanent impact on the local townscape and on the setting of the
Grade II* Central St Martins College of Art and Design and 2 – 6 Southampton Row
(including the Catton Street Wing) as previously reported in the main ES. In addition, there
will be a permanent significant adverse impact on the setting of the retained Grade II listed
8 – 10 Southampton Row. However, the retention of most of 8 – 10 Southampton Row will
mean that there is no longer a significant permanent adverse impact on the setting of the
Grade II listed Kingsway Tram Subway, as reported in the main ES (Volume 2, Chapter 8,
Section 8.7, paragraph 8.7.81).

3.4.20

The revised proposals, like the original scheme, will not result in any significant
adverse permanent impacts on the character, appearance and setting of the
Kingsway Conservation Area, since the permanent works are located on the edge
of the conservation area adjacent to a substation and the integrity of the conservation
area as a whole will be substantially retained.
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Impacts on Visual Amenity
Baseline
3.4.21

Views of the proposed Fisher Street worksite are generally limited by the buildings
that front the streets surrounding it. Short-distance views are limited to pedestrians
and occupants of properties along Catton Street and Fisher Street. There are glimpsed
views of the site from Procter Street to the east. Pedestrians in Sicilian Avenue and
occupants of buildings opposite, to the west of the worksite, have longer distant views
of the worksite, across Southampton Row. People approaching the site from the north
and south along Southampton Row have views of the western part of the worksite.
There is a combination of high, moderate and low-sensitivity visual receptors
located around the site. The original baseline assessment may be found
in the main ES (Volume 2, Chapter 8, Section 8.7, paragraph 8.7.85).
Mitigation and Residual Impacts

3.4.22

There will be no change to the temporary impacts previously reported in the main ES
as a result of the revised works in this route window (Volume 2, Chapter 8, Section
8.7, paragraphs 8.7.91 to 8.7.92). However, the retention of most of 8 – 10
Southampton Row will result in the addition of significant permanent adverse impacts
on the visual amenity of occupants at the rear of 8 – 10 Southampton Row on account
of direct views of the emergency shaft. As in the original scheme, it is likely that the
impacts can be reduced or mitigated through the provision of a replacement building.
A proposal for this building will be brought forward according to the process described
in the main ES (Volume 1, Chapter 3, Section 3.8).
Impacts on Archaeology
Baseline

3.4.23

The baseline resources that might be affected by the revised scheme at Fisher Street
are the same as those described in the main ES (Volume 2, Chapter 8, Section 8.7,
paragraph 8.7.101).
Mitigation and Residual Impacts

3.4.24

Potential impacts from the revised scheme for the basement and shaft will occur over a
very slightly smaller area than with the previous proposals. As previously, the basement
is likely to completely remove potential archaeological remains, and the underlying shaft
will remove any remains within its footprint that survive construction of the basement.
Other groundworks have potential to remove potential archaeological remains, such
as underpinning the retained structure on Southampton Row.

3.4.25

Mitigation measures will remain preservation by record, as set out in the main ES
(Volume 2, Chapter 8, Section 8.7, paragraph 8.7.105). With this mitigation,
no significant residual impacts will occur.
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Traffic and Transport Impacts
Baseline
3.4.26

The baseline conditions for Route Window C5 are described within the main ES
(Volume 8b, Chapter 6, paragraphs 6.72 to 6.73).
Mitigation and Temporary Residual Impacts

3.4.27

With the revised tunnelling strategy, the proposed intervention and ventilation shaft
will still be constructed at Fisher Street but the TBMs will no longer be removed at
this shaft. In the main ES it was considered that the removal of the TBMs could have
caused some disruption to traffic but as the removals would be planned to take place
in off-peak periods, no significant impact was assessed. There will be no change with
the revised strategy.
Mitigation and Permanent Residual Impacts

3.4.28

There will be no permanent significant impacts as a result of the revised tunnelling
operations at Fisher Street.
Noise and Vibration Impacts
Baseline

3.4.29

The baseline noise information is provided in Table 3.2.

Table 3.2 Baseline Noise Measurements Near Fisher Street Shaft

Receptor

Baseline Noise Level
Daytime
Night-time
(LAeq, 12 hour ) dB ( LAeq, 8 hour ) dB

8 Southampton Row (north façade)

72

67

Proctor Street 1

70

-

5 Raymond Buildings 1

55

-

1

Short-term monitoring location (LAeq, 3 hr)

Mitigation and Residual Impacts
3.4.30

Noise from Above-ground Construction Activity: The relevant measures set out in
Appendix B1 of the main ES will be employed to reduce construction noise impacts.
A 3.6 m high hoarding will also be provided around the Fisher Street Shaft worksite.
Concrete pumps, concrete lorries and compressors will be housed in enclosures
when in operation.

3.4.31

With these measures, no residential properties will be affected by significant
construction noise impacts from construction activity associated with this worksite.
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3.4.32

One educational facility, the Central St Martins College of Art and Design, will
experience a significant residual impact during the daytime and evening periods.
As stated in the main ES, the Secretary of State will consider providing additional
assistance (Volume 1, Chapter 3, Sections 3.7, paragraph 3.7.30).

3.4.33

This property was previously identified as experiencing a significant residual impact
from the scheme assessed in the main ES, during the daytime, evening and night-time
periods. There would therefore be no additional impact resulting from the replacement
of the main ES scheme with that associated with the revised tunnelling strategy.

3.4.34

The duration for which the significant residual noise impact would occur has changed
as a result of the works.The overall scale of the works has been reduced, however with
the smaller worksite the construction plant is now concentrated closer to the Central
St Martins College of Art and Design. As a result, the duration of the impact at the Central
St Martins College of Art and Design has increased from 23 months to 27 months.

3.4.35

The main ES also identified the University of Westminster as experiencing a significant
residual noise impact during day, evening and night periods over a period of
approximately 18 months. This impact will no longer occur.

3.4.36

Vibration from Above-ground Construction Activity: Adherence to the mitigation
measures described in Appendix B1 of the main ES will ensure that impacts are
not significant.

3.4.37

Vibration and Ground borne Noise from Underground Construction Activity:
The proposed changes do not change the conclusions as set out in the main ES.

3.4.38

Noise from Construction Road Traffic: The proposed changes do not change the
conclusions as set out in the main ES.
Mitigation and Permanent Residual Impacts

3.4.39

Noise from Ventilation Shafts: The proposed changes do not change the conclusions
as set out in the main ES.

3.4.40

Groundborne Noise and Vibration from the Operational Railway: The proposed
changes do not change the conclusions as set out in the main ES.

3.4.41

Noise from Operational Road Traffic: The proposed changes do not change
the conclusions as set out in the main ES.
Changes in Impacts at Hanbury Street (Route Window C8)

3.4.42

The proposed changes do not alter the conclusions as set out in the main ES
at Hanbury Street with respect to ecology, water resources, contaminated land,
community and socio-economics.
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Impacts on Townscape and Built Heritage
Baseline
3.4.43

The original baseline assessment for Hanbury Street may be found in the main ES
(Volume 2, Chapter 8, Section 8.10, paragraphs 8.10.41 to 8.10.43).

3.4.44

The proposed Hanbury Street worksite is within an area which contains one of the largest
concentrations of early Georgian housing in London. It is also within the Fournier Street
Conservation Area, which includes a significant number of listed buildings at Princelet
Street, Hanbury Street and Wilkes Street (a group of narrow streets situated to the west
of the proposed Hanbury Street worksite, beyond Brick Lane). To the east of the worksite,
outside the conservation area, there are a number of modern housing estates of low
architectural value. Overall, it is a townscape of moderate quality and moderate
sensitivity to change.
Direct Impacts on Listed Buildings

3.4.45

The revised works in this route window involve no direct physical impacts on listed
buildings. The reduction in size of Hanbury Street shaft will reduce the extent of the
settlement effects in its vicinity. However this will have no effect on the significance of
the settlement impacts on listed buildings and there is no change to the assessment
as reported in the main ES (Volume 2, Chapter 8, Section 8.10, paragraphs 8.10.48
and 8.10.49).
Mitigation and Residual Temporary Impacts

3.4.46

As a result of the reduced worksite area required for the construction of the revised
shaft at Hanbury Street, it will no longer be necessary to demolish Britannia House
(68 – 80 Hanbury Street). The works will still necessitate the demolition of 80 – 102
Hanbury Street and the ground floor extensions of 63 – 65 and 67 Princelet Street,
as previously proposed and the significant temporary adverse impact on the local
townscape character as reported in the main ES will remain (Volume 2, Chapter 8,
Section 8.10, paragraphs 8.10.50 and 8.10.52 to 8.10.55). The revised scheme,
like the original, will not result in any significant temporary adverse impacts on the
character and quality of the Fournier Street Conservation Area.
Mitigation and Residual Permanent Impacts

3.4.47

Although Britannia House (68 – 80 Hanbury Street) will now be retained, the permanent
works, comprising a ventilation shaft, operations building and hard standing will still
remain a significant adverse permanent impact on the local townscape as previously
reported in the main ES (Volume 2, Chapter 8, Section 8.10, paragraphs 8.10.52 to
8.10.55). The revised scheme, like the original scheme, will not result in any significant
adverse permanent impacts on the character and quality of the Fournier Conservation
Area, since the site lies on the edge of the conservation area adjacent to an area of
post-war development and the integrity of the conservation area as a whole will be
substantially retained.
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Impacts on Visual Amenity
Baseline
3.4.48

Views of the proposed Hanbury Street worksite are generally limited by the buildings
that front the streets surrounding it. Short distance views are limited to properties along
Hanbury Street and Princelet Street, with short glimpsed views from Spelman Street.
Pedestrians approaching the site from the north and east also get long views of the site
from Spital Street and Hanbury Street respectively and there are also views from some
high-level residential blocks to the east of the site. There is a combination of high and
moderate sensitivity visual receptors located around the site. The original baseline
assessment may be found in the main ES (Volume 2, Chapter 8, Section 8.10,
paragraph 8.10.58).
Mitigation and Residual Impacts

3.4.49

As a result of the reduced site area required for the construction of the shaft, Britannia
House (68 – 80 Hanbury Street) will not now be demolished. The retention of this building
will result in the removal of significant temporary and permanent adverse impacts on
the visual amenity of residents at 50 – 62 (even) Princelet Street and of workers and
customers at 67 Hanbury Street, as reported in the main ES (Volume 2, Chapter 8,
Section 8.10, paragraphs 8.10.63 and 8.10.67).
Impacts on Archaeology
Baseline

3.4.50

The baseline resources that might be affected by the revised scheme at Hanbury Street
are the same as those described in the main ES (Volume 2, Chapter 8, Section 8.10,
paragraph 8.10.71). However, survival of potential archaeological remains may be
better at the new location of the shaft and basement, which is likely to have been
less truncated by previous buildings.
Mitigation and Residual Impacts

3.4.51

Potential impacts from the shaft and structures within the worksite are of similar
extent to the original proposals. However, they occur in different locations, where
archaeological remains might be better preserved.

3.4.52

Mitigation measures will remain preservation by record, as set out in the main ES
(Volume 2, Chapter 8, Section 8.10, paragraph 8.10.77). With this mitigation,
no significant residual impacts will occur.
Traffic and Transport Impacts
Baseline

3.4.53

The baseline conditions for Route Window C8 associated with the Hanbury Street
and Pedley Street worksites are described within the main ES (Volume 8b, Chapter 9,
Sections 9.7 to 9.18).
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Mitigation and Temporary Residual Impacts
3.4.54

With the revised tunnelling strategy Hanbury Street is no longer required as a TBM
launch site, but it would still be used as an intervention and ventilation shaft. The number
of lorries accessing the worksite will be reduced with an average of 32 lorry movements
per day for the peak construction period of 9 months compared to 54 movements for
11 months with the original scheme. At other times typical lorry movements around
12 movements per day are still expected.

3.4.55

The temporary tunnel between Hanbury Street and the Pedley Street worksite originally
proposed for the transfer of excavated material will no longer be required. As a result
Vallance Road to the north of the Buxton Street junction will no longer be used as a
lorry route and to the south of the junction construction traffic will only travel one-way
southbound. The reduction in lorry movements will be beneficial in the local area but
there will be no change to the assessment as no significant impacts were identified
in the main ES.

3.4.56

Lorry routes have been revised for other worksites within this route window and the
overall changes are summarised in Chapter 8 of this SES3.
Mitigation and Permanent Residual Impacts

3.4.57

No permanent significant impacts are expected as a result of the revised scheme
at Hanbury Street.
Noise and Vibration Impacts
Baseline

3.4.58

Noise and vibration baseline information is as described in the main ES (Volume 2,
Chapter 8, Section 8.7, paragraph 8.7.145 to 8.7.153, Volume 2, Chapter 8, Section
8.10, paragraph 8.10.119 and Volume 2, Chapter 8, Section 8.11, paragraph 8.11.41).
Mitigation and Residual Impacts

3.4.59

The construction works associated with the revised tunnelling strategy will result in a
reduction in the number of properties for which a significant impact is predicted. As a result
of the revised tunnelling strategy several properties will no longer be subject to noise levels
that would render them as likely to qualify for temporary rehousing or noise insulation.

3.4.60

Noise from Above-ground Construction Activity: The original assessment presented
in the main ES indicated that approximately 32 properties would be likely to qualify for
noise insulation, with 20 of those also likely to qualify for temporary rehousing. A further
30 properties would likely experience a significant residual impact. Properties affected
were located in Princelet Street, Hanbury Street, Boden House and Vollasky House.

3.4.61

The relevant measures set out in Appendix B1 of the main ES will be employed to
reduce construction noise impacts. A 5 m high hoarding will also be provided around
the Hanbury Street worksite. Concrete pumps, concrete lorries and compressors will
be housed in enclosures when in operation.
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Despite these measures, 12 residential properties will be affected by significant daytime
and night-time construction noise impacts, 8 of which will be also affected by significant
evening construction noise impacts. All of these properties will be likely to qualify
for noise insulation. All of these 12 properties are also likely to qualify for temporary
rehousing for a total period of 7 months. These 12 properties are shown in Table 3.3.

Table 3.3 Properties Likely to Qualify for Both Temporary Rehousing and Noise Insulation
Number of
Dwellings

Representative Property
Address

Total Aggregate Duration
(Months)

4

61 Princelet Street

7

4

63 Princelet Street

7

4

65 Princelet Street

7

3.4.63

With this mitigation in place no residential properties will experience significant residual
construction noise impacts.

3.4.64

Changes in Noise and Vibration Impacts as a result of the Project Alterations:
As a result of the revised scheme, several properties will no longer be likely to qualify
for temporary rehousing or noise insulation. Table 3.4 presents all those dwellings
that were affected by the original tunnelling strategy and the results of the new
assessment under the revised tunnelling strategy.

36

Crossrail

Table 3.4 Changes to Noise Impacts as a Result of the Revised Tunnelling Strategy
Property

Number
of Dwellings

Main ES Scheme
Assessment

Revised
Tunnelling Strategy

Mitigation or impact
66 Hanbury St

2

Temporary rehousing

Removal of impact

62 Princelet Street

2

Noise insulation

Removal of impact

56 Princelet Street

5

Noise insulation

Removal of impact

48 Princelet Street

2

Significant
residual impact

Removal of impact

41 Princelet Street

4

Significant
residual impact

Removal of impact

51 Princelet St

6

Temporary rehousing

Removal of impact

65 Hanbury Street

3

Significant
residual impact

Removal of impact

65 Hanbury Street

3

Noise insulation

Removal of impact

Boden House,
Hanbury Street

10

Significant
residual impact

Removal of impact

Boden House,
Hanbury Street

2

Noise insulation

Removal of impact

105 Hanbury Street

3

Significant
residual impact

Removal of impact

111a Hanbury Street

1

Significant
residual impact

Removal of impact

1 – 15 Vollasky House

7

Significant
residual impact

Removal of impact

Air Quality Impacts
Baseline
3.4.65

There is no change to the baseline conditions as described in the main ES (Volume 2,
Chapter 8, Section 8.10, paragraph 8.10.135).
Mitigation and Residual Impacts

3.4.66

In the original scheme, the site has a high dust nuisance risk requiring tier three
mitigation measures. The risk rating has been reassessed to take account of the shorter
timescale of construction. This results in the lowering of the dust risk rating, and
therefore becomes a medium risk site, requiring tier two mitigation to be implemented.
This does not however change the conclusions in the main ES (Volume 2, Chapter 8,
Section 8.10, paragraphs 8.10.136 to 8.10.142).
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Changes in Impacts at Isle of Dogs Station (Route Window C11)
3.4.67

The proposed changes do not alter the conclusions as set out in the main ES
at Isle of Dogs station with respect to landscape/townscape and built heritage,
visual amenity, archaeology, ecology, water resources, noise and vibration,
air quality, contaminated land, community and socio-economics.
Traffic and Transport Impacts
Baseline

3.4.68

The baseline conditions for Route Window C11 are described within the main ES
(Volume 8b, Chapter 13, Sections 13.7 to 13.18).
Mitigation and Temporary Residual Impacts

3.4.69

With the revised tunnelling strategy, the majority of the excavated material removal
and segment delivery associated with the running tunnels will be transferred to Limmo
Peninsula (see Route Window SE1). Additionally, the underground crossover proposed
in this route window will be removed and replaced with an alternative east of Victoria
Dock portal. In the main ES it was proposed that excavated material from this worksite
would be removed by barge and no traffic and transport impacts were identified.
This will remain the case with the revised strategy.

3.4.70

There is a possibility that during the construction of the station box, the excavated
material from the running tunnels will be removed at the Isle of Dogs worksite for a
period of some four months and be transferred by conveyor for disposal by barge.
This will not result in any additional significant impacts.
Sensitivity Test

3.4.71

As a sensitivity test the scenario has been considered of all excavated material being
removed by road if for some reason removal by barge was not possible. In this scenario
it would be expected that during two periods of peak construction of about 3 months
and 1 year, the number of lorries servicing the North Quay worksite would increase
to some 260 lorry movements per day. At other times this figure would be expected
to drop to around 120 lorry movements per day.

3.4.72

For the Billingsgate Market worksite it would be expected that during two periods of
peak construction of 18 months and 5 months the number of lorry movements per day
accessing the worksite would be 100 and 80 respectively. During the remainder of the
construction period this figure would be expected to drop to approximately 40 lorry
movements per day.

3.4.73

With the close proximity of the strategic road network, the additional lorry movements
would not be expected to result in any significant temporary traffic and transport impacts.
Mitigation and Permanent Residual Impacts

3.4.74

No permanent significant impacts are expected as a result of the revised tunnelling
strategy at Isle of Dogs.
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Changes in Impacts at Pudding Mill Lane (Route Window C13)
3.4.75

The proposed changes do not change the conclusions as set out in the main ES
at Pudding Mill Lane with respect to landscape/townscape and built heritage, visual
amenity, archaeology, ecology, water resources, noise and vibration, air quality,
contaminated land, community and socio-economics.
Traffic and Transport Impacts
Baseline

3.4.76

The baseline conditions for Route Window C13 are described detailed in the main ES
(Volume 8b, Chapter 15, paragraphs 15.10 to 15.22).

3.4.77

In the main ES, potential changes to baseline conditions were discussed including those
resulting from a successful bid for the 2012 Olympics. With the Olympics now confirmed,
Bow Midland Yard east will no longer be available to CLRLL as a worksite (see Section
2.1.2 of this SES3). The size of the Pudding Mill Lane worksite will become larger subject
to approval of an Amendment of Provisions of the Crossrail Bill (AP3 ES, Chapter 11).
The operations at the Pudding Mill Lane worksite will largely remain the same.
Mitigation and Temporary Residual Impacts

3.4.78

In the main ES, without the Olympics, it was assumed that excavated material from the
Pudding Mill Lane portal would be transferred by conveyor to the Bow Midland Yard
east worksite where it would be removed by rail. The tunnel lining segments would be
delivered by rail, stored at the Bow Midland Yard west worksite and transferred to the
tunnel portal by lorry. With low numbers of deliveries by lorry, no significant traffic and
transport impacts were identified.

3.4.79

With the revised tunnelling strategy the tunnel drive from Pudding Mill Lane will be
reduced in length by 0.98 km and the tunnelling rate will increase. This will reduce the
overall duration of the tunnel drives from this site by approximately 17 weeks. With the
revised baseline conditions (ie with the Olympic Games confirmed), the Bow Midland
Yard west worksite will now be used for the stockpiling and removal of all excavated
material by rail. It is proposed to extend the Pudding Mill Lane worksite between
Cook’s Road and the River Lea (this is the subject of an Amendment of Provisions to the
Crossrail Bill (AP3 ES, Chapter 11) to compensate for the loss of Bow Midland Yard east.
This will allow all tunnel segments to be delivered by road and stored at the extended
Pudding Mill Lane worksite. Deliveries will be from the A118 High Street via Cook’s Road.

3.4.80

The tunnelling activities at Pudding Mill Lane will take up to two years and will be in two
broad stages; construction of the portal, and driving of the tunnels. Construction of the
portal will take about nine months and excavated material will be transferred by conveyor
to the railhead at Bow Midland Yard west for disposal by rail. There is expected to be
an overlap period of some two months when the tunnelling commences and the portal
is being completed.
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3.4.81

It is estimated that a peak of some 70 lorry movements per day will be required for
delivery of tunnel segments and other materials to the enlarged Pudding Mill Lane
worksite via Cook’s Road during the two month peak period. For the remainder of the
construction period there is expected to be an average of 40 lorry movements per day
for the delivery of materials.

3.4.82

The additional lorry movements on Wick Lane are not expected to give rise
to a significant impact.

3.4.83

On Cook’s Road the additional lorries would produce a significant increase in traffic.
However, traffic flows on Cook’s Road are low and will reduce as a result of relocation of
many of the light industrial premises for the works. With low base flows the additional lorry
movements are not expected to result in a significant impact as a result of traffic delays.

3.4.84

It may be necessary to provide temporary traffic signals at the Cook’s Road junction
with the A118 High Street to assist lorries to turn right out of Cook’s Road.

3.4.85

If tunnelling is undertaken by driving from Stepney Green to Pudding Mill Lane, there
would be no requirement to remove the excavated material from Bow Midland Yard
west worksite or deliver segments via Cook’s Road. In that case none of the impacts
described above would occur.
Sensitivity Test

3.4.86

A sensitivity test has been undertaken to assess the impacts if for any reason rail is not
available for an extended period and all excavated material must be removed by road.
In this case, material would be removed via the Bow Midland Yard west worksite with
lorries exiting onto the A12 Blackwall Tunnel Northern Approach via Wick Lane.

3.4.87

Based on the above, daily lorry movements have been estimated for the various phases
of the works. These are summarised in Table 3.5 below. A lorry entering and leaving the
worksite is equivalent to two lorry movements.

3.4.88

No significant impacts are predicted during the excavation of the tunnel portal as a result
of the 100 daily lorry movements on Wick Lane. Once tunnelling commences, however,
there would be a significant increase in traffic levels and delays on Wick Lane and at its
junction with the A12 for the remainder of the works.

3.4.89

Lorry numbers are unchanged on Cook’s Road, and as in the main assessment
are not expected to result in a significant impact.
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Table 3.5 Estimated Lorry Movements on Local Roads
Worksite

Road Link

Construction
Period

Lorry Movements
Per Day

Wick Lane
(A12 — Worksite)

9 months

100

Bow Midland Yard west

Wick Lane
(A12 — Worksite)

2 months

420

Pudding Mill Lane

Cook’s Road
(A118 — Worksite)

2 months

70

Wick Lane
(A12 — Worksite)

5.5 months

340

Cook’s Road
(A118 — Worksite)

5.5 months

40

Tunnel portal only
Bow Midland Yard west
Peak period
(portal & tunnelling)

Tunnelling only
Bow Midland Yard west
Pudding Mill Lane

3.4.90

The sensitivity test has demonstrated that the removal of all excavated material by road
would cause significant temporary traffic and transport impacts on Wick Lane and at its
junction with the A12.
Mitigation and Permanent Residual Impacts

3.4.91

No permanent significant impacts are expected as a result of the revised tunnelling
strategy at Pudding Mill Lane.
Changes in Impacts at Limmo Peninsula Shaft (Route Window SE1)

3.4.92

The proposed changes do not alter the conclusions as set out in the main ES at Limmo
Peninsula shaft with respect to landscape/townscape and built heritage, visual amenity,
archaeology, ecology, water resources, noise and vibration, air quality, contaminated
land, community and socio-economics.
Traffic and Transport Impacts
Baseline

3.4.93

The baseline conditions for Route Window SE1 are described within the main ES
(Volume 8d, Chapter 20, Sections 20.8 to 20.10).
Mitigation and Temporary Residual Impacts

3.4.94

No significant traffic and transport impacts were identified at the Limmo Peninsula
worksite in the main ES. With the revised tunnelling strategy there will be a longer
westbound drive to Farringdon station, but the eastbound drive to Victoria Dock portal will
remain the same. This change together with an increase in the assumed tunnelling rate
will result in an increase in the westbound tunnelling time from 21 weeks to 92 weeks.
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3.4.95

With the revised tunnelling strategy all excavated material will still be removed by
barge. It is now estimated that during the peak construction period of about 2 years
the average number of lorry movements at the Limmo Peninsula worksite will be 60
per day. Of these, some 40 movements will be for the delivery of tunnel segments.
These lorries will not give rise to any significant traffic and transport impacts.

3.4.96

If tunnelling is undertaken by driving from Stepney Green to Pudding Mill Lane the
excavated material would be removed from, and tunnel segments delivered to Limmo
Peninsula. In that case it is estimated that the average number of lorries per day
delivering tunnel segments would increase from 40 to 56 lorry movements per day.
This would not result in a significant impact.
Sensitivity Test

3.4.97

A sensitivity test has been undertaken to assess the traffic and transport impacts if for
any reason the removal of excavated material by barge is not possible. It is estimated
that during the westbound drive, with 2 TBMs in operation, excavated material will
generate the equivalent of some 340 lorry movements per day. This is in addition to
the 60 lorry movements per day delivering tunnel segments and other construction
materials. When the eastbound tunnel drive commences and 4 TBMs are in operation,
there will be a period of 12 weeks when the number of lorry movements at the Limmo
Peninsula worksite would be expected to double to some 800 per day.

3.4.98

The traffic and transport impact assessment has been based on these lorries using the
same routes as described in the main ES. Table 3.6 below shows the estimated lorry
movements on local sections of the routes based on the westbound tunnel drive only.
This indicates that there could be significant increases in traffic levels resulting in driver
and vehicle passenger delay on Silvertown Way, Tidal Basin and in the eastbound direction
of Lower Lea Crossing. For the 12 week period when both westbound and eastbound
tunnel drives are in progress these impacts could obviously be intensified although
the impact on the westbound section of Lower Lea Crossing is still not significant.

Table 3.6 Estimated Lorry Movements on Local Roads
Period of Peak Construction
on Road Link

Lorry Movements
Per Day

Silvertown Way
(A13 Newham Way — Tidal Basin 1)

92 weeks

400

Tidal Basin (Silvertown Way —
Western Gateway 1)

92 weeks

400

Tidal Basin (Western Gateway —
Lower Lea Crossing 1)

92 weeks

400

Lower Lea Crossing
(Tidal Basin — Aspen Way)

92 weeks

200

Lower Lea Crossing
(Aspen Way — Worksite)

92 weeks

200

Lower Lea Crossing
(Worksite — Tidal Basin)

92 weeks

200

Road Link

1 Two-way
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The sensitivity test has highlighted that if excavated material is removed by road, lorry
movements on roads in the vicinity of the Limmo Peninsula worksite would have the
potential to result in significant traffic and transport impacts. However the roads in
question are all high capacity roads serving mainly industrial frontages and already have
a significant level of HGV traffic. As a result, no significant impacts would be expected.
Mitigation and Permanent Residual Impacts

3.4.100 No permanent significant impacts are expected as a result of the revised tunnelling
strategy at Limmo Peninsula.

3.5

Design Options
Woodseer Street Shaft Site

3.5.1

The reasons for rejecting various sites including the Woodseer Street site in favour
of the Hanbury Street site as the location for an emergency intervention point and
ventilation shaft in the Bill were discussed in the SES published in May 2005
(Chapter 6, Section 6.2).

3.5.2

With the advent of the revised tunnelling strategy a further comparison of the relative
merits of the Hanbury Street and Woodseer Street sites has been undertaken. With
the revised tunnelling strategy there is no longer a requirement to use them for the
launch of TBMs, and consequently the worksite areas for both are considerably
reduced from those previously considered. The alternative alignments and worksites
considered are shown on map RTS C8(iii) of the SES mapping volume (SES3a).

3.5.3

A tunnel alignment was identified which, in combination with the Woodseer Street site,
would result in a permanent maintenance requirement on Crossrail similar to the Bill
alignment/Hanbury Street site combination. However, to achieve this, the alternative
tunnel alignment would have to pass directly beneath the Bishop’s Square development
which will have deep foundations.

3.5.4

The comparison between the Hanbury Street Bill tunnel alignment and the Woodseer
Street second alignment option is defined primarily by differences in the shaft costs
and the environmental impacts of using each of the sites for construction.

3.5.5

The alternative Woodseer Street alignment passes beneath the Bishop’s Square
development and consequently the tunnels at the point of the intervention shaft will be
approximately 2 m lower than for the Bill alignment. This would place the tunnels and
shaft in more difficult ground with an associated increase in construction difficulty and
therefore safety risk and cost. The tunnels would be approximately 120 m longer than
the Bill alignment and it is likely that floating slab track would be needed beneath the
Bishop’s Square development to mitigate groundborne noise impacts, further
increasing the capital cost of this option.

3.5.6

The Woodseer Street site compares favourably with the Hanbury Street site in terms
of visual impacts during construction and both visual and townscape impacts once
the shaft has been constructed. However, as impacts at both Woodseer Street and
Hanbury Street would be likely to be mitigated through the provision of replacement
buildings (according to the process set out in Volume 1, Chapter 3, Section 3.8
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of the main ES), in the long term there is likely to be little difference between the sites.
In addition the size of the Woodseer Street site (larger than the Hanbury Street site even in
the latter’s reduced state) makes the former more favourable from a construction planning
perspective. The site would also have less impact on road traffic as it is large enough to
contain all vehicular activity and it would be possible to retain the adjacent footways.
3.5.7

Construction noise modelling of each site predicts that 12 residential properties would
be likely to qualify for both temporary rehousing and noise insulation at Hanbury Street
and no significant residual noise impacts. However 12 residential properties would be
likely to qualify for noise insulation alone near the Woodseer Street site and a further
79 residential properties would be subject to significant residual noise impacts.
On balance, therefore, it is concluded that in terms of construction noise the Woodseer
Street site results in a slightly greater adverse impact than the Hanbury Street site.
The Woodseer Street site would also occupy land where a full planning permission
has recently been granted for a new development (35 Woodseer Street).

3.5.8

Given all the above, it is concluded that the Hanbury Street site remains a better site
for the location of what is now only an emergency intervention and ventilation shaft,
than the Woodseer Street site.
Southern Alignments

3.5.9

During the hearings at the House of Commons Select Committee on Crossrail the
Promoter undertook to look again at the relative merits of a tunnel alignment (and
associated shaft sites) south of the Hanbury Street site/Bill alignment. In particular,
an alignment that maximised the potential to run beneath existing major roads such as
Houndsditch, Bevis Marks/Dukes Place and Whitechapel High Street was examined.

3.5.10

An alignment that closely follows these main streets results in a curvature on the track
below the normal minimum radius set out in the Crossrail design standards which
would impose a very onerous permanent maintenance liability on Crossrail, assessed as
requiring re-railing at about seven month intervals. An alignment was therefore identified
which follows the roads to a lesser extent but in so doing complies with the Crossrail
minimum radius of curvature. However, in doing so there is an increase in the degree
to which it passes beneath relatively modern buildings with deep foundations: this
alignment would pass directly beneath 22 significant building structures, 6 of which
would be within 10 metres of the proposed Crossrail tunnels.

3.5.11

Four potential shaft sites were considered, one of which, in combination with the
alternative alignment, was identified as not meeting emergency intervention and safety
requirements and was therefore eliminated from further consideration. The remaining
three sites were deemed to entail greater capital and operational/maintenance costs
than Hanbury Street, and result in significant construction noise impacts on residential
properties as well as, variously, on Cannon Barnett Primary School, Whitechapel Art
Gallery, East London College and Toynbee Theatre, and London Metropolitan University.

3.5.12

Although some of the alternative sites provide some slight improvements in terms
of issues such as visual amenity and socio-economic impact, these are outweighed
by the overall adverse impacts associated with each, and all compare less than
favourably to the Hanbury Street site. Each of the route options is shown on Map
RTS C8(iv) of the SES mapping volume (SES3a).
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3.6

Summary

3.6.1

A number of significant adverse impacts previously identified in the main ES will be
removed as a result of the revised tunnelling strategy. These will be, for all topics, the
removal of all significant adverse impacts associated with the temporary construction
tunnel from Hanbury Street to Pedley Street, the Pedley Street site, the Mile End
conveyor, the Mile End Park excavated materials facility and modifications to the
Devonshire Street rail sidings. This includes, for the Hanbury Street site, the removal
for a number of properties of significant adverse temporary noise impacts (as well
as the likely need for noise insulation and temporary rehousing).

3.6.2

For the Fisher Street site (Route Window C5) the following impacts have been identified:
Additional Significant Residual Impacts
• Townscape: significant temporary and permanent adverse impact on the setting
of the retained Grade II listed 8 – 10 Southampton Row.
• Visual Amenity: significant permanent adverse impacts on the occupants
at the rear of 8 – 10 Southampton Row.
• Noise and Vibration: The duration of the significant temporary noise impact
at the Central St Martins College of Art and Design has increased from 23 months
to 27 months.
Significant Residual Impacts Removed
• Built heritage: the significant permanent impact associated with the partial loss
of the historic fabric of 8 – 10 Southampton Row will be removed.
• Townscape: the significant permanent adverse impact on the setting of the Grade II
listed Kingsway Tram Subway will be removed.
• Noise and Vibration: The revised tunnelling strategy will eliminate the significant
temporary residual noise impacts at the University of Westminster during the day,
evening and night.

3.6.3

For the Hanbury Street site (C8) the following impacts have been identified:
Significant Residual Impacts Removed
• Visual Amenity: deletion of significant temporary and permanent adverse impacts
on the visual amenity of residents at 50 – 62 (even) Princelet Street and of workers
and customers at 67 Hanbury Street.
• Community: deletion of cumulative impact due to substantial removal of noise and
visual impacts.
• Noise and Vibration: Significant temporary adverse noise impacts from construction
activity will be reduced for a number of properties.

3.6.4

There are no other changes to the significant impacts as reported in the main ES
as a result of the revised tunnelling strategy.

Chapter 4
Route Window C1:
Royal Oak Portal
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Route Window C1: Royal Oak Portal

Location Plan of Royal Oak Portal

4.1

Introduction
Overview

4.1.1

Two project alterations are proposed within this route window.
Project alteration 1: Provision of a temporary concrete batching plant

4.1.2

The Bill made provision for the temporary closure and removal of the concrete
batching plant that is currently operating on part of the proposed Royal Oak portal
worksite west in order to provide room for the Crossrail works required to construct
the Royal Oak portal and approach ramp, and form the main tunnelling worksite
in west London. The batching plant, situated on the north side of the railway to
the east of Great Western Road Bridge, is currently served by rail, utilising trains
up to 350 m in length. The existing batching plant is served by rail so materials
(aggregates, which are stored in open storage bins) are brought in by rail and
transported out (as mixed concrete) to construction sites in central London by road.
The existing plant has an output capacity of approximately 80,000 m3 per annum.

4.1.3

The Bill made provision for the permanent reinstatement of a concrete batching
plant upon completion of the Crossrail works. This would have resulted in a period
of approximately four years during which no concrete batching plant would be present
on the site. The planning policy in both the London Plan and regional policy, and indeed
national policy, is strongly in favour of retaining such rail-served facilities. The reasons
for this are: firstly, it is likely the concrete would have to be brought from further away
into central London by road, so the road journeys would be extended; and, secondly,
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it would potentially be very difficult to find another rail-served facility. In these
circumstances, an alternative site for the batching plant has been sought with a view
to minimising the period during which there is either no batching plant or there has
to be a temporary plant served by road.
4.1.4

As acknowledged in the Second Amendment of Provisions ES (AP2 ES) (Chapter 2,
Section 4, paragraphs 2.4.2 and 2.4.3) it is likely that lorry movements on the local
road network and around Royal Oak would have been reduced during the period when
there was no batching plant at Royal Oak. However this would have been matched by
increased traffic flows in the vicinity of other batching facilities. Depending upon which
batching plants take up the demand for ready-mix concrete, this could have resulted in
increased overall vehicle mileage, localised traffic congestion and increased emissions.
In order to reduce the likelihood and degree to which this may occur, it is proposed
that a temporary concrete batching facility is provided on the Royal Oak worksite
west during the construction of Crossrail, thereby minimising the period during
which no concrete batching plant is available at this location.
Project alteration 2: Revised design of permanent reinstated concrete
batching plant

4.1.5

The Bill made provision for the permanent reinstatement of a concrete batching
plant at the Royal Oak worksite west once the Crossrail works are complete.
The reinstated plant would include storage silos instead of open storage bins and
two sidings. A hopper for unloading materials from the trains was to be located
on the new sidings. An Amendment of Provisions (May 2006) made provision
for longer sidings than originally proposed, to allow accommodation of 350 m
long trains which required relocation of a proposed retaining wall and extension
works to the Westbourne Park passage footbridge.

4.1.6

Further development work, has resulted in changes to the proposed
design of the permanent reinstated facility which require reassessment.

4.1.7

This chapter sets out information on the project alterations as follows:
• project alteration 1: the original proposals; the revised proposals; and
a description of the construction works for the revised proposals;
• project alteration 2: the original proposals; the revised proposals; and
a description of the construction works for the revised proposals; and
• an assessment of any changes to the significant environmental impacts
reported in the main ES.
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Project alteration 1: Provision of a temporary concrete batching facility

4.2

Permanent Works

Aerial View of Westbourne Park Concrete Batching Plant

The Original Works
4.2.1

Under the original scheme it was not proposed to provide a temporary
concrete batching facility during the construction of Crossrail.
The Revised Scheme

4.2.2

Under the revised scheme, it is proposed to close the existing concrete batching
plant and provide a temporary facility located on a different footprint to the existing
plant, which will be operational during the Crossrail works. This will have a smaller
(approximately 60,000 m3 per annum) output capacity than the existing plant and
will be entirely road served. As shown on Map C1(ii) of the SES3 mapping volume
(SES3a), this will be situated to the west of the Royal Oak worksite west, closer
to the access road.
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Temporary Works
The Revised Scheme

4.3.1

The existing concrete batching plant will be demolished, only after the installation of
the temporary batching plant, over a period of three weeks. Upon completion of the
Crossrail works the temporary batching plant will be dismantled and removed from the
site. The main construction plant to be used for the revised works includes excavators,
cranes, hydraulic breakers and generators.
Project alteration 2: Revised design of permanent reinstated concrete batching plant

4.4

Permanent Works
The Original Works

4.4.1

Under the original scheme it was proposed to temporarily close and remove the
concrete batching plant that is currently operating on part of the proposed Royal Oak
worksite west in order to construct the Royal Oak portal and approach ramp, and
form the main Crossrail tunnelling worksite in west London.

4.4.2

As shown on Map C1(i) of the SES3 mapping volume (SES3a), upon completion of
the Crossrail works, the rail served batching plant would be reinstated. The new plant
would have the same output capacity as the existing plant and would include aggregate
storage silos (no taller than the adjacent A40 Westway flyover) and two sidings.
A hopper for unloading materials from the trains was to be located on the new sidings.
The Revised Scheme

4.4.3

Upon completion of the Crossrail works a permanent rail-served concrete batching
plant will still be provided with the same output capacity as the existing plant. In order
to maintain the capacity at the same level as the existing plant, taller silos than previously
proposed are required. As shown on Map C1(ii) of the SES3 mapping volume (SES3a),
the reinstated facility will comprise four aggregate silos enclosed in a single structure
19.3 m high, which will exceed the height of the adjacent A40 Westway flyover.

4.5

Temporary Works

4.5.1

There will be no change to the construction methodology, duration, construction
plant, worksites or access as a result of the revised scheme.

4.6

Mitigation and Residual Impacts
Overview
Project alteration 1

4.6.1

The proposed alteration does not change the conclusions as set out in the
main ES with respect to air quality, ecology, water resources, contaminated land,
socio-economics and community.
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Project alteration 2
4.6.2

The proposed alteration does not change the conclusions as set out in the main ES
with respect to noise and vibration, air quality, ecology, water resources, contaminated
land, and community.
Impacts on Townscape and Built Heritage
Baseline

4.6.3

This area is dominated by road and rail transport infrastructure and industry, resulting
in a townscape of low quality and low sensitivity to overall change. There are no listed
buildings in the vicinity of the proposed works. The full baseline assessment can be
found in the main ES, (Volume 2, Chapter 8, Section 8.3, paragraphs 8.3.31 to 33).
Direct impacts on Listed Buildings

4.6.4

No statutory listed buildings will be directly affected by the revised scheme
in this route window.
Mitigation and Residual Impacts
Project alteration 1

4.6.5

The works associated with the establishment and operation of the proposed
temporary facility will be carried out within the Royal Oak worksite west. The works
will be undertaken within the main ES construction programme and although there
will be a minor increase in intensity, they will not result in any additional impacts
on the townscape resources previously reported in the main ES.
Project alteration 2

4.6.6

The construction and operation of the permanent concrete batching plant will be
carried out within the existing road, railway and industrial corridor and consequently
will not result in any additional impact on the townscape resources previously
reported in the main ES and AP2 ES.
Impacts on Visual Amenity
Baseline

4.6.7

Views of the proposed worksite for the temporary and permanent batching facilities
are restricted from the south by the railway corridor and by buildings along the southern
edge of the railway and from the north by walls and concrete supports associated with
the Westway. There are open views of the site from the upper floors of the residential
Brunel Estate, but viewed against a foreground railway corridor, existing industrial areas
and the elevated structure of Westway. The original baseline assessment may be found
in the main ES (Volume 2, Chapter 8, Section 8.3, paragraph 8.3.38).
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Mitigation and Residual Impacts
Project alteration 1
4.6.8

The proposed works associated with the establishment and operation of the temporary
facility will be carried out within the Royal Oak worksite west and within the context of
the road, railway and industrial corridor. There will be no additional temporary significant
adverse impacts on visual amenity associated with the revised scheme.
Project alteration 2

4.6.9

The proposed works associated with the establishment and operation of the permanent
facility will be carried out within the Royal Oak worksite west and within the context
of the road, railway and industrial corridor. Although the silos will extend some four
metres above the height of Westway, they will not result in any additional temporary
or permanent significant adverse impacts on visual amenity to those previously reported
in the main ES (Volume 2, Chapter 8, Section 8.3, paragraph 8.3.41) and AP2 ES
(Chapter 2, Section 2.4, paragraph 2.4.1).
Impacts on Archaeology
Baseline

4.6.10

The proposed temporary and permanent concrete batching facilities are located within
the existing railway cutting, away from the area of the nearby 19th century railway depot
and infrastructure. No archaeological resources are expected to survive in this area.
Mitigation and Residual Impacts
Project alteration 1

4.6.11

Since no archaeological remains are expected to survive at the location of the revised
works, no impacts will occur on archaeological resources.
Project alteration 2

4.6.12

Since no archaeological remains are expected to survive at the location of the revised
works, no impacts will occur on archaeological resources.
Traffic and Transport Impacts
Baseline

4.6.13

The baseline conditions for Route Window C1 are described within the main ES
(Volume 8b, Chapter 2, paragraphs 2.4 to 2.7).
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Mitigation and Temporary Residual Impacts
4.6.14

During the Crossrail works at Royal Oak, a temporary replacement concrete batching
plant will be provided. The temporary facility is likely to be constructed before the main
Crossrail excavations commence and lorries to transfer the excavated material are using
the local road network as described in the main ES. The number of lorry movements
for the plant construction will be low and will not cause a significant impact.

4.6.15

During the period of operation of the temporary batching plant, aggregates will be
delivered by road, as the current rail delivery will not be possible. Cement will continue
to be delivered by road as per the current operation. Lorries delivering aggregates are
expected to use the same route to access the worksite as proposed for Crossrail lorries
ie Chippenham Road, Elgin Avenue and Great Western Road. There is predicted to
be an average of 48 lorry movements per day delivering to the plant. The operation
is likely to be restricted to a 12.5 hour day. These additional lorries are not expected
to cause a significant impact.

4.6.16

Without a temporary plant at Royal Oak, the additional mileage for delivery of concrete
from the existing plant at Park Royal would amount to some 30,000 miles per year.
The provision of a temporary batching plant at Royal Oak will negate the need for
this additional mileage (and remove the environmental consequences, eg emissions,
which would have arisen).

4.6.17

Concrete mixers delivering concrete from the plant have not been included in the
assessment as they are already on the road network and included in the baseline
traffic volumes.
Mitigation and Permanent Residual Impacts

4.6.18

The replacement permanent batching plant will be of the same capacity as the
existing plant. There may be a short period before the sidings are commissioned
when deliveries will continue by road. As the plant will be larger that the temporary
facility, there could be a small increase in lorry movements. This is expected to
only be for a short period and no significant traffic impacts are expected. Once rail
deliveries commence, lorry movements would be expected to return to current levels.
Noise and Vibration
Baseline

4.6.19

The baseline conditions for Route Window C1 are described within the main ES
(Volume 2, Chapter 8, Section 8.3, paragraphs 8.3.12).
Project alteration 1
Mitigation and Temporary Residual Impacts

4.6.20

There will be no significant impact due to the construction of the temporary batching
plant. The nearest residential property is situated on the second floor of Derrycombe
House to the south. The noise from the operation of the temporary batching plant
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will not be greater than the existing background noise level for the nearest residential
sensitive receptor (Derrycombe House) and there will be no significant adverse noise
impact from the operation of the temporary batching plant.
Socio-economics Impacts
Baseline
4.6.21

There is no change to the socio-economic baseline as detailed in the main ES
(Volume 2, Chapter 8, Section 8.3, paragraphs 8.3.86 and 8.3.87).
Mitigation and Residual Impacts
Project alteration 1

4.6.22

In the original scheme an estimated 10 jobs associated with the temporary closure
of the concrete batching plant would have been displaced. The development of a
new temporary concrete batching plant will enable this operation to continue during
the Crossrail works. However, this does not alter the conclusion of the socio-economic
assessment for Route Window C1 as set out in the main ES (Volume 2, Chapter 8,
Section 8.3, paragraphs 8.3.88 to 8.3.92).
Project alteration 2

4.6.23

There is no change to the socio-economic assessment as reported in the main ES
(Volume 2, Chapter 8, Section 8.3, paragraph 8.3.92).

4.7

Summary

4.7.1

There will be no additional significant temporary or permanent impacts associated
with the project alterations in this route window.

