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1.2.2

1.23

1.2.4

Velocity Transport Planning has been commissioned by British Land Property Management Limited
(Thereafter British Land, or the ‘Applicant’) to prepare a Healthy Streets Transport Assessment (TA) in
relation to the proposed development at Euston Tower, which forms part of Regent’s Place, situated
within the London Borough of Camden (LBC).

This TA is supported by the following documents:

e  Qutline Travel Plan (TP);

e Draft Delivery and Servicing Plan (DSP);

e Car Parking Design and Management Plan (CPDMP);

e Qutline Construction Logistics Plan (CLP) ) included as part of this document; and

e Draft Construction Management Plan Camden Proforma (CMP).

Euston Tower is situated within the London Borough of Camden (‘LBC’) and the ward of Regent’s Park. The
Site is bounded by Euston Road (south), Hampstead Road (east), Brock Street (north) and Regent’s Place
(west). The Site covers an area of 8,079 sqm, comprised of a single ground plus an existing 36-storey
tower. The tower has been largely vacant for several years, predominantly comprising office uses on the
upper floors; however, there are still retail uses currently in operation at the ground floor level. The Site
does not fall within a conservation area; however, Fitzroy Square CA, and Bloomsbury CA are both located
in close proximity (south). There are no elements of the Site that are statutory or locally listed. A
Certificate of Immunity from listing has been submitted and, at the time of submission, is still pending in
respect of the existing tower. There are several buildings located within a close radius of the Site that are
Grade |, Grade Il and Grade II* listed.

The Site has a PTAL rating of 6b, indicating ‘excellent’ transport connectivity. The Site is easily accessed by
Warren Street Underground Station (south), Euston Square Underground Station (east) and Great
Portland Street Underground Station (west). There are also several bus routes which route along Euston
Road (south) and Hampstead Road (east).

The land surrounding the Site consists of a range of uses. The Site is designated within the Knowledge
Quarter Innovation District (‘KQID’), home to world-class clusters of scientific and knowledge-based
institutions and companies specialising in life sciences, data and technology and creative industries. The
neighbouring Regent’s Place comprises commercial, office and cultural land uses, as well as pedestrianised
streets and public realm incorporated into the space. The closest residential properties are located along
Drummond Street (north) and Hampstead Road (east).

On a London-wide scale, Regent’s Place sits within Central London in the London Borough of Camden,
approximately 1.5km to the west of Kings Cross and 0.5km to the east of Regent’s Park.



1.2.5 Figure 1-1 shows the location of the site and the surrounding transport network within circa 800m.

1.2.6 Euston Tower is situated at the southwestern corner of the Regent’s Place Estate and is bounded by Brock
Street to the north and Regents Place Plaza to the west, which are both pedestrianised. To the east is
Hampstead Road, and to the south is the A501 Euston Road.

1.2.7 Figure 1-2 shows Euston Tower in the context of Regent’s Place.



Figure 1-2: Regents Place

1.3 EXISTING SITE

1.3.1 Euston Tower is a 36-storey tall building on the northern edge of Central London, situated in the south-
west of the London Borough of Camden. It provides office floor space with ancillary retail at ground level.

The existing ground floor plan is shown in Figure 1-3.
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The Tower is located immediately northwest of a busy junction forming the intersection of Euston Road
and Hampstead Road. The UCL Hospital Campus also affronts the junction. Warren Street Station is
located at the southwest of the junction.

Euston Tower has a prominent presence, given its status as the tallest building in the borough aside from
the nearby BT Tower, and as such acts as a physical landmark for London Euston, Euston Square and
Warren Street stations as well as wayfinding for the wider neighbourhood.

Completed in 1970, Euston Tower was designed in the ‘International Style’. Above a two-storey extruded
glazed podium, the tower has a pinwheel plan clad in aluminium curtain walling with green reflective
tinted glazing. It was designed as an office building to provide cellular office accommodation typical of the
period and formed part of a wider masterplan known as The Euston Centre. It now stands on the eastern
edge of the pedestrianised Regent’s Place Estate.

Since its completion, it has undergone a small refurbishment, but beyond this, its external form and
facade remain as originally constructed. These elements of the building are in a generally poor condition
due to a combination of wear in use and the quality of the original detailing. Gradually, it has been
vacated, and since 2021, with the exception of the retail at grade level, the building has been entirely
disused.

There is no planning history relevant to this assessment within the latest 10-year period.



1.5.1 This Transport Assessment has been prepared in support of an application at Euston Tower, 286 Euston
Road, London, NW1 3DP.

1.5.2 Full Planning Permission is sought for the following:

Redevelopment of Euston Tower, including the partial retention (retention of existing core,
foundations and basement), disassembly, reuse and extension of the existing building, to provide a
32-storey building for use as offices and research and development floorspace (Class E(g)) and
office, retail, café and restaurant space (Class E) and learning and community space (Class F) at
ground, first and second floors, and associated external terraces. Provision of public realm
enhancements, including new landscaping, and provision of new publicly accessible steps and ramp.
Provision of short and long-stay cycle storage, servicing, refuse storage, plant and other ancillary

and associated works.

1.5.3 This is referred to throughout as the “Proposed Development”.
154 The Proposed Development’s new land uses and areas are summarised in Table 1-1.
LAND USE FLOOR LEVEL NIA (SQM) GIA (SQM)  GEA (sQMm)
Office (Class E(g)) Level 12 — Level 31 31,575 52,160 56,250
Life Science (Class E(g)) Level 03 — Level 11 16,487 22,631 24,380
Commercial, Business & Service
Use (Class E (flexible retail)) Ground —Level 01 717 748 75
Learning (Class F1) Ground — Level 02 1,960 2,003 2,137
Total 50,739 77,542 83,541
1.5.0 The ground floor plan isillustrated in Figure 1-4. The Proposed Development maximises active frontage with

public access on Hampstead Road and office and lab space access from Euston Road. Significant
improvements to the public realm are proposed to provide a high-quality environment for the Proposed

Development.

15.1 The Proposed Development Plan are included in APPENDIX A.
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1.6.1 Euston Tower is the oldest building in Regent’s Place and (save for the retail floorspace at ground level)
has been vacant since 2021. British Land’s vision is to create a world-leading science, technology and
innovation building and public realm for Camden and the Knowledge Quarter that inspires, connects and

creates opportunities for local people and businesses. This will be achieved by:

e Transforming the disused Euston Tower, ensuring it is fit for the future by adopting cutting-edge
sustainability targets and reusing, recycling, and offsetting where necessary to reach net zero at

completion and in operation.

e  Putting social impact at the heart of the project from the start and ensuring that communities
play a key role in shaping new spaces which meet local needs.

e (Creating pioneering workspaces in the Knowledge Quarter for businesses of all sizes to prosper,
including flexible incubator and accelerator spaces, to support start-ups and knowledge sharing.

e  Ensuring that the future use of Euston Tower is built upon identified needs and contributes to a
thriving local, regional and national economy for our ever-changing world.

e  Reimagining the public spaces of Regent’s Place, creating safe, inclusive, connected and

sustainable spaces for Camden’s communities.



1.7.1

1.7.2

1.8.1

1.8.2

1.8.3

1.8.4

1.8.5

1.8.6

1.8.7

The duration of the construction of the Euston Tower is expected to be five years, with works aimed to be
completed by 2030.

A construction programme has been developed, and an Outline Construction Logistics Plan (CLP) is
contained in Section 8 of this report.

This Transport Assessment (TA) has been prepared in accordance with the requirements outlined in
National Planning Practice Guidance and TfL’s Transport Assessment guidance and is also supported by an
Outline Travel Plan (TP), Draft Delivery & Servicing Plan (DSP), Car Parking Design and Management Plan
(CPDMP), Draft Construction Management Plan Camden Proforma (CMP) and an Outline Construction
Logistics Plan (CLP).

The TA has been prepared based on the Healthy Streets and Vision Zero approaches. An Active Travel
Zone (ATZ) Assessment has been undertaken, which identifies and assesses key walking and cycling routes
in relation to Healthy Streets criteria.

HEALTHY STREETS

The development will provide a high-quality environment with enhanced space for walking and cycling.

This TA has been prepared in accordance with TfL’s Healthy Streets TA Guidance, including an Active
Travel Zone (ATZ) assessment of routes to key active travel destinations in the local area within Section 5
of this TA.

VISION ZERO

The Proposed Development will contribute towards a mode shift away from private vehicles due to its car-
free nature and provision of cycle facilities within the site that meet London Plan requirements.
Furthermore, public realm improvements are proposed, which will help to reduce motor vehicle
dominance and encourage walking and cycling, in turn improving road safety for vulnerable road users.

The ATZ assessment includes analysis of Killed or Serious Injury (KSI) collisions along routes to key active
travel destinations and suggests changes to make these areas safer using the Healthy Streets Approach.

The project team has collaborated to create a scheme that prioritises safe, active and sustainable travel.
Various factors and challenges have influenced the proposed transport strategy, including:

e  Ensuring that the development is closely integrated with the wider Regents Place Plaza and its
pedestrianised streets.

e Making sure pedestrians experience comfortable conditions in the vicinity of the site by planning
and designing for increased future pedestrian flows by improving footways and pedestrian
connections.

e Afocus on delivering significant and attractive cyclist facilities, including a dedicated cyclist access
ramp. Approximately half the basement demise has been dedicated to cycle parking and
associated facilities.



Publicly available ground level short-stay cycle parking will be increased within the development
site.

Ensuring sufficient space for servicing activity is provided in the basement that is clear of the
building’s various structural elements.

Accommodating emergency and life science delivery vehicles (which cannot use the basement
delivery and servicing routes) in a designated area of the public realm, with the public realm and
landscaping designed to facilitate this.

Re-using the existing basement and not undertaking significant excavation meaning that the
existing basement demise has been extended as far as possible to accommodate back of house
and cyclist facilities.

Using existing vehicle access provisions rather than adding new accesses.

1.8.8 The Proposed Development meets the criteria of a large-scale development referable to the Mayor of

London, Greater London Authority (GLA) and therefore Transport for London (TfL).

1.8.9 Significant pre-application consultation has been undertaken with transport/highway officers at the LBC

and TfL. The transport strategy and scope of this Transport Assessment were discussed and agreed at pre-

application meetings in:

16th May — Pre-Application meeting with LBC;
3rd July - Pre-Application Meeting 1 with TfL;
7th September — Construction Logistic Strategy meeting with TfL; and

25h September - Pre-Application Meeting 2 with TfL.

1.9.1 The remainder of this TA is structured as follows:

Section 2 - assess the Proposed Development’s compliance with relevant national and local
transport planning policy;

Section 3 - considers the users of the development and their common method of travel;
Section 4 — outlines the existing and proposed connectivity of the site;

Section 5 — summarises the outcome of the Active Travel Zone assessment;

Section 6 — outlines the baseline London-wide network and trip generation;

Section 7 — outlines the Travel demand and impact of the Proposed Development;
Section 8 — provides details of the Outline Construction Logistics Plan; and

Section 9 — provides the conclusion of this Transport Assessment.
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2.4.5

This section sets out details of relevant transport-related policies. National and local planning policies
place a focus on encouraging development that maximises the use of sustainable travel modes in areas
with good public transport connectivity and reduces the need to travel by car.

e National Planning Policy Framework (2023) (NPPF)

e National Planning Practice Guidance — ‘Travel Plans, Transport Assessments and Statements’
(2014) (NPPG)

e The London Plan (2021);

e The Mayor’s Transport Strategy (2018);

e Camden Local Plan (2017);

e Camden Planning Guidance, Transport (2021);
e  Euston Area Action Plan (2015).

NATIONAL PLANNING POLICY FRAMEWORK (2023)

The National Planning Policy Framework was revised on 5 September 2023 and sets out the government's
planning policies for England and how these are expected to be applied.

This revised Framework replaces the previous National Planning Policy Framework published in March
2012, revised in July 2018 and updated in February 2019 and July 2021.

The NPPF promotes sustainable transport. It notes that transport issues should be considered at the
earliest stages of development proposals.

Chapter 9 of the NPPF sets out the requirements for promoting sustainable transport, advising that
significant development should be focused on locations which are or can be made sustainable by limiting
the need to travel and offering a genuine choice of transport modes. The NPPF advises that planning
policies should support an appropriate mix of uses across an area and within larger-scale sites to minimise
the number and length of journeys needed for employment, shopping, leisure, education and other
activities.

The NPPF does not set parking standards but notes in Paragraph 107 that parking policies should take into
account:

a) the accessibility of the development;

b) the type, mix and use of development;

c) the availability of and opportunities for public transport;
d) local car ownership levels; and
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2.4.9

2.4.10
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e) the need to ensure an adequate provision of spaces for charging plug-in and other ultra-
low emission vehicles.

In Paragraph 110, the NPPF sets out that when assessing applications for development, it should be
ensured that:

a) appropriate opportunities to promote sustainable transport modes can be or have been
taken up, given the type of development and its location;

b) safe and suitable access to the site can be achieved for all users;

c) the design of streets, parking areas, other transport elements and the content of
associated standards reflects current national guidance, including the National Design
Guide and the National Model Design Code; and

d) any significant impacts from the development on the transport network (in terms of
capacity and congestion) or on highway safety, can be cost-effectively mitigated to an
acceptable degree.

Paragraph 111 of the NPPF states that "Development should only be prevented or refused on highways
grounds if there would be an unacceptable impact on highway safety, or the residual cumulative impacts
on the road network would be severe", and in this context, Paragraph 112 states that planning
applications should:

a) give priority first to pedestrian and cycle movements, both within the scheme and with
neighbouring areas; and second so far as possible to facilitating access to high quality
public transport, with layouts that maximise the catchment area for bus or other public
transport services, and appropriate facilities that encourage public transport use;

b) address the needs of people with disabilities and reduced mobility in relation to all modes
of transport;

c) create places that are safe, secure and attractive which minimise the scope for conflicts
between pedestrians, cyclists and vehicles, avoid unnecessary street clutter, and respond
to local character and design standards;

d) allow for the efficient delivery of goods, and access by service and emergency vehicles;
and

e) be designed to enable charging of plug-in and other ultra-low emission vehicles in safe,
accessible and convenient locations.

Paragraph 113 of the NPPF requires all developments that will generate significant amounts of movement
to provide a travel plan and be supported by a transport assessment so that the likely impacts of the
proposal can be assessed.

The NPPF states in Paragraph 55 that local planning authorities should consider whether otherwise
unacceptable development could be made acceptable through the use of conditions or planning
obligations. Planning obligations should only be used where it is not possible to address unacceptable
impacts through a planning condition

Paragraph 57 further states that planning obligations must only be sought where they meet all of the
following tests:

a) Necessary to make the development acceptable in planning terms;
b) Directly related to the development; and
c) Fairly and reasonably related in scale and king to the development

The Proposed Development supports the NPPF through:

e  Promoting sustainable transport by providing attractive pedestrian spaces, the provision of
significant cycle parking provisions, and improvements to the active travel network.
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2.4.13

Reducing existing car parking and its associated traffic generation; and

Not having significant adverse impacts on the transport network or highway safety.

PLANNING PRACTICE GUIDANCE (2014)

In March 2014, the Department for Communities and Local Government (as it was then) launched the

Planning Practice Guidance (PPG) to provide web-based guidance in support of the NPPF. The PPG details

the overarching principles of Transport Assessments and Travel Plans.

Paragraph 15 (Ref. ID: 42-015-20140306) of the PPG notes that the scope and level of detail of a TA will
vary from site to site. It lists matters to be considered when setting the scope of a TA, including:

Information about the Proposed Development, site layout and access arrangements for all modes
of transport.

Information about the neighbouring uses, amenities and character, and existing functional
classification of the nearby road network.

Data about existing public transport provision, including the provision and frequency of services

and proposed public transport changes.

A qualitative and quantitative description of the travel characteristics of the Proposed
Development, including movements across all modes of transport that would result from the

development and in the vicinity of the site.

An analysis of the collision records on the public highway in the vicinity of the site access for the
most recent three-year period (or a five-year period if the proposed site has been identified as

within a high accident area).

Measures to improve accessibility where these are necessary to make the development
acceptable in planning terms.

A description of parking facilities in the area and the parking strategy of the development.
Ways of encouraging environmental sustainability by reducing the need to travel; and

Measures to mitigate the residual impacts of development such as improvements to the public
transport network, introducing walking and cycling facilities, and physical improvements to

existing roads.



LONDON PLAN (2021)

2.5.1 The London Plan 2021 is the Spatial Development Strategy for Greater London. It sets out a framework for
how London will develop over the next 20-25 years and the Mayor's vision for Good Growth.

2.5.2 Table 2-1 demonstrates how the Proposed Development is compliant with the relevant transport-related
policies contained within the London Plan.

POLICY

REQUIREMENTS DEVELOPMENT CONTEXT

T1

Development proposals should target 80% of all trips in London

The P Devel i i
to be made by foot, cycle, or public transport by 2041. e Proposed Development is designed to

prioritise pedestrians and cyclists and is
Development should make the most effective use of land, located in an area with a high PTAL (6b).

reflecting its connectivity and accessibility by existing and future
public transport, walking, and cycling routes, and ensure that
any impacts on London's transport networks and supporting
infrastructure are mitigated.

The proposed development is car-free and will
achieve more than 80% of travel by foot, cycle
or public transport.

T2

Policy T2 relates to 'Healthy Streets' and seeks development that The proposed development is located in an
delivers patterns of land use that facilitate residents making
shorter, regular trips by walking or cycling. The Healthy Streets
Approach recognises the importance of promoting and
facilitating active modes of travel by making developments
permeable and highly connected by foot and cycle, with reduced
vehicle dominance.

area with significant retail and leisure
destinations which can be reached by foot.

The site is well located with respect to the
local and strategic cycle network and is being
designed to achieve high levels of cycling.

T3

The proposed development does not impact
safeguarded transport schemes and is not
expected to impact the bus network, given the
significant local bus service provision. Land
adjacent to the development site is
safeguarded as part of HS2, but the proposals
do not impact on the scheme.

Policy T3 states that development proposals should provide
adequate protection for transport schemes, not remove vital
transport functions, or limit their necessary expansion without
suitable alternative provisions. Proposals should also support
capacity, connectivity, and other improvements to the bus
network, ensuring it can operate efficiently.

T4 (A)

The development is being located in an area

Policy T4 identifies that development proposals should reflect with excellent existing connectivity. The
and be integrated with current and planned transport access,  connectivity and capacity of the network have
capacity, and connectivity. been further increased with the opening of the

Elizabeth Line.

T4 (B)

The transport strategy focuses on the Healthy

Transport Assessments are required to assess impacts on the Streets Approach

capacity of the transport network at the local, network-wide,
and strategic level. Transport Assessments and should focus on
embedding the Healthy Streets Approach.

Impacts on the transport network at different
scales have been assessed in this Transport
Assessment.

T4 (C)

At the local scale, significant improvements

are being made to the public realm
Where adverse transport impacts are identified appropriate, surrounding the building.

mitigation will be required, either through direct provision of
public transport, walking and cycling facilities and highway
improvements or through financial contributions.

No adverse impacts are identified on the
transport network.

A CIL payment is being made to the LBC, which
can be used for transport improvements.




POLICY REQUIREMENTS DEVELOPMENT CONTEXT

Although there are no adverse transport
impacts identified. Discussions are taking place
with TfL over the mechanism of delivery of
improvement works to the footways adjacent
to the site which form part of the Transport
for London Road Network. This may be via

s278 or s106.
There is significant potential for active travel
In instances where there is limited ability to absorb increased at and around the site, and the proposed
travel demand through active travel modes and existing public development will help to facilitate this.
T4 (D) transport capacity is insufficient with no plans for increased The Elizabeth Line has provided a significant
capacity, planning permission will be contingent on the increase in public transport capacity at a
provision of transport infrastructure. strategic level. Public transport and pedestrian

assessments are provided in this report.

The cumulative impacts of development on public transport and

o h . . Cumulative impacts and future network
the road network capacity, including walking and cycling, as well P

T4 (€) as associated effects on public health, should be considered and capacity have been t?ke.n mFo account and are
o assessed within this report.
mitigated.

The existing vehicle access points to the
T4 (F) Development proposals should not increase road danger. basement are retained, which are located to
the north of the Proposed Development and
away from the main pedestrian desire lines.

Policy T5 sets out that development should encourage cycling Significant cycle parking is proposed with

and provide minimum cycle parking standards. Cycle parkingand ~ dedicated spaces and facilities for disabled

T5 cycle parking areas should allow easy access and provide cyclists.
facilities for disabled cyclists. In places of employment, Supporting facilities for employees will be
supporting facilities are recommended. provided.

Car-free development should be the starting point for all
T6 development proposals in places that are (or are planned to be)
well-connected by public transport.

The proposed development will be car-free
except for on-site accessible car parking.

Development proposals should facilitate sustainable deliveries

and servicing, including the provision of adequate space for The existing servicing yard will largely be
servicing, storage, and deliveries off-street. retained. All loading and unloading facilities
Construction Logistics Plans and Delivery and Servicing Plans will ~ are off-street within the basement. Eight
be required and should be developed in accordance with servicing bays are provided within a shared
7 Transport for London guidance and in a way which reflects the servicing yard.
scale and complexities of developments. The planning application is supported by a
Developments should be designed and managed so that Delivery & Servicing Plan and an Operational
deliveries can be received outside of peak hours and in the Waste Management Strategy.
evening or nighttime. Appropriate facilities are required to This TA details the Outline Construction
minimise additional freight trips arising from missed deliveries Logistic Plan.

and thus facilitate efficient online retailing.
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26.1

2.6.2

2.6.3

THE MAYOR'S TRANSPORT STRATEGY (2018)

The Mayor's Transport Strategy (MTS) was published in March 2018 and sets out the Mayor's policies and
proposals to reshape transport in London over the next 25 years. The central aim of the MTS is for 80% of
all trips in London to be made on foot, by cycle or using public transport by 2041.

Three key themes are at the heart of the strategy:
e Healthy Streets and Healthy People;
e A good public transport experience; and
e New homes and jobs.
The MTS sets out Good Growth principles for the delivery of new homes and jobs that use transport to:
e Create high-density, mixed-use places; and
e  Unlock growth potential in underdeveloped parts of the city.

A supplementary proposed was added in November 2022, which reviewed the triple challenges of toxic air
pollution, the climate emergency and traffic congestion.

CAMDEN LOCAL PLAN (2017)

The Camden Local Plan is the key strategic document in Camden’s development plan and sets out the
vision for shaping the future of the Borough, containing policies for guiding planning decisions.

The Local Plan was adopted in July 2017 and replaced the Core Strategy and Camden Development
Policies documents. It is now the basis for planning decisions and future development in Camden. The
Local Plan will ensure that:

“Camden continues to have robust, effective and up-to-date planning policies that respond to
changing circumstances and the borough’s unique characteristics and contribute to delivering the
Camden Plan and other local priorities. The Local Plan will cover the period from 2016-2031.”

Section 10 of the Local Plan is focused on Transport and identifies four key policies that the Council will
seek to promote:

Policy T1 states that the Council will promote sustainable transport by prioritising walking, cycling
and public transport in the borough.

Policy T2 confirms the Council’s commitment to limit the availability of parking and will require all
new developments in the borough to be car-free.

The Council will seek improvements to the borough under Policy T3 of the Local Plan.

Policy T4 of the Local Plan promotes the sustainable movement of goods and materials and seeks
to minimise the movement of goods and materials by road.



CAMDEN PLANNING GUIDANCE, TRANSPORT (2021)

2.6.4 The Camden Planning Guidance (CPG) on Transport has been prepared to support the policies in the
Camden Local Plan 2017. It forms a Supplementary Planning Document (SPD) requiring consideration in
planning decisions.

2.6.5 The CPG on Transport was adopted in January 2021, replacing the Transport CPG of March 2019 and
supports the following Local Plan policies:

Policy A1 Managing the impact of development;

Policy T1 Prioritising walking, cycling and public transport;
Policy T2 Parking and car-free development;

Policy T3 Transport infrastructure;

Policy T4 Sustainable movement of goods and materials;
Policy CC4 Air quality; and

Policy D1 Design.

2.6.6 The CPG sets out the requirements for Transport Assessments and identifies the following supporting
information to be included:

Travel Plan Framework;
Draft Car Parking Management and Reduction Plan;
Draft Delivery and Servicing Plan; and

Draft Construction Management Plan.

2.6.7 The document provides guidance on transport issues within the borough and sets out a list of ‘key
messages’ within each section, providing further guidance on how these items should be addressed within
a Transport Assessment as part of a planning application:

Assessing transport impact - a Transport Assessment, Statement or Note is required for all
applications that involve a change in the way that a site is accessed from the highway. These
documents must clearly demonstrate what measures will be required in order to mitigate the
transport impact of the development.

Travel Plans - Travel Plans enable a development to proceed without adverse impact on the
transport network through promoting a greater use of sustainable travel and thereby helping to
tackle congestion and air pollution. The requirements of a travel plan will be tailored to the specific
characteristics of the site and nature of the development.

Delivery and Servicing Plans - The need for a Delivery and Servicing Plan (DSP) should be identified
in the Transport Assessment. A framework/draft DSP will form part of the Transport Assessment;
the DSP itself will form part of the Travel Plan or be a standalone document, secured as a Section
106 planning obligation. The use of the term ‘Delivery and Service Plan’ is interchangeable with the
term ‘Delivery and Servicing Management Plan’.



2.6.8

2.6.9

Parking and car-free development - The Camden Local Plan 2017 extends car-free development to
the whole of the Borough. Legal agreements will be used to maintain car-free and car-capped
development over the lifetime of a scheme.

Car Parking Management and Reduction - Developments with associated car parking will be
required to submit a Car Parking Management and Reduction Plan. Applicants must demonstrate
how parking will be managed, monitored and enforced, and provide details as to how the car
parking can be repurposed in the future.

Cycling Facilities - The Council will seek high-quality cycle parking facilities for development,
including redevelopments and in applications that change travel patterns and the travel profile or
increase the numbers of people travelling to a site. Applicants must provide, as a minimum, the
quantity of cycle parking spaces as set out in the London Plan; and Applicants will provide cycling
facilities that are fully inclusive and accessible by step-free access.

Pedestrian and Cycle Movement - All developments must have due regard to the safety, ease of
movement and the quality of pedestrian and cycle facilities for people moving to and within a site.

EUSTON AREA PLAN (2015)

The Euston Area Plan (EAP) and the Growth Strategy for Euston are intended to help to shape change and
guide development up to 2031. Work on an update to the EAP is currently paused due to the uncertainty
following the Government decision to pause most works associated with HS2 at Euston.

Strategic Principle EAP 3: Transport sets out:

The Euston Station redevelopment will provide a world class station and transport interchange.
Transport for London and the London Borough of Camden will work with partners to mitigate the
impacts of increased passenger numbers (including those resulting from HS2) and general activity
in and around Euston, and support growth and development generally in the Euston area by:

e providing for the effective onward distribution of passengers;

e  promoting sustainable travel;

e improving accessibility and the local environment; and

e providing new east-west links across the station and tracks site.

Key transport measures to mitigate HS2 and support growth and development generally in the area
include:

e Measures to promote walking and cycling, including new routes and facilities, enhanced
signage and significant public realm improvements, in order to reduce pressure on the
public transport network

e Enhancements to public transport infrastructure, including:
¢ The delivery of Crossrail 2

¢ Significant enhancements to ticket hall and platform access for London Underground
services

¢ Improvements to bus facilities



e Car free development
e Appropriate taxi and private hire provisions to meet the needs of station users
e Sustainable freight modes and minimising the impacts of freight

e  Measures to support the introduction of an Ultra Low Emissions Zone (ULEZ)at Euston (see
Strategic Principle EAP 4)

Where appropriate, developments will be required to contribute towards the measures set out
above, in addition to that provided by HS2



3.1.1 This section summarises who the development will be for, when and why they will travel. TfL’s London
Travel Demand Survey data has been used and is presented in this section.

3.21 The Proposed Development will be for:

e Employees working in the new building, primarily office and life science workers.
e Visitors to the offices, laboratories, learning facility, community and public spaces including
ancillary retail.

e  People travelling past and through the development or accessing the new public realm.

3.3.1 Data from the ‘London Travel Demand Survey’ (LTDS) has been analysed to indicate when prospective

employees may travel.

3.3.2 Each year, TfL undertake the LTDS of 8,000 randomly selected London households through three
guestionnaires to identify their travel habits including trip purposes, modes used, trip start and end times

and trip origins and destinations.

EMPLOYEES

3.3.3 A daily profile of journeys being made to and from their ‘usual workplace’ or ‘other work-related’
locations is shown in Figure 3-1. The highest number of employee trips are undertaken between 8 am and
9 am (trips to work) and between 5 pm and 6 pm (trips from work). There are also higher numbers of trips

at the lunchtime period between 12 noon and 2 pm.



Figure 3-1: Inbound/Outbound trips by start time (weekday) employees

16%
14%
12%

10%

8%

¥ Inbound
6 B Qutbound
Fik
0% o, - o~ - m I I I I I

01 2 3 456 7 8 91011121314151617 1819 20212223

% of 24-hour total
®

R

=S

Hour

VISITORS
334 There will be various visitors to the development that travel at different times of the day:
e  Office and laboratory visitors will travel to and from the development throughout the working
day, primarily associated with attending meetings.

e The ancillary retail customers are expected to primarily be local office employees and passers-by
working or socialising nearby. The highest numbers of visitors are expected to be at lunchtime
and after the working day.

e Visitors to the learning facility and community spaces will be attending seminars, workshops,
classes, etc., during the working day and into the evening.
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4.1.1 This section provides information on the site’s existing connectivity to the transport networks before and
after development.

4.1.2 Planning guidance highlights the importance of integrating land use, transport, and planning decisions. In
order to achieve good integration and maximise growth, high-density development should be encouraged
in areas with excellent levels of accessibility to public transport.

EXISTING
42.1 The local transport network and existing accesses are shown in Figure 4-1.
4.2.2 A number of pedestrian accesses are provided at the existing Euton Tower building, which is accessed

from the south on Euston Road. There are a number of retail units at ground level, which are accessed
from Hampstead Road and Regents Place Plaza.

423 There are two vehicle access points on Longford Street and Drummond Street to the north of the site. The
Longford Street access is for delivery and servicing vehicles to the basement, as shown in Figure 4-2.



424 The Drummond Street entrance provides ramped access to the basement car and cycle parking, as shown

in Figure 4-3.
PROPOSED
425 The proposed access strategy is set out in Figure 4-4.
4.2.6 Pedestrian entrances will be provided at ground level. The office and laboratory entrance are located on

Euston Road to the southern side of the building. The community entrance to the public learning facility is
accessed at ground level from the north and east of the site via Brock Street and Hampstead Road. The
retail/restaurant uses will be located at Level 1 accessed via Regents Place Plaza or Hampstead Road.

4.2.7 A dedicated cycle access is proposed, which provides access to the basement via a dedicated cycle ramp or
lift. The cyclist lift is sized to accommodate larger bicycle types. During office hours, access controls for
cyclists will be located in the basement so that cyclists do not need to dismount. Outside of these hours
access control will be provided at ground level to provide additional security.



4.2.8 Vehicle access to the basement servicing areas and accessible car parking are being retained via the two

existing off site vehicle ramps via Longford Street and Drummond Street.

EXISTING

43.1 The west and north of the Euston Tower are pedestrianised, while the streets to the east and south (i.e.,
Hampstead Road and Euston Road) accommodate vehicles. Regent’s Place Plaza, located to the west of

Euston Tower, is a large pedestrianised square.

43.2 The existing public realm around the site is shown in Figure 4-5.
Regents Plaza Euston Road Hampstead Road Brock Street
433 Regents Place Plaza, located to the west of the Proposed Development, is regularly used for exhibitions

and events.




434

4.3.5

4.3.6

4.3.7

4.3.8

4.3.9

4.3.10

Figure 4-6 shows the key existing footway widths and public realm surrounding the site.

The existing landscaping within Regent’s Plaza is a temporary scheme by Townshend Landscape
Architects. The Plaza features large, planted seating platforms and low planting. Seven trees sit at grade in
suspended tree pits. A series of basement ventilation grates are concealed below the planters or
adjacent.

Along Euston Road, an undulating lawn separates the square from the pedestrian footway. Further east, a
fenced basement access pit is planted with a stand trees.

At the intersection of Euston and Hampstead Roads, a number of trees of various species and sizes are
planted at grade with two formalized seating planters further north along Hampstead Road. Each planter
contains eight trees, is densely planted and fixed with wood bench toppers to match those in the square.

Brock Street features a linear arrangement of plane trees planted in pits at grade, between which are a
series of basement vents, wooden benches, and cycle stands.

There are 47 existing trees within the red line boundary.

PROPOSED

Active frontage, pedestrian-prioritised and landscaped footways and public realm will be provided as part
of the proposal as shown in Figure 4-7.



43.11

4.3.12

4.3.13

43.14

The proposed landscape concept pulls inspiration from the natural landscape of Hampstead Heath and
reimagines its mosaic of habitats within Regent’s Place. A series of mounded landforms compose the
majority of the Site and house a rich mix of species from four target habitats: wetland, woodland,
grassland, and heathland. A central clearing meets the architectural stairs and ramp, and acts as the main
event space, which can be transformed into a shallow reflecting pool during warmer months. Two sunken
beds to the west could feature a wetland and riparian grassland and work to collect, attenuate, and filter
rainwater from the towers blue roof. This system could double as an educational element to highlight the
story of rainwater in the city.

The mounds around the site have been placed in order to maximize wind, noise, and pollution buffering,
while maintaining clear routes for existing and anticipated pedestrian volumes. The mounds could double
as seating elements as well as Hostile Vehicle Mitigation (HVM) where possible.

The planted areas extend past the ground plane and integrate lush vegetation and trees up the central
stairs and ramp to the podium and wrap around to the level 02 terrace. Through the integrated planting
and accessible routes, the concept aims to connect the public realm vertically and invite the public to
interact with the internal spaces.

The introduction of a significant number of trees with varying maturities, the scheme looks to greatly
increase the canopy cover of the site and ensure a succession of planting for decades to come. The use of
climate resilient planting, coupled with native habitats, is used to enhance biodiversity on site and creating
a meaningful, lasting greenspace in the centre of Camden.



4.3.15

4.3.16

4.3.17

4.3.18

There are 107 proposed trees within the red line boundary made up of a mix of multi-stem, deciduous and

coniferous.

No stopping up of the public highway is required to implement the Proposed Development.

The landscaping proposals have been designed to accommodate vehicle access to the development for

the delivery of specialist gases associated with the proposed life science uses.

HEALTHY STREETS CRITERIA

Table 4-1 demonstrates how the Healthy Streets Approach has informed the public realm design. The site

has two types of character areas:

e Brock Street and Regents Place Plaza are pedestrianised; and

e  Euston Road and Hampstead Road which accommodate vehicular traffic.

Healthy Streets
Indicators

Before - Existing Site

After — Proposed Development

Pedestrians from all
walks of life

Brock Street and Regent’s Place Plaza are
pedestrianised and provide an attractive
walking environment for all.

Euston Road and Hampstead Road have
pedestrian footways on each side of the
road.

The pedestrianised area of Regent’s Place Plaza will
be improved and deliver public realm that is safe
and accessible to everyone.

The public realm improvements will align with the
Healthy Streets Approach and include footways
resurfacing with paving, new planting, seating and
secure cycle stands.

People choose to
walk, cycle and use
public transport

The site is located within LB Camden and
has excellent accessibility to public
transport services, as well as good
pedestrian and cyclist routes. The
pedestrianised nature of the Regent’s
Place actively encourages people to walk
through the area.

The proposed cycle parking and end of trip facilities
will encourage travel/daytime activity by active
sustainable modes. The Travel Plan submitted
alongside this TA seeks to further encourage
prospective employees to travel via cycle and use
the facilities within the development.

Clean air

According to the London Air Quality
Network, the area that the site is situated
within exceeds the annual mean and 1-
hour mean objectives for NO2. Some parts
of the site pass the 24-hour mean for
PM10 air pollution.

There are currently 102 car parking spaces
within the basement demise.

The Proposed Development will deliver extensive
additional planting, relocate existing trees, and
provide new trees and landscaping/amenity space.
The development will encourage the use of electric
freight vehicles which will help to improve air
quality.

The Proposed Development removes 100 car parking
spaces which will help to improve air quality.

People feel safe

The existing tower has some active
frontages, but the northern and southern
building frontages are largely inactive.
The surrounding buildings and active
frontages provide passive surveillance.

The Proposed Development will increase the amount
of active frontage providing additional passive
surveillance.

Street lighting, the presence of building
management personnel and CCTV will contribute to
improved safety perceptions around the site.

Not too noisy

Euston Road and Hampstead Road are
relatively heavily trafficked.

Regent’s Place Plaza and Brock Street are
pedestrianised and are not affected by
noise from traffic.

It is expected that noise levels will remain
unaffected by the presence of the Proposed
Development.

Facilities are being provided at the development to
encourage quieter vehicle types — electric and cargo
bikes.




4.3.20

Healthy Streets

. Before - Existing Site
Indicators g

After — Proposed Development

Signalised crossings are provided at Euston
Easy to cross Road and Hampsted Road. The pedestrian
green times are relatively long.

No changes to the crossings are proposed.

Regent’s Place Plaza has a number of
benches and installations that provide
opportunities to stop and rest.

Places to stop and
rest

Regent’s Place Plaza will be improved as part of the
Proposed Development and will have benches and

installations that provide opportunities to stop and
rest.

Shade and shelter are primarily offered in

Shade and shelter
the form of street trees.

The level 2 podium provides a covered walking route
around the building.
New trees are proposed, which will offer shade.

The high footfall and vehicular traffic on
Euston Road and Hampstead Road during
the peak hours may mean new visitors to
the area do not feel relaxed.

Regent’s Place Plaza provides a large open
space.

People feel relaxed

The improved pedestrian connections across the
Plaza and around the building will provide a more
comfortable and relaxing environment.

Regent’s Place Plaza has various cafes,
Things to see and do  restaurants and bars, restaurants, and
temporary displays and artwork.

The Proposed Development will provide a new
community learning facility and further increase the
retail entertainment offering at Regent’s Place Plaza.
The new public realm will provide diverse natural
habitats and spaces for children to explore as well as
a variety of social spaces.

PROPOSED FOOTWAY WIDTHS

Figure 4-8 shows the proposed footway widths and new public realm surrounding the site. Consistent and

generous footway widths are proposed.



EXISTING

44.1 The existing access for servicing vehicles is via Longford Street. The basement ramp provides access to a
number of servicing areas which serve buildings across Regents Place. The access and basement are fully

managed by Regent’s Place Management.

4.4.2 The service yard area for Euston Tower is located towards the eastern side of the basement and is shared
with 10 — 30 Brock Street. The existing basement layout is shown in Figure 4-9.

443 The servicing area provides nine loading bays in total, shared between Euston Tower and Brock Street.
There are two 10m loading bays, three 8m bays and four 6m bays. The loading bays are located at a lower
level than the Euston Tower and Brock Street back-of-house accesses and platform lifts are used to move

goods and bins between the two levels.

444 The swept paths are shown in Figure 4-10, and drawings are also included at APPENDIX B.



445

4.4.6

4.4.7

4.4.8

WASTE MANAGEMENT

Waste for Euston Tower is managed by Regent’s Place Management, and waste storage is provided in line
with the Regent’s Place waste strategy.

A copy of the Operational Site Waste Management Plan is included with the planning submission.

PROPOSED

OFFICE, LIFE SCIENCE AND ANCILLARY RETAIL DELIVERIES

The existing access and vehicle route to the servicing area will be retained for Euston Tower and Brock
Street, and Regent’s Place Management will continue to manage the entire basement area. There will be a
reduction in one 8m loading bay to accommodate refuse storage at the service yard level with cycle
storage above.

The swept paths are shown in, and drawings are also included in APPENDIX B. All vehicles will enter and
exit the servicing area in a forward gear.



CARGO BIKE DELIVERIES

4.4.9 Deliveries made by larger cargo bikes or quadricycles similar to that in Figure 4-12 will service the
Proposed Development via the existing basement ramp and loading area. Within the basement loading
area, two cargo bike parking bays will be provided. Deliveries will be received by a member of on-site
staff.



4.4.10 For standard cargo bike deliveries, two parking spaces will be provided at ground level, adjacent to the
cycle access and main pedestrian building access. Deliveries will be received by a member of on-site staff.

SPECIALIST LIFE SCIENCE DELIVERIES

4411 The requirements for specialist deliveries are highly dependent upon the tenants. At this stage, it is
therefore necessary to design flexibly to allow for different volumes, types and delivery methods of
liquids/ gases.

4412 Life sciences require several additional specialist bottled/liquid gas deliveries, along with the regular
deliveries expected to a lab-type building.

4413 The liquid and bottled gas deliveries cannot take place within the basement and need to be at ground
level with ‘blue sky’ above them. All specialist delivery activity is proposed to be at ground level at the
northwest corner of the building.

VEHICLE MOVEMENT

4414 The proposed specialist delivery location will enable deliveries to be made safely and directly into the
ground-level gas store. The vehicle will access the delivery bay from Drummond Street via Triton Square
and stop in an area close to the gas store. An area will be cordoned off to pedestrians between the
proposed planter to the north and the building. An alternative pedestrian route is provided to the north of
the planter. Figure 4-14 shows the vehicle access route and delivery bay location.



4415

44.16

4.4.17

4.4.18

4.4.19

4.4.20

4.4.21

4.4.22

g
L

All vehicle movements across the Regent’s Place Plaza and the delivery process will be fully managed by
trained staff with a ‘banksman’ provided to guide the vehicles across and manoeuvre within the plaza.

It is proposed that gas deliveries will be scheduled to be undertaken outside of peak pedestrian times
where less people will be within the plaza.

TRANSFER FROM VEHICLE TO BUILDING

Once the servicing vehicle has arrived, the delivery can be transferred into the building.

For liquid nitrogen (LN2) deliveries, LN2 may be pumped directly to an on-site tank via a hose. If a Dewar
exchange solution is adopted, full and empty Dewars will be transferred between the building and the LN2
store.

Gas bottles will be brought directly into the store from the delivery vehicle using trollies and directly to the
gas store at ground level.

WASTE MANAGEMENT

The proposed development will continue to form part of the wider Regent’s Place Waste Strategy.

Waste will be segregated within a dedicated waste store at Basement Level 1 prior to transfer to a central
location within the basement level for collection. Specialist and hazardous wastes will be stored in
separate areas designed in accordance with their specific properties, either on tenant floors or centrally at
the basement level.

Further detail regarding the waste storage and collection arrangement is set out in the Operational Waste
Management Strategy submitted as part of the planning application.



4.4.23

4.4.24

4.4.25

45.1

4.5.2

4.5.3

SUMMARY

A Draft Delivery and Servicing Plan (DSP) has been produced as part of the planning application outlining
the servicing strategy and is provided in APPENDIX C.

Through the DSP, deliveries can be minimised, timed and managed appropriately. The DSP also
encourages deliveries outside of the peak pedestrian/cyclist hours.

Further detail regarding the waste storage and collection arrangement is set out in the Operational Waste
Management Strategy submitted as part of the planning application.

EXISTING

LONG STAY

The site’s existing cycle parking is provided within the basement level and accessed from the Drummond
Street car park ramp. There are approximately 200 cycle parking spaces within the Euston Tower
basement provided by Sheffield stands. There are a number of areas where car parking has been removed
and cycle parking stands installed, as shown in Figure 4-15.

SHORT STAY

In addition to the ¢.200 spaces provided at the basement level, there are a number of publicly available
Sheffield stands in the surrounding public realm, providing 78 cycle parking spaces.

Brompton lockers are also provided within Regents Square, allowing customers to rent Brompton bikes for
£5, up to 24 hours at a time.



45.4 The location of the Sheffield stands and the Brompton locker is illustrated in Figure 4-16.

Figure 4-16: Regents Place Public Realm Cycle Parking

4.5.5 There are also short stay cycle parking spaces within the surrounding public realm and local area, as
illustrated in Figure 4-17.

Figure 4-17: Local Area Cycle Parking
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4.5.6

4.5.7

4.5.8

459

4.5.10

Figure 4-17 shows a number of Santander Cycles docking stations that are also available within walking
distance of Euston Tower. Between them, they offer access to 148 cycles; the locations of the docks and

their capacity are:

® Hampstead Road, Euston (54 bicycles)

® |ongford Street, The Regent’s Park (21 bicycles)
® Bolsover Street, Fitzrovia (19 bicycles)

® Warren Street station, Euston (26 bicycles)

® Drummond Street, Euston (28 bicycles)

PROPOSED

Encouraging and promoting cycling is a key focus of the proposed transport strategy, and a significant part
of the basement has been dedicated to cyclist/active travel facilities. An Outline Travel Plan has been
prepared, which focuses on maximising the use of the cyclist facilities and is provided in APPENDIX D.

The minimum cycle parking requirements have been determined based on the different floor areas

occupied by the proposed uses.

The cycle access and parking proposals were discussed with both LBC and TfL during the pre-application
stage and TfL stated that: ‘The proposals represent an improvement to the existing cycle access
arrangements and are welcomed and supported.’

CYCLE ACCESS

As shown in Figure 4-18, cyclists will access the development using a dedicated entrance on Euston Road

to the southwest of the Proposed Development.



4.5.11 A shallow gradient (1:12) ramp will allow cyclists to enter the basement parking area without dismounting.

4512 The cycle ramp will be an attractive and will lit entrance and the ramp and radius has been designed to
feel comfortable for all types of bikes to the Proposed Development.
4513 Cyclists unable to use, or those who do not wish to use the ramp can access the basement area using the
cycle lift, designed to accommaodate larger cycles.
4.5.14 The proposed basement access strategy for cyclist is shown in Figure 4-19.
LONG STAY CYCLE PARKING
4.5.15

Long-stay cycle parking will be provided in line with the London Plan minimum cycle parking standards.

Based on the Proposed Development quantum, the required cycle parking provision is set out in Table 4-2.

LONDON PLAN (MINIMUM

LONDON PLAN PROPOSED LONG-STAY
LAND USE LONG-STAY CYCLE PARKING
STANDARDS) LONG-STAY REQUIREMENTS CYCLE PARKING SPACES
Class E - Office 1 space per 75 sgm 750
Class E — Life Science 1 space per 250 sqm 98
Class E— Retail 1 space per 175 sqm 4 861
Class F1 — Public use 1 space per 8 Full Time

Employees




4.5.16

4.5.17

4.5.18

4.5.19

4.5.20

As set out in Chapter 8 of the London Cycle Design Standards (LCDS), cycle parking must be fit-for-purpose
and able to accommodate all types of cycle.

Figure 4-20 shows the cycle parking basement level, which provides the following breakdown of the
proposed 861 long-stay cycle parking provisions:

e 646 two-tier parking (75%)

o 86 foldable bicycle parking (10%)
o 86 Sheffield stands (10%)

e 43 Enlarged Sheffield stands (5%)

The split of cycle parking types is in line with policy, guidance and was agreed with LBC and TfL at the pre-
application stage.

ARRIVAL SPACE

A staffed reception desk will welcome cyclists arriving at the cycle parking level. The staff will be on hand
to answer queries and help cyclists should they encounter any difficulties.

SECURITY

Unmanned security ‘speed gates’ will be installed at the base of the ramp to restrict access to the cycle
parking area. The system will use RFID tags (or similar) to detect authorised users and verify only one cycle
is present to avoid tailgating.



4521

4.5.22

4.5.23

4.5.24

4.5.25

4.5.26

4.5.27

4.5.28

4.5.29

END OF JOURNEY FACILITIES

Male and female changing rooms will be located adjacent to the long-stay cycle parking and will provide
574 lockers (two lockers per three parking spaces), 72 showers including two accessible showers (one
shower per 12 cycle parking spaces) and six toilets including two accessible WCs.

As well as showering and changing facilities, it is proposed to include cycle maintenance facilities and

water dispensers.

Considering that the scheme is a redevelopment of an existing building and that the majority of the
basement structure is being retained, the layout has been designed to comply with LCDS as far as
practicable, given the need to accord with London Plan requirements and the restrictions presented by
the existing basement layout. Whilst LCDS states an aisle width of 2.5m should be achieved where
accessing two-tier cycle racks, given the spatial and structural constraints of the existing basement, aisle
widths in the range of 2.3m — 2.5m have been achieved. Testing was undertaken of cycle racks which
identified that 2.3m is generous and allows for easy use of the upper tier.

As the proposals retain and existing basement and further excavation is not feasible, this approach to the
cycle parking was agreed with LBC And TfL officers during pre-application discussions.

The proposed cyclist facilities will enable a higher cycle mode share and is a considerable increase and
improvement compared to the existing layout.
SHORT STAY CYCLE PARKING

Short-stay cycle parking will be provided in line with the London Plan minimum cycle parking standards.

The required short-stay cycle parking provision is set out in Table 4-3.

pouse oA I e RN e o
REQUIREMENTS SPACES
aseoomee SO Im 0 g
Class E — Life Science 1 space per 1,000 sqm 9 89
Class E— Retail 1 space per 20 sqm (GEA) 39
Class F1 — Public use 1 space per 100 sqm (GEA) 21

45 Sheffield or similar cycle stands will be provided, offering 90 short-stay cycle parking spaces within the

public realm.

Two enlarged spaces to accommodate all types of cycle, including cargo bikes are proposed to be located
to the south of the dedicated cycle access ramp.

The short-stay cycle parking spaces will be located within the public realm close to the building, as shown

in Figure 4-21.



4.5.30

4.5.31

4.5.32

4.6.1

4.6.2

4.6.3

There is also an existing 56 dock TfL cycle hire station to the east of the Proposed Development.

SUMMARY

The Proposed Development will provide 861 long-stay cycle parking spaces made up of a mixture of cycle
parking types to be compliant with the London Plan policy and LBC/TfL guidance. The proposed cycle
access is an improvement to the existing arrangements and is supported by TfL.

The short-stay cycle will be compliant with the with the policy set out in the London Plan and LBC
guidance and will provide 90 spaces within the public realm at ground level.

EXISTING

ON-SITE

A total of c.102 car parking spaces are provided within the Euston Tower basement, accessed from the
Drummond Street car park ramp.

ON-STREET

The Proposed Development is located within the Controlled Parking Zone (CPZ) CA-G, where parking is
controlled Monday to Friday between 08:30 and 18:30. Within the CPZ, on-street car and motorcycle
parking are permitted in a number of local streets, including Drummond Street, Stanhope Street, Laxton
Place, Longford Street and Osnaburgh Street.

On Drummond Street, Pay-by-Phone parking is available within laybys along the southern carriageway.
The northern carriageway is a single yellow line, which is restricted in line with the CPZ hours.



4.6.4 On Longford Street, resident permit parking is provided between Osnaburgh Street and Laxton Place along
the northern carriageway. The remaining carriageway is made up of single and double yellow lines.

4.6.5 A car club space is provided on Longford Street to the east of the junction with Osnaburgh Street.

DISABLED PARKING

4.6.6 Accessible car parking spaces are provided within the wider basement car park, which serves Regents
Place, but there are no accessible spaces within the Euston Tower basement area.

PROPOSED

4.6.7 The proposed scheme is to be car-free, in accordance with London Plan and Camden Local Plan policy
requirements.

4.6.8 Two blue-badge parking spaces are proposed within the Euston Tower basement demise, as shown in
Figure 4-22.
4.6.9 The basement route also provides access to twelve car parking spaces which are leased by Santander.

These car parking spaces and access to them are to be retained but the parking spaces are outside of the
planning redline and Euston Tower basement demise.

4.6.10 The design and management of the two blue-badge parking spaces is set out in the Car Parking Design and
Management Plan which is contained in APPENDIX E.



EXISTING

4.7.1 Pedestrian flow data collected in a survey undertaken in April 2023 has been used to establish an existing
baseline for pedestrian flows surrounding the site. The survey captured Euston Road (northern footway),
Hampstead Road (western footway), Brock Street (north of the site) and the pedestrian crossings on
Hampstead Road (northbound) and Euston Road (off-slip).

4.7.2 The existing AM and PM pedestrian flows are shown in Figure 4-23.

4.7.3 Pedestrian Comfort Level (PCL) classifies the level of comfort based on the crowding a pedestrian
experiences walking along a street. Pedestrian crowding is measured in pedestrians per metre per minute

(ppmm).
4.7.4 PCL designates a score (from A+ to E) whereby a PCL A provides a pleasant walking experience, and a PCLE

is an uncomfortable and restricted walking experience.

475 A PCL assessment has been undertaken of existing flows on the surrounding footways during the peak

pedestrian hour, as shown in Table 4-4.



4.7.6

4.7.7

4.7.8

4.7.9

Ref. Link Link Type Peak Hour Flow Clear Footway Width PCL
1 Euston Road Office and Retail 1,583 6.9m A
2 Euston Road Office and Retail 1,583 9.9m A
3 Hampstead Road Office and Retail 1,068 15.7m A+
4 Hampstead Road Office and Retail 1,068 11.5m A+
5 Brock Street Office and Retail 522 6.9m A+
6 Brock Street Office and Retail 522 4.9m A
7 Euston Road Crossing Office and Retail 2,121 6.7m A
8 Hampstead Road Office and Retail 820 6.5m A

Crossing

The existing footway widths provide comfortable pedestrian conditions, with the lowest score of an A. The
signalised pedestrian crossings on Euston Road and Hampstead Road have PCL scores of A.

PROPOSED DEVELOPMENT

The Proposed Development will change pedestrian flows by generating trips associated with people
travelling to and from the building on foot. All modes, with the exception of cycles, will arrive and depart
the building by foot.

Development trips have been distributed and assigned based on 2011 Census origin-destination data, as
detailed in Section 7. Most people are expected to travel to the building to and from the south and west
due to the location of Warren Street, Euston Square and Euston stations. The primary pedestrian
entrances to the office and laboratories are at the south of the building fronting Euston Road. The public
entrances for the community and learning space are located on the north side and northwest corner.

The forecast AM and PM peak pedestrian flows, including the Proposed Development, are shown in Figure
4-24 and Figure 4-25.



Figure 4-24: Future Pedestrian Flows — AM Peak

Figure 4-25: Future Pedestrian Flows — PM Peak

4.7.10 Table 4-5 shows the PCL assessment once the Proposed Development becomes operational.
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Ref. Link Link Type Peak Hour Flow Clear Footway Width PCL
1 Euston Road Office and Retail 2192 8.1m A
2 Euston Road Office and Retail 3027 7m A-
3 Hampstead Road Office and Retail 1488 15m A+
4 Hampstead Road Office and Retail 1488 8.4m A
5 Brock Street Office and Retail 376 4.4m A+
6 Brock Street Office and Retail 376 13.1m A+
7 Euston Road Crossing Office and Retail 3,016 6.7m B+
8 Hampstead Road Crossing  Office and Retail 1,138 6.5m A-
4.7.11 The proposed footway widths provide comfortable pedestrian conditions, with the lowest score of an A-
with the Euston Road pedestrian crossing scoring a B+.
4.7.12 A PCL of B+ is considered comfortable by TfL for all footway and crossing link types.
4.8.1 The existing ‘fins’ installed for wind mitigation purposes oversail the public highway on the corner of
Euston Road and Hampstead Road. There is an oversailing licence in place for this.
4.8.2 As part of the Proposed Development, the podium at Levels 2 and 3 will oversail the public highway. As

per the existing situation, the areas that will oversail the public highway are on the corner of Euston Road
and Hampstead Road.

4.8.3 It is confirmed that any oversailing of the highway on Euston Road/Hampstead Road will be a minimum of
5.7m above the height of the public highway.

4.8.4 As agreed with TfL during the pre-application stage, there will need to be an obligation for the landowner
to agree the details of any oversailing prior to construction. It is understood that this can be dealt with by
dedicated licence.

4.8.5 The proposed oversailing arrangement is illustrated in Figure 4-26.



Figure 4-26: Proposed Oversailing

4.8.6 As a result of the podium around the building, there will be a net increase of 8.2 sqm, oversailing the
public highway.
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EXISTING SITE ACCESSIBILITY AND PUBLIC REALM

5.1.1 The site can be accessed from Hampstead Road to the east, Euston Road to the south, and the
pedestrianised public realm to the north and west.

5.1.2 The existing public realm, pedestrian routes, and local facilities throughout the wider Regent’s Place and
around the site are shown in Figure 5-1.

WALKING

5.1.3 The National Travel Survey notes that walking is the most frequent travel mode used for short-distance
trips (within 1 mile / 1.6km). Infrastructure that supports efficient travel on foot is therefore of great
importance to promote sustainable and active travel and walking as a viable alternative to short car trips.

5.14 The local streets have an established network of footways typical of a city environment that provide
access to the site, nearby facilities and amenities, local bus stops and Warren Street and Euston Square
Underground stations, as well as Euston and Kings Cross stations further to the east. All streets in the area
have footways on either side of the carriageway.

5.1.5 The Hampstead Road/Euston Road signalised junction is provided with straight-across controlled
pedestrian crossings on each arm. Each crossing is provided with dropped kerbs and tactile paving with
large islands for people crossing to wait.



5.1.6 Pedestrian isochrones from the site are provided within Figure 5-2 at 10-minute intervals up to a 30-
minute walking distance. The figure shows that nearby stations such as Warren Street and Euston are
accessible within a 10-minute walk. Kings Cross, and St Pancras International are within a 20-minute walk

from the site.

Figure 5-2: Walking Isochrone Plan
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5.2.2

5.2.3
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5.2.5

5.2.6

5.2.7

The cycling network in the area surrounding the site is shown in Figure 5-3.

Figure 5-3 shows that there are a number of local cycle routes within proximity of the site, the nearest
being Cycleway 27, which provides connections between Hammersmith in the west to Clapton and
Homerton in the east via Paddington, Angel, Islington and Hackney. The development is conveniently
located in terms of cycle accessibility, with a number of local facilities and amenities accessible by cycle
using the network of cycle routes in the vicinity of the site.

Many roads near the site are marked as suitable or signed for cyclists and include lanes and advanced stop
lines (ASLs) at each arm of the Hampstead Road junction / A501 Euston Road signalised junction.

Hampstead Road provides cycle lanes, while Longford Street / Drummond Street are quieter local roads
recommended for cyclists. In addition, to the south, there is a network of routes that are signed or marked
for cyclists and connect the site with Marylebone, Fitzrovia and central London.

Quietway 3 (Q3) is located 2.9km northwest of the site and begins at Regent's Park and connects to St.
John's Wood, Hampstead, Kilburn, Willesden Green and Dollis Hill.

Cycle Superhighway (CS6) is located approximately 1.4km east of the site and connects Elephant & Castle
to the south and King's Cross to the north.

Cycling has great potential for short journeys less than five kilometres in length; however, many people
will cycle longer distances.



5.2.8

5.2.9

53.1

5.3.2
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A cycling isochrone showing areas that can be reached from the site within a 20-minute cycle is provided

in Figure 5-4.

Many key destinations and transport nodes within Central London, such as Liverpool Street, Waterloo and
London Bridge stations and Oxford Street, can be reached within a 20-minute cycle.

OVERVIEW

This Active Travel Zone (ATZ) Assessment has been carried out in line with the TfL Transport Assessment
guidance, which came into effect on 1 April 2019 and aims to show how the Proposed Development
supports Vision Zero and the Healthy Streets policies.

The ATZ assessment has been prepared using the ‘ATZ assessment instructions’ obtained from TfL's
Transport Assessments webpage: (https://tfl.gov.uk/info-for/urban-planning-and-construction/transport-

assessment-guide/transport-assessments).

The ATZ assessment outlines a series of observations and, where relevant, recommendations as to how
conditions for active travel can be improved, and on which routes are these improvements be best
focused.


https://tfl.gov.uk/info-for/urban-planning-and-construction/transport-assessment-guide/transport-assessments
https://tfl.gov.uk/info-for/urban-planning-and-construction/transport-assessment-guide/transport-assessments
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5.3.6

5.3.7

5.3.8

5.3.9

It should be noted that any recommendations identified are opportunities for the local highway authority
and future developers to deliver. They are not specifically linked to the Proposed Development, and their
implementation is not required to mitigate its impacts. However, it is hoped that the recommendations
will assist in improving the local conditions for active travel.

There are four parts to the ATZ assessment process, which are as follows:
1. Map One: The ATZ and all potential key active travel destinations;

2. Map Two: Neighbourhood safety and the most important journeys with supporting text, including
a vision zero analysis and safety improvement ideas;

3. Map Three: ATZ Neighbourhood healthy characteristics check, including text on severance,
deficiency, local change, development; and

4. Neighbourhood Photo Survey: ATZ neighbourhood key routes check based on the Healthy Streets
indicators.

ATZ Maps 1, 2 and 3, and the Photo Survey Locations are contained in APPENDIX F.

NEIGHBOURHOOD PHOTO SURVEY

The Neighbourhood Photo Survey site visit was undertaken on Wednesday, 12th July 2023, between 09:00
—12:00.

A nighttime assessment was undertaken on Wednesday, 25" October 2023, between 20:00 and 22:00.

ACTIVE TRAVEL ZONE

Figure 5-5 shows all potential key destinations that are within the ATZ. These include:
e  Public transport stops and stations;
e London's current and future London-wide strategic cycle network;
e Town centres;
e Parks/greenspace;
e  Medical care facilities (including hospitals and general practitioners); and

e  Places of worship.



5.3.10 Figure 5-5 shows that multiple amenities and facilities are within a 20-minute cycle catchment; these
include greenspaces, transport services (i.e., bus and rail), the existing and proposed cycle network,
essential shopping, and places for leisure and worship.

5.3.11 The map further confirms the high level of public transport access that the site benefits from and shows
the potential for active travel to key destinations.

Key Destination Priority Justification
Rail travel allows for convenient medium and long-distance travel to a range
London Underground/ High of destinations and employment opportunities. The majority of longer-
National Rail Stations distance travel to/from the development is expected to be by rail. Stations
have, therefore, been classified as high priority.
The development site is situated near a number of bus stops, which provide
Bus stops High access to local bus routes. Bus stops are considered to be high-priority
destinations.
The strategic cycle network will allow future residents of the site to access
Strategic Cycle Network High local facilities easily using zero-emission, active travel. Therefore, the
network is classified as a high priority.
Green spaces in city developments are considered to be key leisure and
Greenspace Medium recreation spaces, encouraging activity. Green spaces are considered a
medium priority.
As most people generally do not need to go to a medical care facility on a
Medical Centre Low daily basis and people whq do require medical care are less likely to be able
to walk and cycle to this care, this category has been labelled as low
priority.
Places of Worship (PoW) Low Places of worship will not usually be a daily destination for employees or

visitors.




5.3.12

5.3.13

ATZ NEIGHBOURHOOD — KEY DESTINATIONS

Figure 5-6 shows the key destinations that have been extracted from Figure 5-5 using the prioritisation set
out in Table 5-1. Given that the Proposed Development is to be primarily office/life science use with

ancillary retail, the site is expected to primarily generate walking and cycling trips by employees mainly to
rail stations/bus stops.

For the purposes of the ATZ assessment, five key routes have been plotted (as agreed with Camden and
TfL officers). The neighbourhood-scale map and routes to key destinations are set out in Figure 5-6.



5.3.14 As can be seen in Map 2, five key routes have been identified. The destinations have been grouped into
the following routes:

Key Route 1: Euston Road bus stops, Hampstead Road cycle hire, Hampstead Road bus stops, and
London Euston Station

Key Route 2: Euston Square Station, St Pancras Station and London King’s Cross Station

Key Route 3: Euston Road bus stops, Great Portland Street Station, Regents Park and Regents
Park Station

Key Route 4: Warren Street Station, Tottenham Court Road bus stops, and Tottenham Court Road
Station

Key Route 4b: University College Hospital

Key Route 5: Warren Street bus stops and Fitzroy Square Gardens

5.1.1 As a part of this ATZ assessment a Vision Zero analysis has been undertaken and the location of accidents

by severity within the most recent five-year data period has been plotted in Figure 5-7 with a breakdown

of the collisions by year provided in Table 5-2.



5.1.2

5.1.3
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5.1.5

5.1.6

5.1.7

5.1.8

5.1.9

SEVERITY 2018 2019 2020 2021 2022 TOTAL

Fatal 0 0 1 0 0 1
Serious 17 20 10 12 6 65
Total 17 20 11 12 6 66

A total of 66 vulnerable road users (pedestrians and cyclists) sustained serious injuries along the ATZ
routes, with one fatality recorded.

SUMMARY OF LOCAL ROAD MODIFICATIONS

EUSTON ROAD

Euston Road forms part of the TfL network. TfL recently implemented a 20mph speed limit (April 2023) on
all of their roads within Central London. This speed limit reduction on Euston Road will assist to improve
highway safety.

A review of the location of collisions identified that most have occurred on Euston Road which is a major
two-way road and forms a key section of the London Inner Ring Road. The road has features which are
likely to discourage high vehicle speeds which could otherwise increase the likelihood of severe collisions,
such as a 20mph speed limit, signalised crossings, bus stops and regular junctions for local destinations. As
such, it is considered that the design of the highway infrastructure is likely to be appropriate for a road
with this function, and there are no obvious deficiencies which may have led to the serious and fatal
collision(s).

While it is acknowledged that any collision is unfortunate, the number of recorded collisions overall and
more specifically those involving vulnerable road users (pedestrians/cyclists) is seen to be low considering
the busy nature of the road and that the assessment has included all collisions recorded over a five-year
period.

TOTTENHAM COURT ROAD

There has been a notable reduction in the number of collisions from 2018/2019 to 2020 which can partly
be attributed to a 20mph speed limit introduced during 2020.

Tottenham Court Road was a one-way street up until 2021, with all three lanes being northbound only and
the corresponding southbound traffic using parallel Gower Street to the east. During 2020/2021, new two-
way traffic flows on Tottenham Court Road and the surrounding streets were introduced and are now fully
completed.

Additional improvements on Tottenham Court Road undertaken during 2021 consist of traffic banned
from turning left onto Euston Road from Tottenham Court Road and areas of the road are now restricted
to buses and cyclists only between Monday to Saturday from 08:00am to 19:00pm.

VISION ZERO ANALYSIS

As part of the Vision Zero initiative, a review of all collision ‘clusters’ within the latest three-year period.
was undertaken. A cluster is identified as two or more serious or fatal collisions occurring in the same area.
A review of the identified collision clusters at junction points and fatal accidents is provided below.



5.1.10

5.1.11

5.1.12

5.1.13

5.1.14

5.1.15

FATALITY

On Tuesday, 7th April 2020, at 13:19, a collision occurred on Euston Road, near the junction with Melton

Street, involving one bus or coach (17 Or More Passenger Seats), one motorcycle over 500cc and one

pedal cycle, resulting in fatal injury to the pedal cyclist.

Due to the lack of information, as no police report was provided, it is difficult to ascertain the cause of the

incident.

COLLISION CLUSTERS

A collision cluster was identified at the junction between Euston Road, Hampstead Road and Tottenham

Court Road, adjacent to the proposed site location. Within the three-year recorded period, a cluster

involving three collisions occurred; the details of the collisions are provided below.

On Tuesday, 24 November 2020, at 08:59, a Collision occurred on Tottenham Court Road, near the
junction with Euston Road, involving one bus or coach (17 Or more passenger seats) and one car.

On Thursday, 14 October 2021, at 12:45, a collision occurred on Tottenham Court Road, 25 Metres
north of the junction with Euston Road, involving one motorcycle over 50cc and up to 125cc and
one pedal cycle.

On Friday, 26 November 2021, at 20:55, a collision occurred on Euston Road, near the junction with
Hampstead Road, involving one taxi / private hire car and pedestrian(s).

A cluster of collisions has been identified at the junction between Euston Road, Great Portland Street and

Marylebone Road. Three collisions occurred at this junction in the reviewed period and are detailed below.

On Sunday, 12 January 2020, at 01:31, a collision occurred on Euston Road, near the junction with
Great Portland Street, involving one car and pedestrian(s).

On Thursday, 10 June 2021, at 11:20, a collision occurred on Marylebone Road, near the junction
with Albany Street, involving one motorcycle 50cc and under and one van/goods vehicle 3.5 tonnes
maximum gross weight (MGV) and under.

On Tuesday, 23 November 2021, at 13:26, a collision occurred on Marylebone Road, London nw1,
5 metres north of the junction with Albany Street.

A cluster of collisions was identified at the junction between Euston Road, Eversholt Street and Upper

Woburn Place. Two collisions occurred at this junction in the reviewed period and are detailed below.

©

©

On Tuesday, 28 September 2021 at 23:32, a collision occurred on Euston Road, near the junction
with Eversholt Street in Camden involving one motorcycle over 50Cc and up to 125Cc and a
pedestrian(s).

On Wednesday, 18" May 2022, at 14:55 a collision occurred on Euston Road, near the junction
with Euston Square in Camden involving one pedal cycle and a pedestrian (s).

A cluster of collisions was identified at the junction between Euston Road, Churchway and Dukes Road.

Two collisions occurred at this junction in the reviewed period and are detailed below:

©

On Wednesday 31t March 2021, at 12:40 a collision occurred on Euston Road, near the junction
with Churchway in Camden involving one car and one pedal cycle.



® On Thursday 10 March 2022, at 16:20 a collision occurred on Euston Road nw1, near the
junction with Churchway in Camden involving one car and one motorcycle over 50Cc and up to
125Cc.

5.1.16 A cluster of collisions was identified at the junction between Oxford Street and Tottenham Court Road. Two
collisions occurred at this junction in the reviewed period and are detailed below.

On Thursday, 17 September 2020, at 16:05, a collision occurred on Tottenham Court Road, near
the junction with Charing Cross Road, London, WC2H. In Westminster, involving one motorcycle -
unknown cc and one pedal cycle.

On Friday, 10 September 2021, at 22:30, a collision occurred on Tottenham Court Road, near the
junction with New Oxford Street, involving one car and a pedestrian(s).

HEALTHY NEIGHBOURHOOD CHARACTERISTICS

5.1.17 Figure 5-8 shows the healthy neighbourhood characteristics for the area surrounding the site, including:
Street density
Public transport
Local amenities
Green spaces

Site Allocations



5.1.18

5.1.19

5.1.20

STREET DENSITY

The London permeable neighbourhood network layer (blue coloured) indicates that the area around the
site is very permeable, with pedestrians and cyclists easily able to travel from area to area. The key routes
include wide footways on both sides of the road, crossing facilities, and cycle routes.

PUBLIC TRANSPORT

The site has a PTAL level of 6b and benefits from easy and convenient access to a large number of public
transport services. The nearest London Underground station is Warren Street, 20m to the south of the
site, providing access to Northern and Victoria London Underground (LU) lines. Euston Square station is
located approximately 300m to the east of the site and provides access to a further three LU lines:
Metropolitan, Hammersmith & City, and Circle line. The Overground can be accessed from Euston station,
located approximately 400m east of the site. Many bus services are also available from bus stops
immediately outside the site.

GREEN SPACES

The site is located in close proximity to Park Square and Regents Park. These spaces are ideal for walking,
exercise, playing or relaxing. Regents Park features gardens, children’s playgrounds, cricket and football
pitches, and London Zoo.
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5.2.2

5.23

A site visit was undertaken to assess each of the key routes identified as part of the desk-based stages of
the ATZ assessment. These routes have been walked to understand the quality of the most important
active travel routes from the site.

The Worst Point of each route was identified. 'Worst' is defined as the most unpleasant or potentially
unsafe part of a route for pedestrians and/or cyclists.

The Worst Point of each route has been reviewed and assessed against eight of the 10 Healthy Streets
Criteria (criteria 3 —10) in line with TfL's ATZ and Healthy Streets TA Guidance. The following eight criteria
have been assessed:

Easy to cross

People feel safe
Things to see and do
Places to stop and rest
People feel relaxed
Not too noisy

Clean air

Shade and shelter
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5.25

5.2.6

5.2.7

KEY JOURNEY 1 — LONDON EUSTON STATION

Route 1 is a route between the Site and London Euston station via Euston Road. This was identified as a
key route as many employees of the Proposed Development are expected to use the London
Underground, Overground or national rail services that serve the station.

The worst point on the route, shown in Figure 5-9, was identified as the pedestrian island crossing on New
Gower Street by its junction with Euston Road. This is because the pedestrian island is not raised or has
tactile paving, and as such, visually impaired pedestrians may not realise the central island is there.

The wider route is easy to follow and well-kept with wide footpaths on Euston Road. The provided
pedestrian infrastructure is conducive to pedestrian movement in the area, such as street lighting and

signalised crossing points.

The worst point identified on the route to London Euston station has been reviewed against the healthy

streets criteria and is presented in Table 5-3.



and pedestrian footfall, which causes it to feel busy.

INDICATOR
INDICATOR MET DESCRIPTION IMPROVEMENT
The area pictured is easy to cross, with the provision
of dropped kerbs and tactile paving catering to
pedestrian movement in the area. Provide tactile paving to
Easy to cross Yes A crossing with a pedestrian island is proyided on the cgntral island at the
New Gower Street that does not have tactile paving. crossing on New Gower
As such, visually impaired pedestrians may not realise Street.
they are required to stop and wait at the island
before crossing.
The footpaths are generally wide and provide a
People feel Yes degree of separation from the busy Euston Road. No need for
safe Footfall traffic is also very heavy; as such, pedestrians improvement
do not feel isolated when on the route.
. The pictured location is at the junction with Euston
Things to see . - . No need for
Yes Road, which offers a variety of amenities, such as a .
and do . S improvement
café, restaurants and a climbing centre.
A bus stop is provided a few metres west of the
pictured location; however, no public benches are
Places to provided. Whilst this is the case, the pictured location No need for
Partly . ) ) .
stop and rest is only a few minutes’ walk from Regents Place and improvement
Euston Station, which both provide areas to stop and
rest.
People feel No The route features high levels of both vehicular traffic
relaxed

No area for improvement

Not too noisy

Improve local bus and

cycle infrastructure to
No Due to the high levels of pedestrian and vehicular increase the number of
traffic, the route is noisy. people in the area
travelling via sustainable
means.
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual No2 street greenery to reduce
objective. harmful emissions.
Shade and Some shade and shelter are provided by the buildings
Partly
shelter

and trees overlooking the route, as well as the bus

stops on Euston Road.

No need for
improvement




5.2.8

5.2.9

5.2.10

KEY JOURNEY 2 — LONDON KING’S CROSS STATION

Route 2 connects the site to London Kings Cross Station via Euston Road. As a continuation from Route 1,
the pedestrian environment is similarly well-kept and conducive to pedestrian movement in the area, with
footpaths on either side of the carriageway and appropriate crossing infrastructure.

The worst point, shown in Figure 5-10, was identified as the footway along Euston Road due to level
differences in the footpath. The roots of the trees planted along Euston Road have begun to raise the
footway. This is of particular note as Kings Cross Station is one of the primary London links to airports and
other UK towns, such there is a higher than typical volume of pedestrians travelling with suitcases and
additional items that could be affected by poor paving conditions that could either present a trip hazard or

impair movement.

The worst point identified on the route to King’s Cross station reviewed against the Healthy Streets criteria

is presented in Table 5-4.



Table 5-4: Key Journey Two Healthy Streets Assessment

Signalised pedestrian crossing points are provided a

. : . No need for
Easy to cross Yes few metres from the pictured location, complete with .
. ; improvement
dropped kerbs and tactile paving.
The footpaths are generally wide, providing a degree
of separation from the busy Euston Road. Footfall
traffic is also very heavy; as such, there are good The footpath should be
People feel levels of natural surveillance. reviewed and rePalred n
Yes areas where paving slabs
safe ;
have been raised and
It is noted that the northern footpath on Euston Road have cracked.
is uneven, and there are significant level differences
at certain sections.
The pictured location is adjacent to Kings Cross
Things to see Yes station, which provides numerous stores, cafés, and No need for
and do restaurants both within it and surrounding the improvement
station.
Places to Yes Benches and seated areas are provided within and No need for
stop and rest surrounding Kings Cross station. improvement
The pictured location is extremely busy both in terms
People feel . . . .
Partly of pedestrian footfall and vehicular traffic along No area for improvement
relaxed . .
Euston Road, causing the area to feel hectic.
Improve local bus and
cycle infrastructure to
. Due to the high levels of pedestrian and vehicular increase the number of
Not too noisy No . . . .
traffic, the route is noisy. people in the area
travelling via sustainable
means.
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual NO; street greenery to reduce
objective. harmful emissions.
Some shade and shelter are provided by the buildings
Shade and . P v & No need for
Partly and trees overlooking the route, as well as the bus .
shelter improvement
stops on Euston Road.
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5.2.11

5.2.12

5.2.13

KEY JOURNEY 3 — REGENTS PARK STATION

Route 3 connects the site to Regents Park underground station to the west via Euston Road. This was
identified as a key route as many employees of the Proposed Development are expected to use the
London Underground as their primary mode of transport to and from the site. Alongside this, the route
also passes through Regents Park and thus doubles as a route to a recreational/green space.

The worst point, shown in Figure 5-11, was identified as the overgrown vegetation sprouting from Regents
Park on Marylebone Road. The vegetation should be trimmed to prevent it from obstructing the

pavement.

The worst point identified on the route to Regents Park station reviewed against the healthy streets

criteria is presented in Table 5-5.



Table 5-5: Key Journey Three Healthy Streets Assessment

A signalized pedestrian crossing is provided at every
) . . No need for
Easy to cross Yes crossing point between the site and the Regents Park .
. improvement
Station entrance.
Due to the provided crossing points and wide
People feel A . &p No need for
Yes footpaths, pedestrians can feel comfortable when .
safe L improvement
travelling in the area.
The route ends at Regents Park, a recreational area
. and one of the largest parks in London. Trim vegetation
Things to see . . .
and do Yes It is, however, noted that some of the vegetation protruding from Regents
from Regents Park fronting onto Euston Road is Park.
overgrown and partially obstructing the footway.
Places to Yes Benches and seated areas are provided within No need for
stop and rest Regents Parks. improvement
The pictured area is located on Euston Road, a very
busy dual carriageway which can be intimidating to
People feel Y . geway s . & No need for
Partly pedestrians. However, it is also adjacent to Regents .
relaxed . . improvement
Park, a recreational area where pedestrians can go to
relax.
. Euston Road is noisy due to its high levels of vehicular Implement acoustic
Not too noisy No traffic barriers on Euston Road
’ to reduce noise pollution.
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual No2 street greenery to reduce
objective. harmful emissions.
Shade and Yes Shade and shelter can be sought in Regents Park No need for
shelter adjacent to the picture’s location. improvement
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5.2.14

5.2.15

5.2.16

KEY JOURNEY 4 — TOTTENHAM COURT ROAD STATION

Route 4 identifies a pedestrian walking route from the site to Tottenham Court Road station to the south
via Tottenham Court Road. This was identified as a key route as many employees of the Proposed
Development are expected to use the London Underground and the Elizabeth Line as their primary mode

of transport to and from the site.

The worst point, shown in Figure 5-12, was identified as the rubbish placed on the street at various points
along Tottenham Court Road. It is presumed a lot of the rubbish is placed out there by commercial
properties for collection; however, the collection locations can become overrun with rubbish as the public
adds to the collection pile. To remedy this, large bins could be placed in strategic locations along

Tottenham Court Road to contain all the waste.

The worst point identified on the route to Tottenham Court Road station reviewed against the healthy

streets criteria is presented in Figure 5-12.



Table 5-6: Key Journey Four Healthy Streets Assessment

Numerous pedestrian crossing points are provided

. . No need for
Easy to cross Yes along the route, with one located a few minutes’ walk .
. . improvement
from the pictured location.
High pedestrian footfall stops pedestrians from
People feel Yes feeling isolated, and the numerous crossing points No need for
safe provided make pedestrian movement in the area safe improvement
and easy.
Things to see Yes Tottenham Court Road provides a wealth of high No need for
and do street stores, cafés and food stalls. improvement
Benches are provided a few minutes’ walk north and
Places to . . No need for
Yes south from the pictured location on Tottenham Court .
stop and rest improvement
Road.
Implement large bins for
The route is very busy, and there is a lot of litter and the commercial stores
People feel . . .
No rubbish scattered at points along Tottenham Court and local residents to use
relaxed . . .
Road, which makes the route less attractive. rather than bin bags left
on the street.
. High levels of vehicular traffic and pedestrian footfall .
Not too noisy No - No area for improvement
make the routes noisy.
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual No2 street greenery to reduce
objective. harmful emissions.
Shaded and partially sheltered seating areas are
Shade and . P y . & No need for
Yes provided at numerous points along Tottenham Court .
shelter . , . . improvement
Road, a few minutes’ walk from the pictured location.
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5.2.17

5.2.18

5.2.19

KEY JOURNEY 4B — UNIVERSITY COLLEGE HOSPITAL

Route 4b identifies a pedestrian walking route from the site to the University College Hospital to the south
via Tottenham Court Road and Grafton Way. This was identified as medical institutes and pharmacies are

an integral amenity in local communities.

The route was mostly in line with the criteria highlighted as part of the Healthy Streets assessment, with
the worst point, shown in Figure 5-13, identified as the vehicular access and egress to the University
College Hospital Grafton Way building. These access points are flush with the pedestrian footway and do
not feature tactile paving, thereby presenting a issue to visually impaired pedestrians. However, it is noted
that these accesses are controlled and not frequently in use.

The worst point identified on the route to Tottenham Court Road station reviewed against the healthy

streets criteria is presented in Table 5-7.



Table 5-7: Key Journey Four B Healthy Streets Assessment

Pedestrian crossings are provided at the vehicular
. . . No need for
Easy to cross Yes access and egress points of the University College improvement
Hospital Grafton Way building. P
People feel Yes Wide footpaths and slow-moving traffic on Grafton Tactile paving could be
safe Way cause the route to feel safe. provided
. Providing planti Id
Things to see . . . § pan |ng'wo.u
and do No There is nothing to see or do on Grafton Way. give the route a livelier
feel.
Places to Yes Benches are provided a few minutes’ walk east of the No need for
stop and rest location on Huntley Street. improvement
Grafton Way does not have high footfall; as such, the
People feel Yes road does not feel overly busy. In addition, the side No need for
relaxed footpaths provide a large degree of separation from improvement
vehicular traffic and are well-maintained.
Grafton Way is an access point for the University
. College Hospital, and it features a higher-than- .
Not too noisy No & P . g No area for improvement
average number of police cars and ambulances, both
of which generate a lot of noise.
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual NO; street greenery to reduce
objective. harmful emissions.
. Provide a cover for the
Shade and Shaded and shelter are partly provided by the .
shelter Partly building overlooking Grafton Wa bench provided on
g g V- Huntly Street.
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5.2.20

5.2.21

5.2.22

5.2.23

KEY JOURNEY 5 — FITZROY SQUARE GARDENS

Route 5 identifies a pedestrian walking route to Fitzroy Square Garden via Euston Road and Fitzroy Street.
Fitzroy Square Gardens is a private garden which is open to the public during lunchtime hours between
June and September. Fitzroy Square is ‘traffic lite’ with a number of public benches located around the

square.

The route along Euston Road and Fitzroy Street comprises wide footways and was mostly in line with the
criteria highlighted as part of the Healthy Streets assessment. The worst point, shown in Figure 5-14
identified as the footway outside 47 Fitzroy Street.

There are a number of mature trees and street furniture narrowing the available width in places.

The worst point identified on the route to Tottenham Court Road station reviewed against the healthy
streets criteria is presented in Table 5-8.



5.2.24

INDICATOR

some trees along Fitzroy Street.

INDICATOR MET DESCRIPTION IMPROVEMENT
Pedestrian crossings are provided across Euston Road
. No need for
Easy to cross Yes from the development site to the southern Euston .
improvement
Road footway
People feel Wide footpaths are providefj on Eyston Rgacj_. Fitzroy No need for
Yes Street has footways on either side and is lightly .
safe ) improvement
trafficked
Thines to see There are a number of shops and restaurants on No need for
& Yes Euston Road and Fitzroy Street is well planted with .
and do improvement
lots of trees
A bench is provided near the junction of Euston Road
Places to . . No need for
Yes and Fitzroy Street. Numerous benches are provided .
stop and rest . improvement
around Fitzroy Square Gardens
People feel Wide footpaths are providefi on Egston Rc')ad'. Fitzroy No need for
Yes Street has footways on either side and is lightly .
relaxed . improvement
trafficked
. Euston Road is noisy with heavy traffic flows. Fitzroy .
Not too nois No . . o . No area for improvement
1Y Street is quiet due to it being lightly trafficked. 'mprov
As per the London Air Quality Network, the pictured Increase the provision of
Clean air No location fails to meet the London annual NO; street greenery to reduce
objective. harmful emissions.
Several building overhangs provide shade and shelter Provide a cover for the
Shade and . . .
shelter Partly along Euston Road. Shade and shelter is provided by bench provided on

Huntly Street.

Any recommendations identified are opportunities for the local highway authority and future developers

to deliver. They are not specifically linked to the Proposed Development, and their implementation is not

required to mitigate its impacts. However, it is hoped that the recommendations will assist in improving

the local conditions for active travel.




5.2.25

5.2.26

5.2.27

5.2.28

LOCAL DEVELOPMENT AND REGENERATION PROJECTS

The site is part of a wider site allocation within the Euston Area Plan. Camden Council, in collaboration
with the TfL and the GLA, drafted the Euston Area Plan, a long-term strategic planning framework to guide
transformational change in the area up until 2031. Work on the update to EAP is currently paused due to
the uncertainty following the Government decision to pause most works associated with HS2 at Euston.

The regeneration of Euston is underway and will provide significant new development, including non-
residential facilities that will be within a short walking distance of the site and further encourage active
travel.

There are currently plans to terminate the new HS2 line at Euston station, as such great emphasis has
been put on improving the existing Euston Station and surrounding area with sustainable and appropriate
onward travel options which meet increased passenger demands (including those from HS2) and general
development in the area.

In addition, TfL improvements are planned to Euston Road and Hampstead in order to facilitate the
creation of a more pleasant and accessible street environment, with enhancements to Euston Square

Gardens and improved road crossings.



6.1.1

6.2.1

6.2.2

This section of the TA provides information on the current use of the wider transport network, including
how many people travel and their current modes/behaviours.

PUBLIC TRANSPORT ACCESSIBILITY LEVEL (PTAL)

PTAL is used to assess the connectivity of a site to the public transport network in consideration of the
access time and frequency of services. It considers rail stations within a 12-minute walk (960m) of the site
and bus stops within an eight-minute walk (640m) and is undertaken using the AM peak hour operating
patterns of public transport services. An Access Index (Al) score is calculated that is used to define a PTAL

score.

TfL’s online WebCAT tool shows the site Al is 85.4, indicating a PTAL of 6b (excellent). The WebCAT PTAL

output is summarised in Figure 6-1.



BUS NETWORK

6.2.3 The site is located in close proximity to a comprehensive level of bus provision. The closest bus stops are
situated on Hampstead Road, to the east of the site, which provides access to bus routes 24, 27, 29 and
134. Euston Road bus stop to the south of the site provides access to bus routes 18, 30 and 205.

6.2.4 The local bus services and average peak hour frequency are summarised in Table 6-1.

SERVICE FREQUENCY PER HOUR

NUMBER BUS STOP ROUTE (BY DIRECTION)
18 Euston Road Sudbury & Harrow R(?ad Station — 15
Euston Station

24 Hampstead Road South End Green - Pimlico 6
27 Hampstead Road Chalk Farm — Hammersmith Grove 6
29 Hampstead Road Lordship Lane — Trafalgar Square 12
30 Euston Road Hackney Wick — Marble Arch 6
73 Euston Square Stoke Newington — Oxford Circus 10
134 Hampstead Road North Finchley — Warren Street 7
205 Euston Road Bow Church - Paddington 6
390 Euston Square Archway - Victoria 7

TOTAL 75

6.2.5 The table shows that the local bus stops provide access to 150 bus services per hour. The local bus routes

are illustrated in Figure 6-2.



LONDON UNDERGROUND AND RAIL NETWORK

6.2.6 Figure 6-3 shows the nearest London Underground and rail networks within proximity (i.e., approximately
20-minute walk/10-minute cycle) of the site.

6.2.7 The site is situated within close proximity to a number of TfL Underground routes, making it a highly
accessible location within London.

6.2.8 The site is also close to major stations such as Euston, St Pancras International and Kings Cross, which
provide journeys to the rest of the UK and internationally via the Eurostar.

LONDON UNDERGROUND

6.2.9 Tabe 7.11 shows the peak hour frequencies of Underground services from Warren Street, Euston Square
and Regent’s Park Stations.



FREQUENCY PER HOUR

STATION SERVICE DIRECTION
AM PM
Inner Rail 6 6
Circle
Outer Rail 6 6
Northbound 15 15
Euston Square Metropolitan
Southbound 16 16
Inner Rail 6 6
Hammersmith and City
Outer Rail 6 6
Northbound 36 36
Victoria
Southbound 36 36
Warren Street
Northbound 22 23
Northern
Southbound 23 24
Northbound 22 21
Regent’s Park Bakerloo
Southbound 22 21
TOTAL 216 216
WARREN STREET
6.2.10 Warren Street station is located adjacent to the site on the opposite side of Euston Road to the south. The

station is approximately 100m away and a two-minute walk. The station is served by the Victoria and
Northern line and within TfL fare Zone 1.

EUSTON SQUARE

6.2.11 Euston Square station is located to the east of the site on the southern side of Euston Road although can
be accessed from both sides of Euston Road. The station is approximately 280m away and a four-minute
walk. The station is served by the Metropolitan, Circle and Hammersmith and City lines and is within TfL
fare Zone 1.

REGENT’S PARK

6.2.12 Regent’s Park station is located 550m to the west of the site along the A501 Euston Road, approximately a
seven-minute walk. The station is served by the Bakerloo line and is located within TfL fare Zone 1.
EUSTON

6.2.13 Euston station is located 600m to the east of the site along the A501 Euston Road, approximately a nine-
minute walk. The station is served by the Northern line. The station provides accessible access and is
located within TfL fare Zone 1.



6.2.14

6.2.15

6.2.16

6.2.17

6.2.18

6.2.19

6.2.20

6.2.21

6.2.22

6.2.23

KINGS CROSS STATION

Kings Cross station is located 1.2km to the east of the site along the A501 Euston Road, approximately a
15-minute walk. The station is served by the Circle, Hammersmith & City, Metropolitan, Northern,
Piccadilly, and Victoria lines. The station provides accessible access and is located within TfL fare Zone 1.

NATIONAL RAIL

EUSTON STATION

Euston Station is the terminus station for the Avanti West Coast, Caledonian Sleeper, and West Midlands
Trains lines. The station provides services to destinations including Birmingham, Milton Keynes,
Manchester, Edinburgh, and Glasgow.

The station is also served by the London Overground, which provides services to Watford via Willesden
Junction and Wembley.
KINGS CROSS STATION

Kings Cross station provides services operated by Grand Central, Great Northern, Hull Trains, LNER, and
Lumo. The station provides services to destinations including Kings Lynn, Letchworth Garden City, Leeds,
Bradford, and Sunderland.

Thameslink operations from Kings Cross station provide services to Peterborough and Cambridge via
Stevenage.
ST PANCRAS INTERNATIONAL

St Pancras International is located adjacent to Kings Cross station and provides services operated by EMR,
Eurostar and Thameslink. The station provides services to UK destinations, including St Albans City,
Ramsgate, Brighton, Sheffield, Gatwick Airport, Nottingham and Bedford.

The station also provides destinations in Europe, including Paris, Amsterdam and Brussels.

TFL OVERGROUND NETWORK

Euston station is located 600m to the east of the site along the A501 Euston Road, approximately a nine-
minute walk. It is a terminus station of London Overground and provides access to key destinations such
as Wembley and Watford.

The Overground provides four services per hour in each direction.

PUBLIC TRANSPORT TIME MAPPING

Time Mapping (TIM) is a tool developed by TfL within their WebCAT suite of tools to assess connectivity in
terms of travel times, taking into account public transport service ranges and interchange opportunities.
Time mapping for the site, travelling by public transport during the AM peak, is presented in Figure 6-5.



Figure 6-5: TIM mapping
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6.3.1

6.3.2

6.3.3

6.4.1

HIGH SPEED 2

High Speed 2 train services that will link London to Birmingham and the West Midlands will be departing
from Euston station. No opening date for Phase One has been set yet, but services are likely to commence
in the late 2020s and early 2030s.

There is currently uncertainty following the Government decision to pause most works associated with
HS2 at Euston.

CROSSRAIL 2

Crossrail 2 is a proposed railway linking rail networks in Hertfordshire and Surrey to central London.
Euston St Pancras station to the east of the Proposed Development and Tottenham Court Road to the
south are key stations on the proposed route. The project is currently paused, although the land has
continued to be safeguarded.

The site is located to the northwest of the junction between Euston Road and Hampstead Road, as shown
in Figure 6-6.




6.5.1

6.5.2

6.5.3

6.5.4

6.5.5

6.5.6

6.5.7

6.5.8

6.5.9

6.5.10

6.5.11

Euston Tower is bounded by the pedestrianised Brock Street to the north and Regent’s Place Plaza to the
west. To the east, the building is bounded by Hampstead Road and to the south is Euston Road, both of
which form part of the Transport for London Road Network (TLRN).

Longford Street and Drummond Street provide access to the separate service vehicle ramp and the
separate car and cycle ramp to access these facilities at the basement level.

Longford Street continues as Drummond Street to the east and intersects with Hampstead Road northeast
of the site. Hampstead Road is a section of the A400 that runs from Charing Cross to Archway in north
London.

Euston Road and Hampstead Road form a signalised junction at the southeast boundary of the site. Both
are distributor roads that carry relatively high volumes of traffic.

EUSTON ROAD

Euston Road is a 20mph dual carriageway road located south of the site that forms part of the London Red
Route and the London Inner Ring Road. It runs in a generally east-west direction, from Marylebone in the
west to King’s Cross in the east. It is noted that in accordance with ‘Vision Zero’ and as part of the planned
changes by TfL to the London Red Routes, the speed limit of Euston Road will be changed from 30mph to
20mph.

In the vicinity of the site, it also forms the northern boundary of the London Congestion Charge (LCC)
zone, but the road itself is not part of it.

Footpaths provided on either side of Euston Road are wide, and signalised pedestrian crossings are
provided at its junction with Hampstead Road, allowing for easy and safe pedestrian movement. Adjacent
to the southern boundary of the site, Euston Road also features a bus stop.

HAMPSTEAD ROAD

Hampstead Road is a 20-mph two-way single-carriageway located east of the site that forms part of the
London Red Route. It runs in a north—south direction, connecting Tottenham Court Road south of the site
to Camden High Street in the north.

Hampstead Road features a dedicated cycle route and advanced stop lines, allowing cyclists to be
segregated from general traffic at junctions. In addition, wide footways are provided on either side of the
carriageway, as well as numerous signalised pedestrian crossings provided at regular intervals along the
road.

The road features numerous mixed-use residential and commercial buildings fronting onto the

carriageway.

DRUMMOND STREET

Drummond Street is a 20mph two-way single-carriageway road located north of the site that runs in an
east—west direction connecting to Euston Road at its eastern end and Longford Street at its Western End.



6.5.12

6.5.13

6.5.14

6.5.15

The road features no parking restrictions aside from single white lines along the northern side of the
carriageway. The southern side of the carriageway features inset parking bays, allowing vehicles to park
on either side of the road without obstructing traffic.

Well-maintained footpaths are provided on either side of the carriageway; however, pedestrian crossing
locations are few and far between.

LONGFORD STREET

Longford Street is located northwest of the site and is a 20mph two-way single-carriageway road running
in an east—west direction. It connects to Albany Street at its western end and Drummond Street at its
eastern end.

The northern side of the carriageway features single yellow line parking restrictions, whilst the southern
side of the carriageway features on-street parking bays. The road is fronted by a mixture of residential and
commercial properties and provides a zebra crossing at its junction with Laxton Place and an uncontrolled
crossing at its junction with Albany Street to assist pedestrian movement in the area.



7.1.1

7.1.2

7.13

7.2.1

7.2.2

7.2.3

7.24

This section quantifies travel demand to determine the likely scale of the effect of the Proposed
Development.

The Proposed Development will deliver offices and life science uses, along with ancillary retail and public
use space. Following comments received from TfL at the pre-application stage, a Maximum office
floorspace scenario has also been assessed as offices are occupied at a higher density than life science and
will generate a higher number of people trips.

The Existing Permitted use of the building has been assessed along with the proposed uses to understand
the net increase in trips, but the impact assessment is presented based on a wholly new development,
rather than assessed against an increase in floorspace of the permitted use of the building.

The existing site permitted office use travel demand has been estimated using survey data extracted from
the Trip Rate Information Computer System (TRICS) database based on the criteria below:

e Land Use — 02/A (Employment/Office)

e  Region — Greater London

e PTAL-5+

e Development Size: 5,000 sqm+
For the purpose of this assessment within the TA, all existing floorspace (including the retail units at

ground level) has been assessed as office space, which generally generates more trips during the network
peak hour.

The total person trip rates and person trips for the existing permitted use in the AM and PM peaks are
shown in Table 7-1.

Total P Trip Rat
otal Ferson Trip Rates Total Person Trips Forecast

Time Period (per 100sgm GFA)
In Out Total In Out Total
AM Peak hour 2.307 0.202 2.509 1,223 107 1,330
PM Peak hour 0.15 2.152 2.302 80 1,141 1,220
Daily 8.946 8.855 17.801 4,741 4,693 9,435

The modal split for journeys to and from the Proposed Development has been calculated using journey-to-
work data obtained from the 2011 census (MSOA Camden 021). The public transport mode share is
dependent upon the local transport network, which is more accurately obtained from local Census data.



The 2011 census data has been used to calculate the proposed journey-to-work mode share, as the 2021

7.2.5
census was undertaken during the Covid pandemic where the government advised people to work from
home. Due to this change in working patterns certain data was not collected and there was an increase in
home working from 10.3% in 2011 to 31.2% in 2021, which affected the journey-to-work responses.
7.2.6 Therefore the 2011 data is more representative of the expected mode share and distribution.
7.2.7 Table 7-2 provides the mode share for the existing permitted use within the Euston Tower.
Mode Permitted Site Use Mode Share
Pedestrians 7%
Cyclists 5%
Bus 11%
Underground 42%
Rail 33%
Car drivers 2%
Car passengers 0%
Total 100%
7.2.8 The resultant number of existing office trips that could be generated by the existing permitted use of
Euston Tower is shown in Table 7-3.
o] AM Peak (08:00-09:00) PM Peak (17:00-18:00)
ode
Arrivals Departures Total Arrivals Departures Total
Pedestrians 81 7 88 5 75 81
Cyclists 55 5 60 4 51 55
Bus 133 12 144 9 124 132
Underground 503 44 547 33 469 502
Rail 408 36 444 27 381 407
Car drivers 29 3 32 27 29
Car passengers 1 0 2 0 1 1
Total 1211 106 1317 79 1130 1208
7.2.9 Table 7-3 shows that most trips that could be generated by the existing permitted development will be by

public transport.



7.3

73.1

7.3.2

733

PROPOSED TRIP GENERATION

REVISED MODE SHARE

Table 7-4 provides the mode share for the Proposed Development within the Euston Tower. The mode
share has been revised to reflect the removal of circa 100 car parking spaces, and the cycle mode share
has been revised to reflect the high-quality cycle parking provided at the Proposed Development.

Table 7-4: Revised Mode Share — Proposed Development

Pedestrians 7%
Cyclists 10%
Bus 10%
Underground 40%
Rail 33%

Car drivers 0%
Car passengers 0%
Total 100%

OFFICE TRAVEL DEMAND

The trip generation for the office use within the Proposed Development has been calculated using the
TRICS database, the same sites and associated trip rates have been used for the existing permitted use of

the site.

The total person trip rates and person trips in the AM and PM peaks are shown in Table 7-5.

Table 7-5: Proposed Development — Office - Total Person Trip Rates and Trips (56,250 sqm)

AM Peak hour 2.307 0.202 2.509 1298 114 1411
PM Peak hour 0.15 2.152 2.302 84 1211 1295
Daily 8.946 8.855 17.801 5032 4981 10013
Velocity Transport Planning Limited Transport Assessment
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7.3.4

7.3.5

7.3.6

7.3.7

7.3.0

73.1

LIFE SCIENCE TRAVEL DEMAND

The employee density for the laboratory spaces is expected to be at least 50% less compared to the office
density. The UK’s life sciences have critical mass in Cambridge where a number of technical papers have
been produced reviewing employment density produced on behalf of Cambridge City Council. The Greater
Cambridge Employment and Housing Evidence Update (2023) states:

‘Density for lab employees is generally reported as roughly 1:20 sqm NIA (lower than national
average closer to 1:30)’

The Employment Land and Economic Development Study (2020)? forecasts for commercial premises are
set out below:

e Office (E(g)(i)): an average of 11 sqm NIA and 14 sqm GEA per employee
e R&D (E(g)(ii)): an average of 20 sqm NIA and 28 sqm GEA per employee

The London Employment Sites Database (2021)3 sets out that life science uses are 36 sqm GIA per worker
compared to 11.3sgm GIA per worker for office use.

Based on the data set out within the London Employment Sites Database and the guidance documents
produced on behalf of Cambridge City Council, a trip rate of 50% of the office trips is appropriate for life
science use within the Proposed Development.

The total person trip rates and person trips in the AM and PM peaks are shown in Table 7-6.

Total Per: Trip Rat
otalFerson Irip Rates Total Person Trips Forecast

Time Period (per 100sqm GFA)
In Out Total In Out Total
AM Peak hour 1.1535 0.101 1.2545 281 25 306
PM Peak hour 0.075 1.076 1.151 18 262 281
Daily 4.473 4.4275 8.9005 1091 1079 2170

OFFICE AND LIFE SCIENCE

The revised model share shown in Table 7-2 has been applied to the peak hour trips, and the resultant
peak hour by mode generated by the proposed office and life science uses is shown in Table 7-7.

1 https://consultations.greatercambridgeplanning.org/sites/gcp/files/2023-01/EBGCLPDSUEandHEvUJan23v2Jan23.pdf

2 https://www.greatercambridgeplanning.org/media/1399/greater-cambridge-employment-land-and-economic-development-

evidence-study-gl-hearn-nov2020.pdf

3 https://www.london.gov.uk/sites/default/files/lesd 2021 final report 22jun2022.pdf



https://consultations.greatercambridgeplanning.org/sites/gcp/files/2023-01/EBGCLPDSUEandHEvUJan23v2Jan23.pdf
https://www.greatercambridgeplanning.org/media/1399/greater-cambridge-employment-land-and-economic-development-evidence-study-gl-hearn-nov2020.pdf
https://www.greatercambridgeplanning.org/media/1399/greater-cambridge-employment-land-and-economic-development-evidence-study-gl-hearn-nov2020.pdf
https://www.london.gov.uk/sites/default/files/lesd_2021_final_report_22jun2022.pdf

AM Peak (08:00-09:00) PM Peak (17:00-18:00)

Mode
Arrivals Departures Total Arrivals Departures Total
Pedestrians 108 9 117 7 101 108
Cyclists 156 14 170 10 146 156
Bus 167 15 182 11 156 167
Underground 633 55 689 41 591 632
Rail 514 45 559 33 479 513
Car drivers 0 0 0 0 0 0
Car passengers 0 0 0 0 0 0
Total 1579 138 1717 103 1473 1575
7.3.2 Table 7-7 shows that most trips generated by the permitted development will be by public transport.
RETAIL USES
EMPLOYEES
7.3.3 The London Employment Sites Database (2021), a first principles approach, was used to forecast the

number of employees generated by the retail space. One employee per 17.5sgqm was applied to the retail
area (733sgm GIA) to establish the total number of employees (42).

7.3.4 A daily employment occupancy of 85% was applied, resulting in 36 employees travelling to and from the

Proposed Development on a given day.

7.3.5 The office employee distribution peak hour arrival and departure proportions were applied to the total
number of daily retail use employees, and the resultant morning and evening peak hour trips generated
by employees of the retail use are shown in Table 7-8.



7.3.6

7.3.7

7.3.8

7.3.9

7.3.10

Time Period Arrivals Departures Total

AM Peak Hour (0800 - 0900) 17 1 18

PM Peak Hour (1700 - 1800) 1 15 16

The revised model share shown in Table 7-2 has been applied to the peak hour trips, and the resultant
peak hour by mode generated by retail employees is shown in Table 7-9.

AM Peak Hour (0800-0900) PM Peak hour (1700-1800)

Mode
In Out Total In Out Total

Pedestrians 1 1

Cyclists

Bus

Rail

Car drivers

oO|Jlo|lUV]|O|IN|IN]|E

1
2 2 2
2 2 2
Underground 7 7 6
5 6 5
0 0 0
0 0 0

Car passengers

m|lO|JlO|]O|]O|O|O|O
m|lO|JlO|]O|]O|O|O|O

Total 17 18 15 16

RETAIL VISITORS

It is expected that visitor trips will not be new trips generated on the local transport network. Instead,
these will be pass-by and local trips on foot generated by the Proposed Development and other existing
developments within the local area.

PUBLIC USE — LEARNING CENTRE

EMPLOYEES

A first principles approach was used to forecast the number of employees generated by the public use of
learning space. Based on the London Employment Sites Database (2021), a density of 1 employee per
45sgm has been applied to the proposed 2,137sqm (GIA) to establish the total number of employees (47).

A daily employment occupancy rate of 85% has been applied, resulting in 40 daily employees.

The office employee distribution peak hour arrival and departure proportions were applied to the total
number of daily public use space employees, and the resultant morning and evening peak hour trips
generated by employees of the public use (learning centre space) are shown in Table 7-10.

Time period Arrivals Departures Total

AM Peak Hour (0800 - 0900) 19 1 20

PM Peak Hour (1700 - 1800) 1 17 18




VISITORS

7.3.11 The public-use learning space has a total person capacity of 390 daily visitors. The learning space may be
used for all-day sessions, and on that basis, the peak hour arrival/departure established for employees has
been used for the learning facility. Table 7-11 sets out the total peak hour visitor trips to and from the

learning facility.

Time period Arrivals Departures Total
AM Peak Hour (0800 - 0900) 155 7 162
PM Peak Hour (1700 - 1800) 7 142 149

TOTAL PUBLIC/LEARNING SPACE TRIP GENERATION

7.3.12 The total public use employee and visitor trip generation for the Proposed Development is set out in Table
7-12.
Time period Arrivals Departures Total
AM Peak Hour (0800 - 0900) 174 7 181
PM Peak Hour (1700 - 1800) 7 159 166
7.3.13 The revised model share shown in Table 7-2 has been applied to the peak hour trips, and the resultant

peak hour by mode generated by the learning hub is shown in Table 7-13.

AM Peak Hour (0800-0900) PM Peak hour (1700-1800)
Mode In Out Total In Out Total
Pedestrians 12 1 12 1 11 11
Cyclists 17 1 18 1 16 17
Bus 18 1 19 1 17 18
Underground 70 3 73 3 64 67
Rail 57 2 59 2 52 54
Car drivers 0 0 0 0 0 0
Car passengers 0 0 0 0 0 0
Total 174 7 182 7 159 167
7.4.1 Servicing trips have been calculated from delivery log data provided by the Regent’s Place Management

Team. The delivery log provides 24-hour servicing and deliveries to all buildings within Regents Place, and
data has been extracted for the occupied office buildings. The data shows Regent’s Place campus
generates a total of 0.194 servicing vehicle arrivals per 100 sqm per day.

7.4.2 The data used is comparable with the TRICS Sites identified in Table 7-1, which generate a total of 0.190
servicing vehicle arrivals per 100 sqm per day.



7.4.3 To inform the assessment for the life science deliveries, data from the Francis Crick Institute, located
approximately 1.0km to the east, was used. The data provided shows the Crick Institute generate a total of
0.124 servicing vehicle arrivals per 100 sqm per day. The Crick Institute is a purpose-built research building
with more than 100 separate research groups and over 2,000 staff and will therefore generate comparable

servicing and delivery trips.
7.4.4 The following servicing rates have been applied:

e  Office and Learning Space — 0.194 per 100sgm per day;
e Life Sciences —0.124 per 100sgm per day; and
e  Retails uses — 1.35 per 100sqm per day.

7.4.5 Table 7-14 forecasts the daily servicing trips to the Proposed Development.

Table 7-14: Daily Servicing Vehicles

Office (Class E) 61
Life Science (Class E) 20
Retail (Class E) 4
Learning Use (Class F1) 5
TOTAL 91
7.4.6 Figure 7-1 shows a daily profile for the expected servicing demands with 14 vehicles in the peak hour.

Figure 7-1: Delivery and Servicing Trips — Daily Profile

Servicing and Delivery Vehicles - Daily Profile
Arrivals by Land Use
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7.4.7 A Draft Delivery and Servicing Plan (DSP) will be implemented to minimise and manage deliveries. The DSP

is provided within APPENDIX C.
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7.5.1 The forecast trips generated by the Proposed Development for the morning and evening peak hours are

shown in Table 7-15.

AM Peak Hour (0800-0900)

PM Peak hour (1700-1800)

Mode
In Out Total In Out Total
Pedestrians 121 10 131 8 113 121
Cyclists 175 15 190 11 163 174
Bus 188 16 204 12 175 187
Underground 710 59 769 44 661 705
Rail 576 48 624 36 536 572
Car drivers 0 0 0 0 0 0
Car passengers 0 0 0 0 0 0
Total 1770 148 1918 111 1648 1759
7.6.1 Table 7-16 and Table 7-17 compare the AM And PM peak hour trips per mode for the existing permitted
use of the building and the Proposed Development.
Permitted Use Proposed Development Difference
Mode Arrive Depart Total Arrive Depart Total Arrive Depart Total
Pedestrians 81 7 88 121 10 131 40 3 43
Cyclists 55 5 60 175 15 190 120 10 130
Bus 133 12 144 188 16 203 55 4 59
Underground 503 44 547 710 59 769 207 15 222
Rail 408 36 444 576 48 623 168 12 179
Car drivers 29 3 32 0 0 0 -29 -3 -32
Car passengers 1 0 2 0 0 0 -1 0 -2
Total 1211 106 1317 1770 146 1916 559 40 599
Permitted Use Proposed Development Difference
Mode Arrive Depart Total Arrive Depart Total Arrive Depart Total
Pedestrians 5 75 81 8 113 120 3 38 39
Cyclists 4 51 55 11 163 174 7 112 119
Bus 9 124 132 12 175 186 3 51 54
Underground 33 469 502 44 661 705 11 192 203
Rail 27 381 407 36 536 572 9 155 165
Car drivers 2 27 29 0 0 0 -2 -27 -29
Car passengers 0 1 1 0 0 0 0 -1 -1
Total 79 1130 1208 111 1648 1758 32 518 550




7.6.2

7.7

7.7.1

7.7.2

7.7.3

7.7.4

7.7.5

When compared to the permitted use, there is an increase of circa 600 trips in the AM peak and 550 trips
in the PM peak hour.
SENSITIVITY ASSESSMENT
MAXIMUM OFFICE
Although the Proposed Development is designed to accommodate life sciences on floors 3 — 11 with
increased floor to floor heights and additional plant, the proposed Class Use E(g) is flexible and therefore,
as a sensitivity test, the life science floors have been assessed as office use for a worst-case demand
scenario.
The total person trip rates and person trips in the AM and PM peaks are shown in Table 7-18.
Table 7-18: Sensitivity Test — Max Office - Total Person Trip Rates and Trips (80,630 sqm)
AM Peak hour 2.307 0.202 2.509 1,860 163 2,023
PM Peak hour 0.15 2.152 2.302 121 1,735 1,865
Daily 8.946 8.855 17.801 7,213 7,140 14,353
The resultant number of maximum office trips generated by the Proposed Development is shown in Table
7-19.
Table 7-19: Sensitivity Test — Maximum Office Trips by Mode
Pedestrians 127 11 138 8 119 127
Cyclists 184 16 200 12 172 184
Bus 197 17 214 13 184 197
Underground 746 65 811 49 696 745
Rail 605 53 658 39 564 603
Car drivers 0 0 0 0 0 0
Car passengers 0 0 0 0 0 0
Total 1860 163 2023 121 1735 1856
Table 7-19 shows that most trips generated by the permitted development will be by public transport.
RETAIL AND PUBLIC/LEARNING SPACE TRIPS
For the Max Office scenario assessment, the retail and public space trips will remain as set out in the
sections above.
Velocity Transport Planning Limited Transport Assessment
Project No22/181 Doc No D002 Euston Tower, Regent's Place
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TOTAL TRIP GENERATION

7.7.6 The forecast trips generated by the Proposed Development for the morning and evening peak hours are
shown in Table 7-20.

AM Peak Hour (0800-0900) PM Peak hour (1700-1800)

Mode In Out Total In Out Total
Pedestrians 140 12 152 9 131 140
Cyclists 203 17 220 13 189 202
Bus 217 18 236 14 202 216
Underground 823 69 891 52 766 818
Rail 667 56 723 42 621 663

Car drivers 0 0 0 0 0 0

Car passengers 0 0 0 0 0 0
Total 2051 171 2222 129 1910 2039

7.7.7 When compared to the Proposed Development, the Maximum office scenario generates circa 300

additional person trips in the AM and PM peak hours.

SERVICING TRIP GENERATION

7.7.8 For the Max Office assessment, the office servicing and delivery trips set out in 7.4.4 have been applied
alongside the retail and public spaces. Table 7-21 forecasts the daily servicing trips to the Proposed

Development.

Land Use Daily Servicing Trips
Office (Class E) 93
Retail (Class E) 4
Learning Use (Class F1) 5
TOTAL 102
7.7.9 The Max Office Scenario assessment shows an additional eleven daily deliveries with two additional

delivery vehicles in the peak hour.



7.8.1

7.8.2

7.8.3

7.8.4

The development has been vacant for a number of years, and as agreed with TfL during the pre-

application stage, the impact assessment is presented based on a wholly new development, rather than

assessed against an increase in floorspace of the permitted use of the building.

TRIP DISTRIBUTION AND ASSIGNMENT

As set out above, the 2011 census data has been used to calculate the proposed journey-to-work mode

share and distribution, as the 2021 census was undertaken during the Covid pandemic where the

government advised people to work from home. Due to this change in working patterns certain data was

not collected and there was an increase in home working from 10.3% in 2011 to 31.2% in 2021, which

affected the journey to work responses.

Trips are distributed based on 2011 Census origin-destination data for travel to Camden (location of usual
residence and place of work by method of travel to work). The most detailed output area for which data is
available is at the Middle Level Super Output Area (MSOA) level, which includes the originating trip location

for all employees working in Camden.

This is considered to be representative of the distribution of future employees at the Proposed

Development and is shown in Table 7-22.

Area Underground Train Bus Bicycle On foot
Camden 3.3% 0.7% 17.3% 10.1% 61.6%
Hackney 3.1% 1.7% 10.3% 14.5% 2.8%
Hammersmith
4 Fulh 3.4% 0.2% 0.9% 2.1% 0.1%
and Fulham
Haringey 6.3% 0.5% 10.7% 6.2% 1.0%
Islington 4.2% 0.6% 16.4% 15.9% 11.4%
Inner London ke ngington and
Boroughs Chelsea 2.1% 0.1% 2.5% 1.9% 0.3%
(Travel from
B hb Lambeth 7.3% 1.4% 2.5% 6.7% 0.5%
orough by
Mode) Lewisham 1.5% 3.5% 1.5% 1.6% 0.2%
Newham 3.4% 0.9% 0.6% 0.4% 0.1%
Southwark 3.2% 1.7% 5.7% 5.0% 1.1%
Tower Hamlets 4.8% 0.2% 1.4% 4.8% 0.7%
Wandsworth 6.7% 1.9% 1.1% 6.8% 0.1%
Westminster and
the City of London 2.7% 0.3% 10.7% 4.7% 11.4%
Inner London (subtotal) 51.9% 13.7% 81.6% 80.6% 91.3%
Outer London 43.0% 33.3% 15.3% 16.7% 4.2%
Southeast 1.2% 24.8% 1.3% 1.1% 1.3%
East of England 3.2% 22.3% 0.9% 0.9% 0.9%




7.8.5

7.8.6

7.8.7

7.8.8

7.8.9

Rest of England 0.7% 5.8% 0.8% 0.7% 2.2%

TOTAL 100.0% 100.0% 100.0% 100.0% 100.0%

Given that Census data only allows respondents to input their main travel mode, for instances where
journeys are likely to be undertaken by multiple modes, trips have been assigned to both the main mode
and final mode.

Some trips have multiple service or route choices, such as along bus corridors served by multiple routes or
where Underground stations are served by two lines. In such instances, trips have been assigned to public
transport services based on the frequency and travel time.

BUS NETWORK ASSESSMENT

The bus trips are forecast to be 203 and 186 trips in the AM and PM peak hours, respectively. These trips
have been distributed based on the origin-destination Census data, as shown in Table 7-22 and assigned
to bus services based on route and frequency.

The PTAL assessment identified 19 services that can be used to access the site. Trips to and from the
Proposed Development have been assigned manually to the most likely bus service available from the
three closest bus stops.

In those instances where a bus trip could use one of many services (e.g., along high-frequency corridors),
the trips have been split between the different bus services based on service frequency and travel time.
For instance, bus trips to Islington have been assigned to the multiple buses available: 29, 30, 73, 134, 205
and 390. The bus routes associated with the closest bus stops are shown in Figure 7-2.

Site Location



7.8.10 The additional bus passenger increase for each service for the Proposed Development is summarised in

Table 7-23.
: Peak Hour - AM Peak Hour (0800-0900) PM Peak hour (1700-1800)
Service Stop Direction
Frequency Arrival Departure Arrival Departure

Eastbound 1.7 0.1 0.2 1.6

18 Euston Road 5 minutes
Westbound 0.0 0.0 0.0 0.0
Hampstead . Northbound 1.2 0.1 0.1 1.1

24 8 minutes
Road Southbound 0.8 0.1 0.1 0.7
Hampstead . Eastbound 1.4 0.1 0.1 1.3

27 10 minutes
Road Westbound 0.0 0.0 0.0 0.0
Hampstead ' Northbound 0.3 0.0 0.0 0.3

29 6 minutes
Road Southbound 2.8 0.2 0.2 2.6
Eastbound 1.2 0.1 0.1 1.2

30 Euston Road 10 minutes
Westbound 2.6 0.2 0.2 2.4
Northbound 0.0 0.0 0.0 0.0

73 Euston Square 6 minutes
Southbound 1.2 0.1 0.1 1.2
Hampstead . Northbound 0.0 0.0 0.0 0.0

134 9 minutes
Road Southbound 4.1 0.3 0.4 3.8
Eastbound 1.5 0.1 0.1 14

205 Euston Road 10 minutes
Westbound 2.1 0.1 0.2 1.9
Northbound 0.3 0.0 0.0 0.3

390 Euston Square 9 minutes
Southbound 1.8 0.1 0.2 1.7

7.8.11 Table 7-23 shows the expected bus passengers generated by the Proposed Development is low during the

peak hours. On average, 1.3 additional passengers per bus are generated by the Proposed Development,
which is equivalent to less than 2% of capacity in the AM and PM peak periods.

SENSITIVITY ASSESSMENT — MAX OFFICE

7.8.12 The sensitivity test shows that an additional 32 trips in the AM peak and 30 trips in the PM will be
generated by the Proposed Development. This would equate to an additional 0.2 person trips per bus
service which is less than 0.3% of the bus capacity in the AM and PM peak hours.



7.8.13

7.8.14

7.8.15

7.8.16

7.8.17

7.8.18

7.8.19

RAIL TRIPS

Although the rail termini are the point where passengers reach central London several other modes of
travel will be used to reach the Proposed Development.

Census data is based on ‘main mode’, which is defined as the mode that trips travel the greatest distance
on, and therefore, many rail trips will also use the Underground, bus or cycle to access their destination.

TfL’s Policy Analysis Research Report Central London Rail Termini: Analysing passengers’ onward travel
patterns (September 2011) investigated onward travel from rail termini and the potential for mode shift to
reduce congestion on some parts of the transport network. As part of the Research Report, passengers
were surveyed at 13 termini stations in 2010. One of the findings relating to onward distance travelled by
modes was that:

“There is a “tipping point at around 1.5 kilometres, beyond which walking ceases to take account
for the majority of trips. Although distance travelled is not the only factor affecting mode share, it
is a very significant one which needs to be carefully considered when planning initiatives to
achieve mode shift.”

It should also be noted that travel patterns vary depending on the rail station. Part Two of the Research
Report includes passenger distribution by mode for individual stations. Stations located closest to
Camden, such as Kings Cross, Euston and St. Pancras, had particularly high walk mode shares; 70-80% of

onward journeys between 1km and 2km were on foot.

The onward mode (final mode) of rail trips to the site has been determined based on a review of the travel
distance between the rail station and the site, the journey options and information contained within the
Research Report.

To determine the use of the central London rail termini by rail passengers associated with the Proposed
Development, reference has been made to data from the Office of Rail and Road* on the usage of train
stations from March 2019 to February 2020 (pre-COVID).

The Proposed Development rail trips have been distributed proportionally amongst the busiest Central
London Stations, as shown in Table 7-24.

4 https://dataportal.orr.gov.uk/statistics/usage/estimates-of-station-usage



https://dataportal.orr.gov.uk/statistics/usage/estimates-of-station-usage/

AM Peak Hour Trips PM Peak Hour Trips

Rail Station % Distribution
Arrival Departure Arrival Departure
London Bridge 14% 81 7 5 76
London Euston 10% 58 5 4 54
London Kings Cross 7% 42 3 3 39
London Liverpool Street 15% 85 7 5 79
London Paddington 10% 58 5 4 54
London St Pancras 8% 46 4 3 43
London Victoria 16% 95 8 6 88
London Waterloo 19% 112 9 7 104
TOTAL 100% 576 48 36 536
7.8.20 The TfL Report ‘Analysing passengers’ onward travel patterns’ has been used to assess the modes used for
onward travel.
7.8.21 The report sets out that onward journeys are made by:
e Underground — 40%
e On Foot—-36%
e Bus—-10%
e Rail-9%
o Cycle—2%
e Other—3%
7.8.22 The mode used for onward travel was linked with the distance travelled, with different modes dominating

different distances:
o 90% of trips on foot were less than 2km;
o 87% of bus trips were between 1 and 5 kilometres, and
o 88% of Underground journeys were longer than 2 kilometres.

7.8.23 Based on the modal splits set out within the TfL Report, the onward journey for rail passengers has been
split by distance, mode, expected route and destination station or stop, as shown in Table 7-25.



AM Peak Hour PM Peak Hour

Distance  Onward . .
Station ) Line/Service  Station/Stop %age UzS Trips
to Site Journey Mode

Arrive Depart Arrive Depart

London Bridge 5.2km  Underground Northern Euston 100% 81 7 5 76
London Euston  0.5km Walk - - 100% 58 5 4 54
Underground Met/H&C Euston Square 25% 10 1 1 10
London Kings Uni College
1.5km Bus 30/73/205/390 . 25% 10 1 1 10
Cross Hospital
Walk - - 50% 21 2 1 19
London .
. 4.9km Underground Circle/Met/H&C Euston Square 100% 85 7 5 79
Liverpool St
Circle/H&C  Euston Square 65% 38 3 2 35
London Underground
. 2.8km Bakerloo Regents Park  25% 14 1 1 13
Paddington
Bus 18/27/205 Euston Road  10% 6 0 0 5
Underground Victoria Warren Street  25% 12 1 1 11
London St Uni College
1.5km Bus 30/73/205/390 . 25% 12 1 1 11
Pancras Hospital
Walk - - 50% 23 2 1 22
London Victoria 4.0km Underground Victoria Warren Street  100% 95 8 6 88
London
Waterloo 3.4km  Underground Northern Warren Street  100% 112 9 7 104
a
TOTAL 576 48 36 536

SENSITIVITY ASSESSMENT — MAXIMUM OFFICE FLOOR AREA

7.8.24 The sensitivity test shows that an additional 100 trips in the AM peak and 91 trips in the PM will be
generated by the Proposed Development on the rail network.

7.8.25 Once the additional trips are separated by arrival/departure station, this equates to a worst case increase
of 18 passengers in the AM peak hour at Waterloo Station and 15 additional passengers in the AM peak
hour at Victoria Station.

7.8.26 Once the additional AM and PM peak hour trips are disaggregated by onward journey mode there is an
imperceptible increase on the network.



UNDERGROUND TRIPS

7.8.27 Proposed Development trips that use the London Underground as their main mode have been distributed
onto the network based on the analysis shown in Table 7-22.

7.8.28 There are several London Underground stations that serve the site (Warren Street, Euston Square, Euston
and Regents Park), served by several lines. The analysis calculates the proposed Underground trips per
destination station. Table 7-26 shows the distribution of proposed trips by line and station.

AM Peak Hour PM Peak Hour

Route/Line Station Trips Trips Total Distribution

Bakerloo Regents Park 14 13 27 2%

Circle/H&C/Metro Euston Square 219 202 422 29%

Northern Warren Street 119 109 228 16%

Northern Euston 95 87 182 12%

Northern or Victoria Warren Street 184 169 353 24%

Victoria Warren Street 130 119 249 17%

TOTAL 762 699 1461 100%

7.8.29 Table 7-26 shows that 57% of proposed underground trips are expected to use Warren Street Station, 29%

will use Euston Square Station, 12% will use Euston Station, and 2% will use Regent’s Park Station.

TOTAL UNDERGROUND AND RAIL PASSENGERS

7.8.30 As set out in Table 7-25 proposed rail trips will use a different mode of onward travel to complete their
journey. Table 7-27 shows the expected underground and rail journeys by London Underground (LU)

station.
AM Peak Hour Flows PM Peak Hour Flows
Station

Entry Exit Entry Exit

Regents Park 1 13 12 1
Euston Square 29 331 309 22
Warren Street 59 666 621 44
Euston 17 188 176 12

7.8.31 The assessment robustly assumes that all trips are new to these underground routes, whereas many

workers will be relocating from other central London areas and will therefore already be on the public
transport network.



SENSITIVITY ASSESSMENT — MAX OFFICE

UNDERGROUND TRIPS

7.8.32 The sensitivity test shows that an additional 123 trips in the AM peak and 113 trips in the PM will be
generated by the Proposed Development on the underground network.

7.8.33 Based on the assessment set out in 7.8.28, Table 7-28 shows the distribution of proposed trips by
underground line and station.

AM Peak Hour PM Peak Hour

Route/Line Station Trips Trips Total Distribution
Bakerloo Regents Park 17 16 32 2%
Circle/H&C/Metro Euston Square 257 236 494 29%
Northern Warren Street 138 127 265 16%
Northern Euston 111 102 214 12%
Northern or Victoria Warren Street 215 197 412 24%
Victoria Warren Street 152 140 292 17%
TOTAL 891 818 1709 100%
TOTAL RAIL AND UNDERGROUND PASSENGERS
7.8.34 Table 7-27 shows the expected underground and rail journeys by London Underground (LU) station.
AM Peak Hour Flows PM Peak Hour Flows
Station
Entry Exit Entry Exit
Regents Park 1 13 12 1
Euston Square 29 331 309 22
Warren Street 59 666 621 44
Euston 17 188 176 12
7.8.35 Warren Street station is expected to accommodate the majority of the underground trips to and from the
Proposed Development with over 55% of all proposed underground trips using the station.
7.8.36 The assessment robustly assumes that all trips are new to these underground routes, whereas many

workers will be relocating from other central London areas to the Proposed Development and will
therefore already be on the public transport network.



7.9.1

7.9.2

793

7.9.4

7.9.5

Warren Street Station is the closest station to the Proposed Development, and it is expected to have an
additional 725 trips during the AM peak hour through the station. An assessment has been undertaken on
the gate line and escalators at the station to assess the impacts of the Proposed Development.

Warren Street station has ten gates, of which eight are standard, and two are wide gates. There are three
escalators for access between the ticket hall and platform level.

The following assessment and analysis were presented to TfL during the pre-application process, where it
was reviewed within TfL and concluded that there is currently capacity on the network to accommodate
the demand associated with the development. LUL were content with both the gate line and escalator

assessment.

CURRENT STATION USAGE

2022 TfL Numbat Data was used to assess the current station usage. Figure 7-3 shows the hour flows
entering and exiting the station. Based on the latest Numbat data, the average Tuesday, Wednesday, and
Thursday flows are higher than both the Monday and Friday flows, suggesting work pattern changes post-
pandemic. The figure also demonstrates two significant peaks associated with commuter travel.

As mentioned above, Warren Street station is associated with commuter travel and, as shown in Figure
7-4, is highly tidal with AM peak hour station exits and PM peak hour entries. The figure also demonstrates
a small amount of interchange between the Northern and Victoria Lines, which do not pass the gate line.



7.9.6 The busiest 15-minute period in the AM peak shows 1,473 station entries and exits (approx. 98 people per
minute), and the PM peak shows 1,364 station entries and exits (approx. 91 people per minute)

STATION USAGE - 2019 TO 2022 COMPARISON

7.9.7 To understand the changes to travel patterns and the usage at Warren Street Station pre and post-
pandemic, the 2019 station flows were compared to the 2022 flows, as shown in Figure 7-5.



7.9.8

7.9.9

7.9.10

7.9.11

7.9.12

The total station flows are 32% lower in the AM peak, 38% in the PM peak and 31% over the day.

WIDER LONDON UNDERGROUND NETWORK ASSESSMENT

An assessment of the 2019 and 2022 Numbat data for total entry and exits across the entire London

Underground Network shows a fall in usage of 17%. Warren Street station shows a fall of over 30% in total
station entry/exit flows, which can partly be attributed to changes in working patterns post-pandemic and
significant permanent changes to the network, i.e. the Elizabeth Line fully opening in May 2022, which has

had impacts on travel patterns.

Figure 7-6 demonstrates the percentage change between 2019 and 2022 in entry/exit flows in London
Underground stations within 750m of the Elizabeth Line.

The figure shows that total entry/exit passenger flows at all Elizabeth Line stations have increased. Usage
at the majority of other stations within the buffer zone has decreased between 30-40% from 2019 data.
This demonstrates that on top of the change in working patterns and a reduction of 17% in total usage,
these stations have experienced a shift in travel patterns linked to the Elizabeth Line.

Therefore, if working patterns do revert close to 2019 levels, the permanent changes to the network mean
that several stations will still be well below the passengers flows that were experience in 2019, with

Warren Street being one of those stations.



GATE LINE ASSESSMENT

2022 EXISTING STATION FLOWS

7.9.13 The gate line assessment is shown in Table 7-30 based on the 2022 existing Warren Street Station entry
and exit flows.

UTS Gate line Requirement

AM PM

Entry Flow 5 min 58 427

Total Exiting Passengers 183 42

In Gates 0.5 3.4

Out Gates 3.7 0.8
In Gates (rounded) 1 4
Out Gates (rounded) 4 1
n=platform clearance time (min) 2 2
X (Extra Gates required) 1 1
Number of Gates Required 6 6

WAG Requirement

Minimum number of Wide

Size of gate line Lower boundary of the gate line gates
up to 6 (unidirectional gate line only) 1 1
up to 12 7 2
up to 18 13 3
more than 18 19 4
Required number of gates (Max. of AM and PM) 6
Minimum Wide aisle gates required 2

7.9.14 As shown in Table 7-30, six gates are required to accommodate the existing 2022 station flows. Warren

Street Station currently provides ten gates and is therefore working well within capacity.



2022 EXISTING STATION FLOWS PLUS PROPOSED DEVELOPMENT

7.9.15 Table 7-31 shows the Warren Street Station gate line assessment based on the existing 2022 station flows
plus the Proposed Development flows.

UTS Gate line Requirement

AM PM

Entry Flow 5 min 64 485

Total Exiting Passengers 206 48

In Gates 0.5 3.9

Out Gates 4.1 1.0

In Gates (rounded) 1 4
Out Gates (rounded) 5 1
n=platform clearance time (min) 2 2
X (Extra Gates required) 1 1
Number of Gates Required 7 6

WAG Requirement

Minimum number of Wide

Size of gate line Lower boundary of the gate line gates
up to 6 (unidirectional gate line only) 1 1
up to 12 7 2
up to 18 13 3
more than 18 19 4
Required number of gates (Max. of AM and PM) 7
Minimum Wide aisle gates required 2

7.9.16 As shown in Table 7-31, seven gates are required to accommodate the existing 2022 station flows plus the

Proposed Development. Warren Street Station currently provides ten gates and can therefore
accommodate the additional Proposed Development flows within the existing gate line capacity.



2022 BASE WITH MAXIMUM OFFICE FLOWS

7.9.17 Table 7-32 shows the Warren Street Station gate line assessment based on the existing 2022 station flows,
plus, the maximum office scenario development flows.

UTS Gate line Requirement

AM PM

Entry Flow 5 min 65 495

Total Exiting Passengers 209 49

In Gates 0.5 4.0

Out Gates 4.2 1.0
In Gates (rounded) 1 4
Out Gates (rounded) 5 1
n=platform clearance time (min) 2 2
X (Extra Gates required) 1 1
Number of Gates Required 7 6

WAG Requirement

Minimum number of Wide

Size of gate line Lower boundary of the gate line gates
up to 6 (unidirectional gate line only) 1 1
up to 12 7 2
up to 18 13 3
more than 18 19 4
Required number of gates (Max. of AM and PM) 7
Minimum Wide aisle gates required 2

7.9.18 As shown in Table 7-32, seven gates are required to accommodate the existing 2022 station flows plus the

flows generated by the maximum office scenario. Warren Street Station currently provides ten gates and
can therefore accommodate the additional maximum office scenario flows within the existing gate line
capacity.



ESCALATOR ASSESSMENT

7.9.19 An assessment has been undertaken to review the escalator throughput for the 2022 base, 2022 base plus
development flows and 2022 base plus sensitivity flows. There are currently three escalators at Warren
Street which are appropriate to accommodate all assessed scenarios. The escalator assessment is shown
in Table 7-33.

2022 Base 2022 Base + Dev 2022 Base + Sen
Escalator Assessment
AM PM AM PM AM PM
Peak 15-minute exit flow 1327 298 1489 343 1517 351
Per minute average 88 20 99 23 101 23
Escalators required 0.88 0.20 0.99 0.23 1.01 0.23
Escalators required 1 1 1 1 1 1
Peak 15-minute entry flow 146 1067 160 1213 163 1237
Per minute average 10 71 11 81 11 82
Escalators required 0.10 0.71 0.11 0.81 0.11 0.82
Escalators required 1 1 1 1 1 1
Total Escalators Required 2 2 2 2 2 2
7.9.20 As shown in Table 7-33, there are sufficient escalators to accommodate the assessed scenarios, with two

escalators required during each peak period.

WARREN STREET STATION ASSESSMENT SUMMARY

7.9.21 As shown in the assessment above the current Warren Street station configuration of ten gates and three
escalators can accommodate the additional flows expected to be generated by the Proposed

Development.

7.9.22 As set out in Paragraphs 7.9.9 to 7.9.12, the permanent changes to the underground network with the
opening of the Elizabeth Line mean that travel patterns have changed and Warren Street is expected to

have additional station capacity.



7.10.1 Following the pre-application response from TfL. There is a request for a contribution to:
Expand Cycle Hire capacity by creating a new docking station with the red line boundary.

7.10.2 Figure 7-7 shows the location of the nearest cycle hire stations as well as the publicly accessible short-stay
cycle parking.

7.10.3 There are four cycle hire docking stations within 400m of the site with the closest located on the eastern
footway of Hampstead Road adjacent to the Proposed Development. Between them, they offer access to
120 cycles. The locations of the docks and their capacity are:

® Hampstead Road, Euston (54 bicycles)
® Longford Street, The Regent’s Park (21 bicycles)
® Bolsover Street, Fitzrovia (19 bicycles)

® Warren Street station, Euston (26 bicycles)



7.10.4 Cycle Hire usage data has been extracted from public TfL data® for the latest available month (22" May 23
to 18" June 23). The data provides the date and time of each hire, along with the starting station, end

station and duration of hire period.

7.10.5 Where the starting or end station is Hampstead Road or Warren Street, this data has been extracted to
produce a monthly arrival and departures profile by day as shown in Figure 7-8 and Figure 7-9.

> cycling.data.tfl.gov.uk



7.10.6

7.10.7

The Hampstead Road hire station which consists of 56 docks has an average weekday daily usage of 41

arrivals and 40 departures. Warren Street hire station consists of 26 docks and has an average weekday
daily usage of 84 arrivals and 85 departures.

A midweek (Tuesday, Wednesday and Thursday) hourly profile was extracted from the from the data to
understand the average arrival and departure profile over a 24-hour period for both the Hampstead Road
Warren Street docking station which are shown in Figure 7-10 and Figure 7-11.



7.10.8 The Hampstead Road docking station shows a flat daily profile with a balanced number of docks and hires
over the day, whereas the Warren Street profile shows a number of hires during the morning peak and a
number of docks during the afternoon peak.

7.10.9 The daily profile for Warren Street suggests that it is used by commuters linked to Warren Street Station
(AM hires and PM docks) and it would not be expected that employees or visitors to the Proposed
Development will use the Warren Street docking station.

7.10.10 The latest figures provided by TfL in Figure 7-12 show that cycle hire in September 2023 was down circa
35% per cent, compared to September 2022 and it is the lowest number since 2013, when fewer bikes and
docking stations were available.®

6 https://www.bbc.co.uk/news/uk-england-london-66541858



7.10.11

7.10.12

7.10.13

7.10.14

The drop in usage of the TfL cycles could be attributed to two factors, the TfL hire charges were raised in
September 2022, and the growth of other cycle hire operators such as Lime, Human Forest, Tier etc which
offer electric bikes.

SUMMARY

It is not expected that employees or visitors to the Proposed Development will use the Warren Street
cycle hire station, as the Hampstead Road docking station is adjacent to the development.

A small number of employees or visitors to the Proposed Development will use one of the cycle hire
schemes available. As shown in the latest TfL data on cycle hire usage, the number of hires and docks is
reducing. This will mean that fewer employees or visitors will use the docking station, which will increase
the space capacity should employees or visitors wish to use it.

It is therefore unnecessary to provide a contribution to a new docking station when the data provided by
TfL shows a significant reduction in use. The Hampstead Road docking station is currently underutilised
with sufficient capacity to accommodate any increase in usage associated with the Proposed
Development.



7.11.1 The Proposed Development is car-free and will generate negligible vehicle trips. The Proposed
Development removes circa 100 car parking spaces within the basement and therefore reduce traffic
generation when compared to the permitted sue of the site.

7.11.2 A total of 14 delivery and servicing vehicles are forecast in the peak hour (10:00-11:00), as set out in
Section 7.4.
7.11.3 The Proposed Development will have a negligible impact on the local highway network.

TFL—- FUTURE OF TEMP - HAMPSTEAD ROAD

7.12.1 As part of the TfL improvements to sustainable travel, minor works are proposed on Hampstead Road
between its junctions with Euston Road and Drummond Street. The proposed works include:
e Arelocated northbound bus shelter;
e  Minor northbound kerb works;
e Northbound cycle lane extended circa 20m to the south;

o New southbound bus stop, and shelter

7.12.2 An extract from TfL drawing number STPJ271C-ARC-010-02_01-DRG-HE-00002-C01 is shown in Figure
7-13.
7.12.3 It is understood that these works are being delivered by TfL in Q4 of 2023 and are not part of the

development proposals.



7.12.4

7.12.5

7.12.6

7.13.1

7.13.2

7.13.3

7.13.4

TFL EUSTON CIRCUS/HAMPSTEAD ROAD — GREENING OPTIONS

A Future Greening scheme is currently being developed by TfL which seeks to improve the Euston Circus
junction and the Hampstead Road environment by providing additional greening along with improvements
for pedestrians, cyclist and bus users.

Figure 7-14 is TfL's outline proposals for potential greening options on the Hampstead Road corridor
adjacent to the Site. The works include revisions to the north and southbound bus stops, kerb works at the
Euston Circus junction and greening improvements at both the junction and Hampstead Road.

Although these works are not related to the Proposed Development, discussions are taking place with TfL
over the mechanism of delivering improvement works to the footways adjacent to the site which form
part of the Transport for London Road Network.

A number of management plans will be implemented to ensure the Proposed Development encourages
sustainable travel and operates efficiently. It is expected that these plans will be secured by planning
conditions or obligations.

OUTLINE TRAVEL PLAN

As part of this application, an Outline Travel Plan (TP) has been prepared in accordance with TfL and DfT
guidance, which sets out a range of preliminary management strategies and measures to support and
encourage sustainable travel.

The overall aim/objective of any TP should be to minimise the impact of travel on the local and wider
environment and to promote sustainable travel choices, such as walking, cycling and public transport.

The TP identifies the requirement for specific travel plans to be developed upon occupation of the site.



7.13.5

7.13.6

7.13.7

7.13.8

7.13.9

7.13.10

DRAFT DELIVERY & SERVICING PLAN

A Draft Delivery & Servicing Plan (DSP) will be prepared, setting out a management strategy to ensure the
site can be serviced in an efficient and safe manner.

A DSP has been produced to support the planning application as a standalone document in order to
manage refuse, delivery and service vehicle arrangements and overall accessibility. While it is recognised
this will be a live document that will need to be adapted over the life of the development, the DSP sets out
a range of management strategies and measures to ensure the site can be readily serviced in an efficient
and safe manner without inconveniencing others.

CAR PARKING DESIGN AND MANAGEMENT PLAN

A Car parking Design and Management Plan (CPDMP) will be prepared, setting out a management strategy
to ensure the proposed accessible parking on site can be designed and managed in an efficient and safe

manner.

OUTLINE CONSTRUCTION LOGISTICS PLAN

An Outline Construction Logistics Plan (CLP) has been prepared setting out a construction logistics strategy
to ensure the site can be accessed in an efficient and safe manner.

Ahead of deconstruction and construction, a contractor will be appointed who will ensure that a detailed
CLP is prepared to satisfy planning conditions to secure its production prior to the commencement of any
works. This will be prepared in accordance with TfL Construction Logistics Plan Guidance.

The detailed CLP will provide the necessary vehicle swept path drawings to confirm the safe site
access/egress and manoeuvrability within the site for deconstruction and construction by various vehicle
types, including any abnormal loads.



8.1.1

8.1.2

8.1.3

8.2.1

8.2.2

8.2.3

8.2.4

8.2.5

8.2.6

This section of the TA sets out the Outline Construction Logistics Plan (CLP) to support the planning
application. It summarises the key transport-related matters during the construction works of the Proposed
Development.

A detailed CLP will be prepared before construction and implemented and monitored throughout the
construction programme.

An appropriate planning condition will secure the requirement for a detailed CLP, which will be prepared
following TfL’s Construction Logistics Planning Guidance (the ‘Guidance’) before the commencement of
deconstruction and construction.

Relevant local and regional planning policies and guidance have been reviewed to provide context for
deliveries and servicing concerning the development proposal.

LONDON PLAN (2021)

The London Plan is part of the statutory development plan and aims to ensure that London's transport is
easy, safe, and convenient for everyone and actively encourages more walking and cycling.

Policy T7, ‘Freight and Servicing’, states that Construction Logistics and Delivery and Servicing Plans will be
required and should be developed in accordance with Transport for London guidance and in a way that
reflects the scale and complexities of developments.

TFL CONSTRUCTION LOGISTICS PLAN GUIDANCE

TfL issued the Guidance to ensure that CLPs of high quality are produced to minimise the impact of
construction logistics on the road network.

The Guidance focuses on reducing the impact of construction in terms of the following:

e environmental impact: lower vehicle emissions and noise levels;
e  road risk: improving the safety of road users;
e congestion: reduced vehicle trips, particularly in peak periods, and

e  cost: efficient working practices and reduced deliveries.

CLPs provide a framework for understanding and managing construction vehicle activity into and out of the
Proposed Development and should detail:

e the amount of construction traffic generated;

e the routes the construction vehicles will use and consideration of local impacts;

e theimpact on relevant community considerations, and

e any traffic management that will be in place.



8.2.7 The Guidance states that an Outline CLP should be provided which gives the planning authority an overview
of the expected logistics activity during the construction programme. A detailed CLP is submitted to a
planning authority pursuant to and in the discharge of a condition imposed on the planning permission. It
provides the planning authority with the logistics activity expected during the construction programme.

8.2.8 The Guidance suggests a range of measures and strategies that should be considered to reduce the impact
of construction on the local environment.

CONTEXT PLANS

8.2.9 Figure 8-1 shows the location of the Proposed Development in a regional context, including:

e  Strategic roads that are likely to be used to access the Site; and

e Community considerations (i.e., stations and greenspace).

8.2.10 Figure 8-2 shows the location of the site in relation to the surrounding local area. Figure 8-3 shows the site
boundary plan showing the extent of footways, other buildings, cycle lanes and road markings



Figure 8-2: Site Located in the Context of the Local Transport Network

Figure 8-3: Planning Application Boundary Plan (Ground floor)
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83.1

8.3.2

8.4.1

8.4.2

8.4.3

The overall objectives of the CLP are to:

e Lower emissions;
e Enhance safety — improve vehicle and road users' safety; and

e Reduce congestion — reduce trips overall, especially in peak periods.
To support the realisation of these objectives, several sub-objectives are provided:

e Encourage construction workers to travel to the Site by non-car modes;

e  Promote smarter operations that reduce the need for construction travel, or that reduce or
eliminate trips in peak periods;

e Encourage the use of greener vehicles and sustainable freight modes;

e Manage the ongoing development and delivery of the CLP with construction contractors;

e Communicate Site delivery and servicing facilities to workers and suppliers; and

e Minimise queueing and disrupting the traffic along the surrounding roads.

Planning for deconstruction and construction is understandably at a preliminary stage and may be subject
to review and modification during detailed construction planning. For this reason, the following
information is based on reasonable assumptions in the construction programme and the collective
experience of the consulting team with similar projects. Nevertheless, the indicative programme at this
stage is representative of a programme that is reasonable and achievable. The programme presents the
likely sequence of activities, site logistics and the mitigation measures that will be implemented.

The development will be delivered over three main phases:
e Phase 1 —Site set up and Deconstruction to Ground Level
e Phase 2 — Enabling and substructure works and
e Phase 3 —Superstructure, envelope, and fit-out

The construction programme is expected to be of the order of 60 months. Table 8-1 and Figure 8-4
outlines the main activities to be undertaken and the approximate duration of the works. Some activities
will occur concurrently. A copy of the indicative construction programme is provided in APPENDIX G.

Start Date Completion Date
Construction Task/Activity Duration
(Quarter and Year) (Quarter and Year)
Site Set-up and Deconstruction
Q12025 Q4 2026 24 months
Works

Substructure — Piling and

Q1 2026 Q2 2027 14 months
Basement Walls

Superstructure (slabs and

Q3 2027 Q3 2029 27 months

steelworks)




85.1

8.5.2

853

8.5.4

8.5.5

Cladding Q3 2027 Q2 2030 31 months
Finishes and Fitout Q2 2027 Q1 2030 36 months
Testing and Commissioning Q3 2029 Q2 2030 11 months
External Works (Landscaping and
. Q2 2029 Q4 2029 8 months
public realm)
PROGRAMME \ [ 1 \ [ ] \ [ T ]
2025 2026 2027 2028 2029 2030
Stage Duration (months)
Ql | Q2| Q| Q| Q1 |Q2|Q|Q|Q|Q)| a Ql | Q| Q| Q| Q| Q)| a3 Q1 | Q2 | @3

Site Set Up & Demolition Works

24

Excavation

4

Piling & Basement Walls

14

Super structure - Slabs

27

Super structure - Steelwork

27

Cladding 31
Finishes and Fit out 36

Testing & Commisioning 11
Landscape (Public Realm) 8 | | | | | | | |

Prior to the commencement of any site works, all occupiers surrounding the site will be notified in writing
of the nature and duration of the works to be undertaken. The name and contact details of the person
responsible for the site works will be included in the introductory letter, and this will be used for all
enquiries and complaints for the entire duration of the works. Updates of work will be provided regularly,
and any complaints will be properly addressed as quickly as possible as part of the Contractor’s
commitment to the Considerate Contractors Scheme.

The safety of the public and protection of pedestrians will be provided for at all times by having the
construction area, materials storage areas and waste storage areas either hoarded or fenced with lockable
access. Relevant signage will be erected to ensure adequate warning/information regarding the health
and safety of the public.

ENABLING WORKS

All construction site boundaries will be enclosed by clean, safe and well-maintained hoardings. These
hoardings will be designed to allow the displaying of relevant signage and notice boards to ensure good
communication with the local neighbourhood. Low-voltage bulkhead lights will be installed as part of the
hoardings to ensure footpaths, signage, and notice boards are well-lit.

During this period, the office welfare accommodation will be set up along with access routes and
temporary services.

DECONSTRUCTION

The initial period of the deconstruction programme will involve the installation and setup of the principal
temporary works required for the deconstruction, namely a tower crane situated on top of the existing
reinforced concrete lift core structure and the installation of a descending screen at the roof level,
supported by a framework to enable the removal of the existing cladding.



8.5.6

8.5.7

8.5.8

8.5.9

8.5.10

8.5.11

8.5.12

8.5.13

8.5.14

8.5.15

8.5.16

8.5.17

As the works commence, the product of the deconstruction work will be moved to the ground level and
basement levels for removal from the site. Deconstruction arisings will be transported to the basement
level through an existing satellite lift shaft fitted with baffles, and demounted glass and metal mullions will
be transported to ground level in a hoist situated in another satellite lift shaft.

Deconstruction arisings will be removed from the basement via eight-wheeled tipper vehicles that access
the area from the Regent’s Place Service Yard entrance on Longford Street, whereas demounted cladding
and the like will be transported from the site via ground-level access from the Euston Road exit slip road
entrance.

ENABLING WORKS AND SUBSTRUCTURE

As the deconstruction works progress, the ground to the second-floor structure will be removed, leaving
the cross shape of the original building, known as the pinwheel, in place. Once this ‘podium’ structure is
removed, the ground-level slab will be removed to open the existing basement to blue sky.

It is currently anticipated that the basement wall to the south and east elevations will require support in
the temporary condition.

Following the removal of the ground-level slab and the grubbing out of the existing basement slab
construction, a piling mat will be installed, from which new piles will be installed. This will include piles for
tower crane bases and the like. Once the piling works are completed and tower cranes installed as
required, pile cap/raft construction will follow as the deconstruction works of the existing pinwheel to the
basement level conclude.

As the pile cap/raft slab works continue, the construction of vertical elements to the underside of the
proposed ground-level slab will follow, as will the ground-level slab itself.

In addition to deconstruction works, it is anticipated that an element of enabling works for the proposed
steelwork substructure will be incorporated into the central core as the deconstruction lowers the existing
building.

SUPERSTRUCTURE, ENVELOPE AND FITOUT

Upon completion of the ground floor, superstructure steelwork and precast floor plank installation will

commence.

Steelwork will be installed over three levels to accommodate the fascia bracing to the structure, followed
by three levels of precast plank installation to provide the floor structure. This process will continue to rise
up the building, utilising the tower cranes for installation.

Once the superstructure has reached an appropriate height, the installation of the unitised cladding
panels will commence to follow the superstructure steelwork and precast planks.

Mechanical and electrical installation will occur concurrently with the superstructure and cladding works,
and fitout works will follow once a floor is enclosed and weathertight.

Following the completion of the superstructure and cladding works, the external cranes and hoists will be
dismantled.



8.5.18

8.6.1

8.6.2

8.7.1

8.7.2

8.7.3

8.7.4

EXTERNAL WORKS/LANDSCAPING

External works and landscaping for the Proposed Development will be undertaken at the end of the
construction programme. Along with the proposed landscaping and public realm works, making good of
any temporary arrangements and/or any damage to footpaths surrounding the site may be required.

The efficient management of the Site logistics will be vital to the project's success. A key logistics strategy
for a construction project is to ensure that the products and materials arrive on-site at the time and in the
required quantities.

The contractors will ensure that the necessary pre-planning is undertaken and that the quality of the
communication between those planning the project and those supplying the products and materials is
maintained throughout the project.

The contractor will use designated construction traffic routes for deliveries to the Site, waste removal, etc.

Access routes to and from the Site to be used by HGVs will be agreed upon with LBC and TfL before the
initiation of the construction programme via the detailed CLP to minimise disruption to the road and
pedestrian network. The strategic road network will be used as far as possible to reach the Site.

During all phases, access to the Site will be from Longford Street (Rigid HGV basement access only), Euston
Road and Hampstead Road.

It is anticipated that the primary routes for construction traffic will be Euston Road and Hampstead Road.
All vehicles will enter or exit the Site area from the Strategic Road Network (SRN) via the M25, M4 or the
M1, or via the Transport for London Road Network to and from the Site. Using the SRN and TLRN are the
most appropriate routes for construction vehicles and the addition of the expected construction traffic
numbers associated with the Proposed Development will lead to an imperceptible change on these heavily
trafficked routes.



8.7.5

8.7.6

8.7.7

8.7.8

The regional plan in Figure 8-5 shows the access from the Strategic Road Network (M4 and M1) via the
A40 and A41. Local entry access is then via Euston Road to the site or Longford Street to access the
existing basement. Egress is via Hampsted Road to the north and connecting to the Strategic Road
Network via the Al.

The route avoids local residential streets and TfL designated cycle routes. It provides the most appropriate
routing for access to the site.

All delivery vehicles to the Site will be informed by the contractor (once appointed) of the access strategy
and requested to follow these routes (rather than other local residential roads) depending on the direction
in which the respective deliveries originate.

Figure 8-6 shows the proposed local vehicle routing.



8.7.9 Once the contractor is appointed, further opportunities to maximise vehicle access to the Site will be
investigated to reduce the construction programme and mitigate associated impacts.

8.7.10 These will be included within the submitted detailed Construction Environmental Management Plan and/or
the Construction Traffic Management Plan, which are expected to be secured by a planning condition. A
Draft Construction Management Plan Camden Proforma has been submitted with the planning application.



SITE CONSTRAINTS

8.8.1 The Site is bound by Euston Road off slip (eastbound) to the south, Hampstead Road (two-way) to the
east, Brock Street to the north and Regent’s Place Plaza to the west both of which are pedestrianised.

8.8.2 Hampstead Road to the east of the Site comprises four traffic lanes, made up of a northbound bus and
cycle lane, and a general traffic lane. Southbound is the same configuration with a shared bus and cycle
lane and one general traffic lane. Adjacent to the northeast of the corner of the Site, the northbound
Hampstead Road bus stop and flag are located as shown in Figure 8-7.

8.8.3 Vehicle access via Brock Street is restricted due to the existing Hampstead Road bus stop, the tree of
importance (Category A) and overhangs from neighbouring buildings as shown in Figure 8-7.

8.8.4 Euston Road off-slip to the south comprises three eastbound traffic lanes. The left flare comprises Bus
Stop KA Warren Street and is a left turn only flare. The middle lane is straight on to Euston Road on-slip
and North Gower Street. The right lane is straight on and right to Euston Road and Gower Street south.
The Euston Road off-slip bus stop and shelter are shown in Figure 8-8.



Figure 8-8: Euston Road off-slip Bus Stop

8.8.5 The Regent’s Place Plaza to the west of the Site has a 5T weight restriction over the basement below
restricting vehicle access to the Site as shown in Figure 8-9.

Figure 8-9: Indicative Estate wide Loading Plan

8.8.6 Due to constraints within the basement, vehicle access is restricted to rigid HGVs with a maximum height
of 4.1m.
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8.8.7 Based on vehicle access constraints to the Site, the Euston Road off-slip to the south and Hampstead Road
to the east are the only vehicle access locations that can accommodate the articulated vehicles that are
necessary during construction.

8.8.8 Figure 8-10 shows the existing site constraints in terms of ground level vehicle access.

OPTION A —TRITON SQUARE, REGENTS PLACE PLAZA AND TLRN ACCESS

ACCESS SUMMARY

8.8.9 Option A proposes the use of Triton Square and Regent’s Place Plaza as the vehicle access, manoeuvring
and loading/unloading area. As the proposed deconstruction and construction requires access from two
sides to make the most efficient use of the tower cranes, entry would also be required from Euston Road
off-slip with exit onto Hampstead Road as shown in Figure 8-11 to Figure 8-14.



Figure 8-11: Construction Logistics Strategy — Option A — Phase 0

Figure 8-12: Construction Logistics Strategy — Option A — Phase 1
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Figure 8-13: Construction Logistics Strategy — Option A — Phase 2

Figure 8-14: Construction Logistics Strategy — Option A — Phase 3

ENABLING WORKS REQUIRED

e Basement and ground level construction of new vehicle route over pedestrianised Triton Square
and Regent’s Place Plaza and within operational basement;

e Construction vehicle crossovers on Euston Road off-slip and Hampstead Road; and

e Site hoarding and welfare accommodation.
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8.8.10

POTENTIAL IMPACTS

Enabling works would take significant time and delay the start of the construction programme as
the works need to be completed before Phase 1 (Deconstruction) can start;

Triton Square pedestrian route is 8.0m wide with pedestrian and cycle access points on both
sides. Can a safe construction route, that provides vehicle (construction and emergency) access
be provided whilst retaining access to the buildings;

Fire vehicle access required throughout construction. Fire tender route cannot be retained during
enabling works. Significant hazard;

Landscaping on Triton Square to be removed for whole construction programme;

The basement servicing area may be out of action to accommodate the strengthening works —
This impacts the operational requirements of 10 Brock Street and 20-30 Brock Street including
the retail units at ground level, that are serviced from the shared loading bays;

Construction vehicles may not be able to use the basement loading area due to
structural/strengthening works;

Basement impacts to parking areas and 10 Brock Street access routes. Potential loss of routes
during both the enabling works and through the construction programme.

Fire escapes along the route from 1 and 4 Triton Square, and The Old Diorama Arts Centre to be
retained;

The existing pedestrian access to Triton Square, Regents Plaza and Brock Street will be severely
impacted by the enabling works and hoarding required for vehicle manoeuvring and
loading/unloading within Triton Square and Regent’s Place Plaza;

Pedestrian Comfort Levels affected due to enabling works construction and the hoarding
requirements for vehicle manoeuvring and loading/unloading within Triton Square and Regent’s
Place Plaza. PCLs affected for the entire construction programme;

Lease and legal access agreements affected by enabling works both at ground level and within
the basement;

Significant impact to construction viability — significant financial costs associated with the
enabling works and the extension to the construction programme;

Construction vehicle crossovers required on Euston Road off-slip and Hampstead Road;

On-street double length pit lane required on Euston Road off-slip during Phase 2 of construction
and single length during Phase 3.

OPTION B - BASEMENT AND TLRN ACCESS — HAMPSTEAD ROAD BUS STOP SUSPENDED

ACCESS SUMMARY

Option B proposes the use of the existing basement, and entry via Euston Road with vehicles exiting in
two locations on Hampstead Road. To facilitate the northern egress on Hampstead Road, it is proposed
the northbound bus stop is suspended for the duration of the construction programme. High-level access

proposals for each construction phase are shown in Figure 8-15 to Figure 8-17.



Figure 8-15: Construction Logistics Strategy — Option B — Phase 1

Figure 8-16: Construction Logistics Strategy — Option B — Phase 2
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8.8.11

ENABLING WORKS REQUIRED

e Construction vehicle crossovers on Euston Road off-slip and two crossovers on Hampstead Road;
e Hampstead Road northbound bus stop to be suspended; and

e Site hoarding and welfare accommodation

POTENTIAL IMPACTS

e Significant disruption to bus users at Hampstead Road. The nearest bus stops are 250m north or
between 150m and 175m to the south and southeast. The suspension of the bus stop would be
for the duration of the constriction programme (60-months/5-years)

e Construction vehicle crossovers required on Euston Road off-slip and two on Hampstead Road;

e On-street pit lanes required on Euston Road off-slip and Hampstead Road during Phase 2 of
construction.

e Significant impact to construction viability — significant financial costs associated with the
suspension of the bus stop for the whole construction programme.

OPTION C - BASEMENT AND TLRN ACCESS — HAMPSTEAD ROAD BUS STOP RELOCATED

ACCESS SUMMARY

Option C proposes the use of the existing basement, and entry via Euston Road with vehicles exiting in
two locations on Hampstead Road. To facilitate the northern egress on Hampstead Road, it is proposed to
relocate the northbound bus stop approx. 18m north for the duration of the construction programme. The
high-level access proposals for each construction phase are shown in Figure 8-18 to Figure 8-20.



Figure 8-18: Construction Logistics Strategy — Option C — Phase 1

Figure 8-19: Construction Logistics Strategy — Option C — Phase 2
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ENABLING WORKS REQUIRED

e Construction vehicle crossovers on Euston Road off-slip and two crossovers on Hampstead Road;
e Hampstead Road northbound bus stop to be relocated (existing shelter to be reused); and

e Site hoarding and welfare accommodation

POTENTIAL IMPACTS

e  Minor disruption to bus users at Hampstead Road. The bus stop is proposed to be relocated 18m
north and the redundant bus shelters to be reused. The relocation of the bus stop would be for
the duration of the constriction programme (60-months/5-years)

e Construction vehicle crossovers required on Euston Road off-slip and two on Hampstead Road;

e On-street pit lanes required on Euston Road off-slip and Hampstead Road during Phase 2 of
construction.

e  Minor impact to construction viability — minor financial costs associated with the relocation of the
bus stop for the entire construction programme.

OPTION D - BASEMENT AND TLRN ACCESS — HAMPSTEAD ROAD BUS STOP RETAINED

ACCESS SUMMARY

8.8.12 Option D proposes the use of the existing basement, and entry via Euston Road with vehicles exiting onto
Hampstead Road on one location. For this option is it proposed to retain the northbound Hampstead Road
bus stop for the duration of the construction programme. High-level access proposals for each
construction phase are shown in Figure 8-21 to Figure 8-23.



Figure 8-21: Construction Logistics Strategy — Option D — Phase 1

Figure 8-22: Construction Logistics Strategy — Option D — Phase 2
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ENABLING WORKS REQUIRED

e Construction vehicle crossover on Euston Road off-slip and on Hampstead Road;

e Site hoarding and welfare accommodation

POTENTIAL IMPACTS

e  Minor disruption to bus users at Hampstead Road. The extension to the construction programme
will mean the hoarding line will be in place for the duration of the construction programme (eight

years)
e Construction vehicle crossovers required on Euston Road off-slip and Hampstead Road;

e On-street double length pit lane required on Euston Road off-slip during Phase 2 and Phase 3 of
construction.

e Significant impact to construction viability — major financial costs associated with the extension of

the entire construction programme by circa three years.

SUMMARY OF CONSTRUCTION LOGISTICS STRATEGY OPTIONS

8.8.13 Larger version of the Construction Logistic Options and Phasing Plans are contained within APPENDIX H

8.8.14 Whilst it is understood that there will always be impact with such significant construction works adjacent
to a busy transport network, the options discussed above have been analysed and their impacts reviewed
against a number of users including pedestrian, cyclists, bus users and general road users, along with the
construction programme and financial viability of the construction.

8.8.15 The summary set out in Table 8-2 to Table 8-5 and included in APPENDIX | shows a ‘Traffic Light’ impact
study of the various users against each construction logistic strategy options.



Table 8-2: Impact Study — Option A

Table 8-3: Impact Study — Option B

Velocity Transport Planning Limited Transport Assessment

Project No22/181 Doc No D002 Euston Tower, Regent's Place

Page 142 December 2023



Table 8-4: Impact Study — Option C

Table 8-5: Impact Study — Option D
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8.8.16

8.8.17

8.8.18

8.8.19

8.8.20

8.8.21

8.8.22

Option C provides the least impact on all users listed above and has the shortest construction programme
which reduces the time where certain users are impacted. i.e. pedestrians are impacted due the hoarding
line and reduced footway widths for five years in Option C or eight years in Options A or nine years in
Option D.

The impacts to all users on the relocation of the Hampstead bus stop are listed below:

e Minor impact to all bus users

e  Minor impact on bus delay — construction vehicle access points — Phase 2 pit lanes on both
Euston Road and Hampstead Road

e Shortest construction programme (5-years)

e  Minor impact to cyclists — required to join general traffic for approx. 80m until joining existing
cycle lane.
e  Minor impact to pedestrians on Hampstead Road and Euston Road due to the hoarding line and

construction vehicle access points.

e  Pitlanes on both Euston Road and Hampstead Road required during Construction Phase 2

Overall, the relocation of the Hampstead Road northbound bus stop, is the least impactful on all users and

provides the most efficient construction programme.

To facilitate the construction of the Hampstead Road egress points during Phases 1 and 3 and the
introduction of a pit lane during Phase 2. It is proposed to relocate the northbound bus stop on
Hampstead Road 18m to the north and re-use the redundant bus shelters associated with the previous

location of the bus stop.

The proposed relocation retains the southbound carriageway, including the latest TfL (Future of Temp

Works) proposals as set out in Section 7.11.

As part of the proposals, the shared northbound cycle lane is removed from the bus lane between the
junction with Euston Road and to rejoin the existing cycle lane circa 80m north.

The proposed bus stop relocation is shown in Figure 8-24 and a scaled plan is included in APPENDIX J.



SITE ACCESS

8.8.23 The proposed logistics plan for the Site incorporates the following key features:
Use of the existing basement servicing area will be maximised, but is limited due to vehicle
height and length constraints;

Products and materials will be delivered to the Site by vehicle and unloaded within the Site
boundary. Marshals will strictly control any movements through the access, and short-term
temporary barriers will be erected to safeguard pedestrians where required; and

Access and egress to the site are to be controlled by banksman.

CONSTRUCTION VEHICLE ACCESS

8.8.24 Vehicular movements to and from the site will be controlled and managed. Separate access gates will be
provided for pedestrian and vehicular access to the site. A plan of the immediate site will be provided to

all delivery companies, clearly showing the access and exit points for all vehicles.

8.8.25 To facilitate the construction of the development, a qualified banksman will be on hand to ensure the safe
access and egress of construction vehicles. As set out within the Health and Safety Executive (HSE) guidance,
the traffic marshal directing vehicle movements will be trained and authorised.

8.8.26 Trained traffic marshals will be responsible for facilitating unloading/loading goods to the Site/from the

correct offloading zone and storage areas to ensure safe unloading practices.

8.8.27 The main access points for construction vehicles will be:



via the existing Longford Street basement access, which cannot accommodate articulated
vehicles;

from the Euston Road off slip and exiting the site onto Hampstead Road; or

via proposed pit lanes on Euston Road off slip and Hampstead Road during Construction Phase

2.
8.8.28 Secure gates and wheel cleaning facilities (if needed) will be established at the construction gates.
8.8.29 To minimise the likelihood of congestion during the construction period, strict monitoring and control of

vehicles entering and egressing the sites will be implemented. Construction deliveries will be carefully
planned, with delivery times agreed with each sub-contractor and supplier using a booking system.
Delivery schedules will be produced in order to look at the profiles of up-and-coming deliveries and to
regulate deliveries to avoid any potential queueing.

8.8.30 Figure 8-26 shows the proposed construction logistics layout plan for Phase 1, which includes the
reduction in the width of Brock Street to the north and the narrowing of Hampstead Road (western
footway) and Euston Road (northern footway) to a clear 2.5m in width. Vehicle access is gained from
Euston Road off slip, and vehicles exit northbound onto Hampstead Road.

8.8.31 As part of the access strategy for all construction phases, it is proposed to relocate the existing
northbound Hampstead Road bus stop by circa 18m north to allow construction vehicles to egress the
Site. The proposed relocation is covered in more detail in Section 8.10.



8.8.32 Figure 8-27 shows the proposed construction logistics layout plan for Phase 2, which includes the
reduction in the width of Brock Street to the north and the narrowing of Hampstead Road (western
footway) and Euston Road (northern footway) to a clear 2.5m in width. As the ground level slab is
removed during Phase 2, pit lanes are to be provided on both Euston Road off-slip and Hampstead Road.



8.8.33 Figure 8-28 shows the proposed construction logistics layout plan for Phase 1, which includes the
reduction in the width of Brock Street to the north and the narrowing of Hampstead Road (western
footway) and Euston Road (northern footway) to a clear 2.5m in width. Vehicle access is gained in two
locations from Euston Road off slip, and vehicles exit northbound onto Hampstead Road.

PERSONNEL ACCESS

8.8.34 Given the accessible location of the Site, most operatives are anticipated to arrive by public transport. No

operative parking will be permitted or encouraged.

8.8.35 Pedestrian access to the Site will always be segregated from vehicle traffic, with clear signage to maintain
the Site's safety and the public. Personnel access is proposed to the west of the Site via Regents Place

Plaza.

8.8.36 Once the contractor is appointed, further opportunities to maximise access to the construction Site will be
investigated to reduce the construction programme and mitigate associated impacts.

8.8.37 These will be included within the submitted detailed Construction Environmental Management Plan and/or
the Construction Traffic Management Plan, which are expected to be secured by a planning condition. A
Draft Construction Management Plan Camden Proforma has been submitted with the planning application.



8.9.1

8.9.2

8.9.3

8.9.4

A PCL assessment has been undertaken of existing flows on the surrounding footways during the peak

hour throughout the construction period, the results of which are shown in Table 8-6.

Ref. Link Link Type Peak Hour Flow Clear Footway Width PCL
1 Euston Road Office and Retail 1,583 2.5m B+
2 Euston Road Office and Retail 1,583 2.5m B+
3 Hampstead Road Office and Retail 1,068 2.05m* B
4 Hampstead Road Office and Retail 1,068 2.5m A-

*Existing landscaping and street furniture

The PCL assessment indicates that:

Based on TfL’s ‘pedestrian comfort guidance technical note,” a PCL of ‘B is considered to be ‘comfortable’.

On Euston Road (northern footway), pedestrian conditions will be comfortable with peak hour

PCLs of B+;

On Hampstead Road South (western footway), the PCL is expected to be B in the peak hour;

On Hampstead Road North (western footway), the PCL is expected to be A- in the peak hour;

’

The PCLs on all links are considered acceptable given that the construction scenario is temporary and will

improve following the completion of construction works and opening of the Proposed Development. The

contractor will review opportunities to maximise footway widths throughout the construction

programme.



8.10

STRATEGIES TO REDUCE CONSTRUCTION IMPACTS

8.10.1 A few strategies and measures are planned to reduce the impacts of construction and construction traffic
on the local area. The planned measures can be categorised as follows:
e Committed - measures that will be implemented as part of the CLP;
e Proposed - measures that are feasible and likely to be implemented. Once a contractor is
appointed, these measures will be studied further and confirmed within the detailed CLP; and
e Considered - measures that are unlikely to be implemented or feasible but could be investigated
or become relevant in the future.
8.10.2 Table 8-7 summarises the planned measures for constructing the Proposed Development based on the
checklist provided in TfL's CLP guidance.
Table 8-7: Construction Planned Measures
Safety and environmental standards and "
programmes
Adherence to designated routes
Delivery scheduling
Re-timing for out-of-peak deliveries
Re-timing for out-of-hours deliveries
Use of holding areas and vehicle call-off areas X
Use of logistics and consolidation centres
Vehicle choice
Freight by water
Freight by rail
Design for manufacture and assembly and off-
site manufacture
Re-use of material on the Site
Smart procurement
Collaboration with other Sites in the area
8.10.3 The CLOCS (Construction Logistics and Community Safety) standard will be signed up to, which will ensure
that the construction contractor (as well as suppliers and sub-contractors) follow safe practices in the
management of their operations, vehicles, drivers and construction sites.
Velocity Transport Planning Limited Transport Assessment
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8.10.4

8.10.5

8.10.6

8.10.7

8.10.8

8.10.9

8.10.10

8.10.11

8.10.12

8.10.13

8.10.14

All construction vehicle operators will be required to be accredited in line with the Fleet Operator
Recognition Scheme (FORS). FORS accreditation confirms that a fleet operator can demonstrate that
appropriate systems and policies exist to ensure drivers are suitably fit, qualified and licenced to operate
vehicles which are properly maintained, equipped and insured. It is a mechanism by which adherence to
the CLOCS standard can be assured and monitored.

A delivery scheduling system is planned to allow for the control and management of the timings of
deliveries. Booking availability will be determined by unloading space available activities on site and
managed carefully to minimise impacts on the local transport network. A comprehensive daily logistics
schedule will be maintained, and unauthorised deliveries will be turned away until the approved
procedure has been followed.

Construction staff on site will be prepared for the arrival of all vehicles to prevent vehicles needing to wait
on the public highway. Deliveries will be made ‘just in time’ to minimise the amount of space required on
site for construction materials. Hard copies of daily delivery schedules will be displayed at prominent
locations, e.g., provided at the gate/ offloading points, at hoists and also issued to drivers, forklift drivers
and any other materials handling equipment operators, all of whom need to be in constant radio
communication with one another. All radio users will be trained on correct radio procedures and
protocols.

To prevent the contamination of local roads, a proprietary wheel wash system and a jet wash will be in
place inside the site delivery gates. The system will clean the wheels and undercarriage of vehicles during
the deconstruction, substructure and superstructure phases. The traffic marshal will then check each
vehicle for cleanliness before allowing the vehicle to leave the site. Additionally, working practises will be
selected to minimise the release of dust, for example, through water suppression during cutting
operations.

Any abnormal loads will be planned in advance and agreed upon with the Highways Authority.

The use of an off-site construction consolidation centre will be investigated; however, the booking system
will allow deliveries to be managed efficiently. Where possible, vehicles will be fully loaded, thereby
minimising the number of vehicle trips made by tipper trucks and concrete mixing trucks.

Smart procurement will be encouraged in order to share suppliers and minimise the number of
construction vehicle trips. All suppliers will be made aware of access and routing requirements.

The use of water and rail modes to transport freight is unlikely to be practical given that there will be
limited demolished or muck-away material to remove. Off-site manufacture and re-use of material will be
investigated and proposed where practical. Once appointed, the contractor will develop a plan to
maximise smart procurement.

A staff Travel Plan will be prepared by the contractor as part of the Detailed CLP to encourage the use of
sustainable modes considering the good level of public transport accessibility. Car parking for
construction workers will not be provided. Staff cycle parking facilities will be provided.

Construction is anticipated to take place during normal construction working hours (08:00 — 18:00 Mon-
Fri, 08:00-13:00 Saturday). Is it anticipated that there might be some work carried out outside of these
hours (e.g., concrete pours).

Once appointed, the contractor will investigate the opportunity to collaborate with other local
construction sites.



8.11.1 Based on the indicative programme and construction information, the estimated number of construction
vehicle trips (two-way) for both LGVs and HGVs is summarised in Figure 8-29. The anticipated monthly
number of vehicles is expected to peak during Q3 of the third year of the deconstruction and construction
period. The peak will generate approximately 50 two-way vehicle movements per day.

8.11.2 The number of vehicles accessing the site summarised in Table 8-8 has been estimated based on our
previous experience, proposed programme, and construction methodology.

Estimated Number Peak No. of Trips

Construction Task/Activity Period of Stage : :
of Monthly Trips (Daily)
Site Set-up and Demolition Works Q12025 -Q4 2026 226 11
Substructure — Piling and Basement Walls Q12026 - Q2 2027 314 16
Superstructure (slabs and steelworks) Q3 2027 - Q3 2029 119 5
Cladding Q3 2027 - Q2 2030 21 1
Finishes and Fitout Q2 2027 - Q12030
108 5
Testing and Commissioning Q3 2029-Q2 2030
Peak period of Construction Q12027 466 25
8.11.3 Figure 6-1 illustrates the peak hourly volumes of construction vehicles anticipated during construction

based on estimations of construction material volumes and the programme within Figure 8-4.



8.11.4

8.11.5

8.11.6

Around ten construction vehicle arrivals and ten construction vehicle departures are expected on a
typical/average day. Peak demand is expected to generate circa 25 vehicle arrivals and 25 vehicle
departures per day.

The peak demands can be accommodated on the transport network with minimal impact. Vehicles will
access and egress directly from the strategic road network.

No construction staff car parking will be provided on site and no construction workers are expected to
travel by car.



8.11.7 As set out above, it is proposed that all construction vehicles will access the Site from the west and enter
via the existing basement on Longford Street or via new construction vehicle crossovers on Euston Road
off-slip. All construction vehicles will exit the site to the north via Hampstead Road from the existing
basement or via new construction vehicle crossovers on Hampstead Road. The indicative construction
logistics strategy is shown in Figure 8-31.

VEHICLE ROUTING AND ESTIMATED MOVEMENT BY PHASE

8.11.8 Where possible, use of the existing basement will be maximised, but access is restricted by vehicle length
and height, meaning that larger articulated vehicles have to access the site at ground level. Based on the
estimated vehicle movements for each construction task, vehicles have been distributed between the
basement access and ground level site access for each phase of construction.

PHASE 1 — DECONSTRUCTION TO GROUND LEVEL

e Site setup and deconstruction - 90% via basement, 10% at ground level.
e Basement excavation and piling - 50 % via basement and 50% at ground level.
8.11.9 It is expected that the peak month for construction vehicles will occur during Phases 1 and 2 where an

estimated 25 vehicles per day (50 two-way movements) are expected. The construction vehicle
distribution is shown in Figure 8-32.



PHASE 2 — DECONSTRUCTION OF GROUND SLAB, AND RETURN TO GROUND LEVEL
e Sub-structure - 50 % via basement and 50% at ground level.

8.11.10 It is expected that the peak month for construction vehicles will occur during Phases 1 and 2 where an
estimated 25 vehicles per day (50 two-way movements) are expected. The construction vehicle

distribution is shown in Figure 8-33.



PHASE 3 — ABOVE GROUND CONSTRUCTION

e Super-structure - 10% via basement and 90% at ground level.
e C(Cladding - 10% via basement and 90% at ground level.
e  Fitout, testing and commissioning - 10% via basement and 90% at ground level.
e  Public Realm - 10% via basement and 90% at ground level.
8.11.11 It is expected that during Phase 3, the peak construction trips will be reduced from Phases 1 and 2, and it

is estimated that a peak of eleven vehicles per day (22 two-way movements) are expected. The
construction vehicle distribution is shown in Figure 8-34.



8.12.1

8.12.2

8.12.3

IMPLEMENTING

In the first instance, the Outline CLP will be issued to LBC and TfL for review as part of the planning
application. The local community will be consulted to identify any concerns about construction activity and
traffic. An appropriate planning condition/obligation will secure the requirement for a detailed CLP to be
submitted and approved before the Proposed Development's commencement. The principal contractor will
prepare the detailed CLP.

The principal contractor will be responsible for implementing the CLP. It is expected that a Contractor and
Driver Handbook will be used to distribute information which makes sure that all contractors are aware of

their obligations.

The key measures identified to manage and control the impacts of construction traffic and travel by staff

are expected to be:

e Commitment to meet CLOCS / FORS accreditation;
e Use of delivery scheduling system;
e Designated construction traffic routes, ensuring all HGVs use appropriate strategic roads and

e Travel Plan for construction staff.



8.12.4

8.12.5

8.12.6

8.12.7

8.12.8

8.12.9

8.12.10

8.12.11

8.12.12

MONITORING

A coordinator will be appointed to undertake the day-to-day management of the CLP and will be the first
point of contact for dealing with any Site issues. The CLP will be regularly monitored.

Data sharing is a key principle for construction's success and continuous improvement. A list of items will
be agreed upon, and specific data will be disseminated. This is expected to include the following:
e Compliance
e  FORS compliance
e Routing compliance
e Data from the delivery scheduling system and the recorded log of vehicle movements to the Site:
e Vehicle type and size
e Duration on site
e Safety issues, including any injuries or near misses
e  Breaches and complaints

e  Staff travel survey

The contractor will review opportunities to maximise footway widths throughout the construction
programme.

UPDATING

The outline CLP will be developed into a detailed CLP once a contractor is appointed and following the grant
of any planning permission.

Once the contractor is appointed, further opportunities to maximise vehicle access/egress of the
construction Site will be investigated to reduce the construction programme and mitigate associated
impacts.

These will be included within the submitted detailed Construction Environmental Management Plan and/or
the Construction Traffic Management Plan, which is expected to be secured by a planning condition. A Draft
Construction Management Plan Camden Proforma has been submitted with the planning application.

The detailed CLP will be prepared following consultation with LBC and TfL and will require the approval of
the highway authorities. This will ensure that all construction activities on the Site accord with relevant
policy requirements.

After the detailed CLP is submitted and approved, the CLP will be an evolving document to account for any
changes to the construction strategy and incorporate monitoring results and any consequent changes. It
will be reviewed internally every month and/or at any time there is a significant change in the construction
process. This will ensure that the document remains relative to the realities of the Site at any point in time.

The CLP will be kept on-site and updated by the Principal Contractor in consultation with the highway
authority.



8.13.1 The TfL Guidance focuses on reducing the impact of construction and providing a framework for
understanding and managing construction vehicle activity into and out of the Proposed Development.

REDUCING THE IMPACT AND MANAGING

CONSTRUCTION VEHICLE ACTIVITY SRS LA A T
Lower vehicle emissions FORS accreditation which helps improve fleet
performance in key areas such as vehicle emissions.
Environmental Noise Monitoring systems.
Impact Noise Levels Appropriate and well-maintained hoardings

constructed on the boundaries of adjacent noise-
sensitive premises.

The CLOCS (Construction Logistics and Community
Safety) standard will be signed up to, which will
ensure that the construction contractor (as well as
suppliers and sub-contractors) follow safe practices
in the management of their operations, vehicles,
drivers and construction sites.

Road Risk Safety of Road Users

Designated construction traffic routes, ensuring all
HGVs use appropriate strategic roads.

A delivery scheduling system is planned to allow for
the control and management of the timings of
deliveries. Booking availability will be determined by
unloading space available activities on site and

Congestion Reduced Vehicle Trips managed carefully to minimise impacts on the local
transport network. A comprehensive daily logistics
schedule will be maintained, and unauthorised
deliveries will be turned away until the approved
procedure has been followed

The CLOCS (Construction Logistics and Community
Safety) standard will be signed up to, which will
ensure that the construction contractor (as well as
suppliers and sub-contractors) follow safe practices
in the management of their operations, vehicles,
drivers and construction sites.

All construction vehicle operators will be required to
be accredited in line with the Fleet Operator
Recognition Scheme (FORS). FORS accreditation
confirms that a fleet operator can demonstrate that
appropriate systems and policies exist to ensure
drivers are suitably fit, qualified and licenced to
operate vehicles which are properly maintained,
equipped and insured. It is a mechanism by which
adherence to the CLOCS standard can be assured
and monitored

Working Practices

Cost

A delivery scheduling system is planned to allow for
the control and management of the timings of
deliveries. Booking availability will be determined by
unloading space available activities on site and
managed carefully to minimise impacts on the local
transport network

Reduced Deliveries




9.1.1

9.1.2

9.1.3

9.14

9.15

9.1.6

9.1.7

9.1.8

9.1.9

This Transport Assessment has been prepared to support an application for full planning permission at
Euston Tower, 286 Euston Road, London, NW1 3DP (‘the Site’), situated within the London Borough of
Camden.

The Site covers an area of 8,079 sqm, comprised of a single ground plus an existing 36-storey tower. The
tower has been largely vacant for several years, predominantly comprising office uses on the upper floors;
however, there are still retail uses currently in operation at the ground floor level.

The development proposal will redevelop the site to deliver a new office-led mixed-use development. The
Proposed Development is designed by 3XN Architects.

Full Planning Permission is sought for the following:

Redevelopment of Euston Tower, including the partial retention (retention of existing core,
foundations and basement), disassembly, reuse and extension of the existing building, to provide a
32-storey building for use as offices and research and development floorspace (Class E(g)) and
office, retail, café and restaurant space (Class E) and learning and community space (Class F) at
ground, first and second floors, and associated external terraces. Provision of public realm
enhancements, including new landscaping, and provision of new publicly accessible steps and ramp.
Provision of short and long-stay cycle storage, servicing, refuse storage, plant and other ancillary
and associated works.

The transport strategy for the development has been developed in mind of the Healthy Streets approach
by prioritising walking and cycling and minimising and managing trips by motorised vehicles.

Active frontage, pedestrian-prioritised landscaped footways and public realm will be provided as part of
the proposal. The walking experience around the site will be significantly improved with the new public
realm and landscaping.

The development has been designed to provide an excellent experience for cyclists with a dedicated
access ramp, significant cycle parking (861 long-stay and 90 short-stay spaces) and supporting facilities
including showers, lockers, changing space, a towel service, maintenance, and repair facilities. A Travel
Plan will be implemented to maximise active travel and the use of these facilities.

The existing vehicle access points from Drummond Street and Longford Street are retained as they serve
the Regent’s Place Campus. The Longford Street access is primarily used by service vehicles to access the
basement via a ramp. Eight servicing bays and waste storage facilities are provided within the basement
loading area, which is shared with the Brock Street buildings. The servicing strategy for the development
will explore the use of site consolidation to minimise and manage the number of servicing vehicle
journeys. A cargo bike facility at both ground and basement levels will be provided to encourage
sustainable freight.

The site has a PTAL of 6b, demonstrating its excellent access to public transport services, including step-
free stations and stops and suitability for high trip-generating development. A range of local facilities and
public transport nodes which will encourage active travel can be easily accessed from the site.



9.1.10

9.1.11

9.1.12

A thorough trip generation and distribution exercise has been undertaken to establish the impacts of the
Proposed Development. Travel will primarily be undertaken by public transport and active modes.
Assessments of the local public transport network demonstrate that development trips can be
accommodated on the network without perceptible impact. Furthermore, the assessment has
demonstrated that the Elizabeth Line has changed travel patterns, with other London Underground
stations near to the Elizabeth Line (such as Warren Street station) experiencing a significant reduction in
total entry and exit flows.

The Proposed Development is expected to generate an increase in trips in the AM and PM peak hours as a
result of the Proposed Development. The forecast increases are considered to be accommodated within
the existing transport network capacities, and the impact on the local public transport, active travel and
highway networks has been shown not to be significant in the context of the public transport network

capacity.

High-level construction logistics strategies have the thoroughly explored at the request and through
discussions with TfL. The construction logistics strategy options have been reviewed against the impacts
on pedestrians, cyclists, bus users, general road traffic, highway safety and the construction programme
and financial viability of construction. The review concluded that relocated the northbound Hampstead
Road bus stop 18m north is the preferred strategy as this would have the least impact on all road users
and provides the most efficient construction programme.



9.1.13

In accordance with TfL’'s Healthy Streets TA Guidance, Table 9-1 summarises the key transport impacts

and issues, and proposed solutions and mechanisms for the Proposed Development.

KEY TRANSPORT IMPACTS / ISSUES

SOLUTIONS / MECHANISMS

Site &
Surroundings

The site is highly accessible by public
transport.

Improvements form part of the scheme design,
including significant enhancements to pedestrian
permeability and connectivity as a result of the
proposed public realm improvements.

Limited existing public realm or attractive
space on Euston Road and Hampstead Road

Active frontage and pedestrian-prioritised,
landscaped public realm will be provided as part of
the proposal. A dedicated cycle entrance and an
entrance into the public use space will be provided
on Euston Road.

Providing for the policy-compliant long-stay
cycle parking and associated end of trip
facilities for cyclists required for a high-
density scheme.

861 long-stay and 90 short-stay cycle parking spaces
will be provided.

High quality cycle parking facilities will be provided.
The quantity of long and short stay cycle parking
spaces meets the London Plan (2021) standards.

Active Travel
and

Vision Zero

Five KSlIs collisions took place in the vicinity
of the Site.

The recently introduced 20mph speed limit on the
Euston Road will help to decrease potential KSI
incidents

There are a number of key destinations
within a 20-minute cycle ride of the site,
including bus stops, London Underground /
Overground and National Rail stations and
retail. The identified routes show how well
connected the site is to the public transport
network.

The public realm proposals will enhance the local
pedestrian and cycling network.

New pedestrian and cycling access points will be
created, which will meet the desire lines.

London Wide
Network

The development will generate new trips on

the transport network, particularly the public
transport network, considering it will be car-
free.

A detailed review of how and where people will
travel has been undertaken, and the impacts of the
development on the London-wide network are
expected to be negligible. The proposed
development is located in an area with excellent
access to public transport routes and high-frequency
services, which can accommodate the forecast
development trips without perceptible impact.

An Outline Travel Plan has been provided as part of
the planning application, which sets out a range of
measures and initiatives aimed at encouraging
further use of active travel for users of the Proposed
Development.

LB Camden
Analysis

The development will add to the existing
high footfall around the site, which may
affect the pedestrian comfort levels.

A pedestrian comfort level analysis has been
undertaken and shows the surrounding footways
will provide comfortable pedestrian conditions.

Construction

Full details of the construction timing and
methodology will not be known until a
contractor is appointed.

An Outline CLP has been included in this TA and a
Detailed Construction Logistics Plan will be prepared
by a contractor once appointed.




9.1.14

9.1.15

The proposed scheme is consistent with relevant transport policy guidance and is not expected to give rise
to any material transport related impacts. It therefore meets the test of the NPPF at paragraph 111 which
states that:

“..development should only be prevented or refused on transport grounds where the residual
cumulative impacts of development are severe.”

This Transport Assessment has demonstrated that the Proposed Development will prioritise active and
sustainable travel, have a negligible impact on the London-wide public transport and highways networks,
and will contribute localised improvements to the site and its surroundings. It is concluded that the
planning application proposal is acceptable in traffic and transport terms.



