
                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                  

Appendix 1 
Environment Committee – 12 June 2013 

 

Transcript of Item 6: Environmental Impact of High Speed 2 

 

 

Murad Qureshi (Chair):  Returning to the main item of business, the environmental impact of 

High Speed 2 (HS2), we have a whole list of guests here as our expert witnesses.  Beginning on 

the left, from HS2, we have Peter Miller, who is the Head of Planning and Environment.  We 

have Clinton Leeks, Director of External and Parliamentary Relations.  Clinton, the last time I 

saw you, you were at Crossrail, were you not? 

 

Clinton Leeks (Director of External and Parliamentary Relations):  I was.  Good memory. 

 

Murad Qureshi (Chair):  OK.  I was just wondering if I was seeing double. 

 

Behind them, also from the HS2 team, we have Sarah Hunter [Euston Area Manager] 

Peter O’Riordan [London Metropolitan Area Manager] and John Castle [London Metropolitan 

Area Senior Manager].  We also have Neil Bennett, a Partner in Farrells Architecture and Urban 

Design practice and Michael Colella, the Head of HS2 Interface at Transport for London (TfL).   

We have Councillor Phil Jones from the London Borough of Camden, who is the Lead Member 

for Sustainability in the Cabinet.  From the London Borough of Hillingdon we have Ian Thynne, 

who is the Principal Sustainability Officer; and Humphrey Tizard who is the Chair of the 

Ickenham Residents’ Association.  Finally, of course, Robert Latham who is the Chair of HS2 

Euston Community Forum.  I just hope you have had enough time to catch your breath from last 

night because that was the first forum meeting of the Euston Forum. 

 

Could I ask HS2: could you please just briefly outline the scheme, its roots in London and what 

you consider to be the main environmental impacts and issues as you see them?  If you can give 

broad comments across the whole of the London context, both inner and outer, that would be 

the way to go forward. 

 

Peter Miller (Head of Planning and Environment, HS2):  Turning to Euston, the plans for 

Euston are to provide essentially a London gateway for the proposed high speed rail system to 

connect the northwest and northeast of England and Scotland with up to 18 trains per hour in 

each direction ultimately running on those tracks.  That, coupled with faster journey times 

between those major cities, is planned to provide an engine for growth in the United Kingdom.  

At Euston we have presented a revised proposal which is preferred by Government and that is 

currently subject to consultation which consists of a draft Environmental Statement, together 

with route refinements, which is the Government part of the consultation exercise; so those two 

consultations are running in parallel. 

 

The scheme will provide shared passenger facilities in the front of the station and that will retain 

13 platforms, which are currently on the eastern side of the station as we know it today, with 11 

new platforms for the high speed trains connected at a lower level.  That will widen the station 



to the west and will take some properties in the vicinity of Drummond Street and Melton Street.  

There is a widened and extended route corridor going further north that affects a number of the 

blocks in the Regent’s Park estate.  These revised arrangements reduce the complexity of the 

construction at Euston.  It simplifies things, will shorten the construction period overall and it 

provides a better arrangement for maintaining existing services. 

 

In terms of environment, on the western side I have mentioned the property demolitions and 

the commercial demolitions.  We will be taking space within St James’ Gardens which are just to 

the west at Melton Street.  The widened route corridor that goes further north requires the 

replacement of deep retaining walls which are the existing railway corridor.  Those will be 

replaced by new concrete retaining walls in the vicinity of Park Village East.  That then goes up 

to a tunnel portal deep in the ground, something like 30 metres in the ground, in the vicinity of 

Parkway. 

 

Murad Qureshi (Chair):  OK.  I think you went into more specifics.  We will go into that.  One 

of the things that we want to do, to add value in our response to the consultation, is to take a 

strategic perspective on the environmental impact in London.  It is quite clear, for example, in 

the cost-benefit analysis of HS2.  I just want some idea of how important the environmental 

impact is in swaying the balance between the benefits and the costs. 

 

Peter Miller (Head of Planning and Environment, HS2):  I think Members will remember 

the appraisal of sustainability which was presented in consultation back in 2011. Environmental 

matters and sustainability matters have been key to our decision-making all the way through 

this process, so environmental matters and sustainability matters have been built into the 

‘optioneering’ processes that we have gone through.  We have looked into a wide range of sites 

for a terminus station in the central London area and all of those have been subject to cost-

benefit analysis as well as including provisions for environmental analysis, so we have taken a 

very balanced approach in all of that and we have reported that throughout. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Just if I 

supplement, really, Chairman, HS2 has a strong benefit-cost ratio.  Obviously, as economic 

analysis changes, the analysis has changed slightly.  At the most conservative end, even for the 

London-Birmingham section, it is 1:1.4 in terms of cost-to-benefit.  We recognise and the 

Government recognises nationally - and I know this is not a London argument but it is a 

national one   the further north you go the stronger the benefit-cost ratio is.  By the time you 

get to Leeds and Manchester and have a full network, then you are up to a ratio of 1:2.5.  That 

is pretty strong. 

 

Murad Qureshi (Chair):  What is the London ratio?  What is the figure? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I do not have a 

specific figure.  Because it is a national scheme, we do not actually segment it that way, I am 

afraid. 

 

Murad Qureshi (Chair):  That would be useful for our deliberations. 

 



Clinton Leeks (Director of External and Parliamentary Relations, HS2):  We will take 

back that question.  As I said, I am not sure.  The only reason we divided it into two phases was 

to make Parliamentary delivery easier because of the scale of the Bill, so we do not tend to 

segment the scheme.  I will see if we can provide some information on the point you raised. 

 

Murad Qureshi (Chair):  With regards to the consultation process itself, I briefly made an 

appearance at the Euston Area Forum and was surprised to hear that only two months had been 

given for people to respond.  That gives us less time than we would envisage.  Realistically, what 

responses can we expect from yourselves when we put things in, not just from the area forums, 

and particularly in light of the key decisions in London that have been made?  For example, we 

are not getting the full refurbishment of Euston Station and then the following week we were 

told that Ealing was getting the tunnels.  So are some of the key decisions already made even 

before this consultation process has begun? 

 

Peter Miller (Head of Planning and Environment, HS2):  The Government has elected to 

consult on the larger changes and in the London area there are changes to Euston which I have 

just outlined.  The Government wants to hear the consultation responses in much the same way 

as it heard the consultation responses back in 2011. 

 

Going further out, there is the Government’s preference to proceed with a longer tunnel beyond 

Old Oak Common which essentially provides a very long tunnel out all the way through to 

West Ruislip.  This is subject to the Government consultation, so those consultation responses 

will need to be considered by Government before making a final decision on those major 

changes and before setting out the plans to go before Parliament. 

 

The draft Environmental Statement consultation is really taking account of how the scheme has 

been refined overall.  I think, to be fair, in the London metropolitan area there have been quite 

a number of large changes.  There are some changes on the High Speed 1/High Speed 2 

connection, for example, where there is a widening that is required to accommodate the future 

services.  So there is quite a lot of change within the Government consultation and then we are 

reporting the environmental effects of those in that draft Environmental Statement. 

 

Murad Qureshi (Chair):  It does occur to some people that if Ealing can get a tunnel (and it is 

good to hear that they have it) should the rest of London get it as well, through Hillingdon as 

well as further in? 

 

Peter Miller (Head of Planning and Environment, HS2):  London pretty much gets the 

long tunnel all the way through the dense and built-up residential areas between Euston and 

west London and so, it is not until you get out to just beyond West Ruislip station that the route 

alignment starts to ascend out of the ground in fairly deep-retained cuttings.  It is just beyond 

that point where the residential houses end and the Colne Valley starts that we are on the 

surface again.  The route then departs northwards to go towards the Colne Valley and rises up 

and over on a viaduct across that waterway. 

 



Murad Qureshi (Chair):  OK.  We are still getting familiar with the whole routes.  We have the 

maps in front of us but we will refer back to them.  Clinton, you have come from Crossrail over 

to HS2.  What lessons are there to learn from Crossrail for HS2? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  A very good 

question, Chairman, thank you.  The first thing to say is HS2 would not be doing its job if it did 

not learn from every project that had come before it.  We have studied the Jubilee line 

extension.  We have studied particularly the delivery of the Olympics and the on-going delivery 

of Crossrail.  The first point to observe, and it may not be enough for many people, is the fact 

that we are doing far more consultation than any of those projects did.  None of them, I believe 

I am right in saying, did any consultation on their draft environmental statements.  We are 

running a full consultation but it is on a draft, so there will be a second chance. 

 

The second major point I would highlight is the focus on how we will manage the construction.  

Crossrail learned from High Speed 1 (HS1).  The Olympics and Crossrail really marched in 

parallel.  Both improved their codes of construction practice because constructing in a massive 

complex city like London has impacts; although London is fairly used to them and resilient.  

Each time in my experience the code has been improved and tightened.  Again, our code is out 

to consultation.  You will have heard yourself last night there was some debate in the working 

groups and the Euston Forum.  Our code, subject to consultation, by the time it goes to 

Parliament will have learned from the previous experience of managing construction and all the 

projects I have mentioned. 

 

Those are the two main lessons I think I have learned.  Consultation is crucial and managing 

construction impacts is crucial.  I do not know whether Peter has anything else he would want 

to add. 

 

Peter Miller (Head of Planning and Environment, HS2):  What I would like to add is that 

as part of my remit our project is to be an exemplary project in terms of sustainability.  As part 

of our brief from the Department for Transport (DfT), I am asked to look at the practices that 

were employed on the Olympics, for example, which really set a new benchmark for these sorts 

of practices and processes.  Clinton mentioned Crossrail.  We have looked back at all of the 

other projects that have gone on over recent years. 

 

With the Code of Construction Practice, where ordinarily we would consult with relevant 

authorities and environmental health practitioners within those authorities for those sorts of 

controls, we have taken the unusual step to be more inclusive and open that up to a wider 

audience.  We really do want to have local people understanding what local issues are and in 

some of our areas.  I think in Euston we are talking about a ten-year construction period and 

that is a substantial amount of time for that construction to come forward.  Whilst that will 

come forward in a phased way, it is very important that we are working with local people to get 

the best deal for them so that we minimise the disruption whilst that work is taking place.  We 

think that this is quite an unusual step, but it is getting local buy-in to shaping those plans.  

When you look at the code of construction practice you will see that a second stage of that 

code of construction practice includes local environmental management plans which will come 

forward as the construction starts. 



 

Murad Qureshi (Chair):  Clearly you have been brought in to bring that experience from other 

projects and I mentioned Crossrail because that is where you had been previously.  You 

mentioned the consultations as probably more than there has been, but you would have to 

admit that the attempts earlier last year did not really get off well at all.  Presumably, you are 

responding to that. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Consultation is 

an art rather than a science, I would respond, Chairman, and best practice is evolving.  Also the 

legal framework within which we conduct it is evolving.  Certainly we did not get everything 

right last year and as you know, we have had a judicial review which, in respect of one out of 

ten issues, has said “You have it wrong.  Do it again.” so we will be doing it again later this year.  

Ministers have undertaken that. 

 

I do think our current consultation on the draft Environmental Statement shows that we are 

prepared to go further than any other project.  The formal consultation on the Environmental 

Statement happens when we lodge the Bill with Parliament at the end of this year and then 

there is consultation and Parliament will analyse the results.  We have taken the spirit of the 

Planning Act 2008 to which we are not actually technically subject and we have said, as if we 

were a project under the Planning Act, we will do a consultation on the draft Environmental 

Statement as well.  So it is still not perfect and we do not claim that but we are giving people 

two substantial goes in London and elsewhere on what the impacts are and a chance to 

comment above all on the mitigation measures and tell us if we are not getting the mitigation 

right.  That is really important to know. 

 

Jenny Jones (AM):  Mr Miller, I guess you are the person to tell me.  What speed is the train 

going to do?  Presumably it comes out of a tunnel at the M25, so what speed does it do on that 

viaduct across the Colne Valley up to West Ruislip? 

 

Peter Miller (Head of Planning and Environment, HS2):  The fast train speeds are naturally 

constrained by the tunnel diameter and, as I understand it and colleagues hopefully will concur, 

we will be running at 320 kilometres per hour (km/h) maximum coming out of those tunnels 

and over the Colne Valley viaduct.  The reason for that maximum speed is that you come out of 

the tunnel and you would be at the maximum at that point, at West Ruislip.  You then climb up 

over the viaduct itself and then you are diving back down towards the new tunnel portal for the 

Chilterns tunnels where we have to negotiate some higher ground. 

 

Jenny Jones (AM):  So across the Colne Valley you are doing 320 km/h? 

 

Peter Miller (Head of Planning and Environment, HS2):  Yes, maximum. 

 

Jenny Jones (AM):  Then you get to West Ruislip and you go underground again to Old Oak 

Common. 

 

Peter Miller (Head of Planning and Environment, HS2):  Yes, that is right. 

 



Jenny Jones (AM):  What speed do you do in the tunnel? 

 

Peter Miller (Head of Planning and Environment, HS2):  You will either be accelerating 

out if you are going north or you will be decreasing your speed to get to Old Oak Common 

because you will have to slow the trains down to stop at the station itself. 

 

Jenny Jones (AM):  Yes, I understand that.  So what speeds are we talking about, roughly, 

average speed? 

 

John Castle (London Metropolitan Area Senior Engineer, HS2):  It is hard to give an 

average speed but the tunnels are designed for 320 km/h, so obviously they will be slowing 

down as they come away from Old Oak Common which is 10 kilometres away. 

 

Jenny Jones (AM):  Thank you.  Then, from Old Oak Common into Camden, what sort of 

speed?  That is the tunnel again? 

 

John Castle (London Metropolitan Area Senior Engineer, HS2):  Again, it is another 

tunnel from Old Oak Common into London.  It is designed for 230 km/h but I do not think the 

trains can actually go that fast because it is only about 5 miles. 

 

Jenny Jones (AM):  So the trains go slower in a tunnel, generally? 

 

Peter Miller (Head of Planning and Environment, HS2):  In the London tunnels they do, 

yes.  They are either slowing down or accelerating out.  Variously, to Old Oak Common, if you 

are coming in and slowing down to go into Old Oak Common, then they are starting up and 

then going into Euston, so they are not actually ever really going to get up to those fast speeds 

because they are going to have to slow down to get to the buffer stops at Euston station itself.  

In the London area, you are not seeing the headline speeds of 360 km/h which you would see 

perhaps beyond the Chilterns itself. 

 

Jenny Jones (AM):  What I am trying to find out is, the fact that you are going to put all this 

tunnelling in, does that actually affect your time estimates?  Are you losing some time?  All the 

time you are saving on this high-speed train, are you losing some of the time by putting a 

tunnel in? 

 

Peter Miller (Head of Planning and Environment, HS2):  If you add in tunnels, there is 

always the potential for losing time because you cannot get those headline speeds.  In the 

London area I do not think that contributes a great deal overall from that which was proposed 

previously, so overall I do not think London would actually have any impact overall on the 

journey times. 

 

Jenny Jones (AM):  So you have not rejigged your cost-benefit analysis to take into account 

the slower trains? 

 

Peter Miller (Head of Planning and Environment, HS2):  No. 

 



Jenny Jones (AM):  Thank you. 

 

Andrew Dismore (AM):  Robert, Peter just said that HS2 was working with local people.  Do 

you feel they are? 

 

Robert Latham (Chair, HS2 Euston Community Forum):  No.  There is immense frustration 

in the Euston Forum.  You were present last night.  We are being consulted on a draft 

Environmental Statement, the purpose of which is intended to identify mitigating factors for the 

Euston area.  What we discovered last night is that there are no specific proposals to be found 

there.  We have identified a number of reasonable demands to mitigate the impact on homes, 

on businesses, on open spaces and on schools.  Unfortunately we just do not find it in the 

document. 

 

I think Clinton’s [Leeks] response is that this is just a draft statement and that when the hybrid 

Bill is introduced, between the first and second readings there will be a full consultation.  My 

response to that is twofold.  If this is just a phoney consultation, why is it just not withdrawn at 

this stage because there is not the detail we would expect in this document and two months is 

wholly inadequate to make an informed response to it?  Of course, if it is withdrawn, the 

position would be that when the hybrid Bill was to be presented to Parliament, there would be 

no proper assessment of the environmental cost of this scheme.  

 

If I can just raise an issue, the question is: has HS2 assessed the true cost of this project?  The 

answer is no.  The principle which was outlined by Philip Hammond [Secretary of State for 

Transport] was that no one should suffer significant loss as a result of HS2.  That should be 

seen in two ways.  One: financial compensation.  As Clinton [Leeks] has conceded, HS2 have 

had to withdraw that and we identified in January that the proposals which were identified just 

did not address any of the loss which was going to be suffered in the Euston area.  We have 

asked HS2 and the Secretary of State when they introduce the new measures to come up with 

measures which are tailored to the particular needs of Euston and we have not had a positive 

commitment to that. 

 

Secondly, and this is really what we are dealing with in this Environmental Statement, we would 

want to see positive measures there as to what is going to happen to those who are going to 

lose their homes, their businesses, et cetera, and nothing is there.  Perhaps I can give you three 

examples. 

 

Homes; we are going to lose a minimum of 220 homes.  Some are council tenants.  Some are 

right-to-buy applicants.  Some are low-cost homeowners in Stalbridge House.  As a local 

community we desperately need low-cost accommodation in Euston which is very diverse area.  

We have had no commitment to replace it.  There is a commitment to try to secure alternative 

accommodation for the council tenants but we have heard no detail as to how they are going to 

do that in the local area.  There is no commitment to provide alternative accommodation for the 

right-to-buy tenants who are going to lose their homes.  They are going to be offered 

compensation which is wholly inadequate to secure alternative accommodation in the Euston 

area and the same applies to the low-cost homeowners at Stalbridge House.  So nul points on 

housing. 



 

On businesses, we recognise that a number of large businesses are going to come down because 

they are within the safeguarding zone.  A particular concern within the Euston Forum is the 

traders in Drummond Street.  We have some of the best curry houses there, as you know.  Six 

months ago we said that Drummond Street should not be safeguarded as a route for access for 

construction traffic.  Last night we were told that only 5% of traffic was going to use that road, 

but what we do say is if we have made a perfectly reasonable demand to take Drummond Street 

out of the safeguarding zone, why is that not there?  If there is a rational reason not to take it 

out, then that ought to be explained.  There is nothing to latch on to. 

 

We were also told last night, which absolutely appalled us, that this consultation is based on the 

worst scenario and there has been no consideration given at all to bringing in construction 

traffic by rail.  It is premised by bringing everything in by road.  We have the madness of a 

public transport measure which is actually going to increase local road transport and pollution, 

road transport by 40%, and in the Euston area, particularly around Albany Street where we have 

a very high level of pollution in any event, that is all going to be added to.  Clinton [Leeks] will 

correct me.  As I understand it, at this stage there has been absolutely no discussion about the 

alternative environmental measures of bringing in all the construction traffic by rail or by canal 

as was used at King’s Cross. 

 

We then come on to the Code of Construction Practice.  The problem that we have in the 

Euston area is that we are told that most of the work is going to be conducted outside the core 

hours.  So we ask, if you are going to bring this railway into a high-density, highly populated 

area, high-value area, what mitigation measures are you going to introduce?  There is nothing 

there at all. 

 

Could I just come back to the inadequate consultation?  We did decide last night that we would 

write to the Secretary of State and we would ask you to endorse that approach.  Firstly, we 

consider that two months is wholly inadequate.  We have in Euston a total of ten documents to 

peruse.  We also have included in that three documents with maps.  Last night a number of our 

members asked for additional maps so they could make an informed response and, Clinton 

[Leeks], I must admit that some of your staff were actually apologetic that they were not 

allowed to release them to our members and said they were going to go back halfway into the 

consultation to consider whether or not they can release them.  So we have had inadequate 

time.  We have not had disclosure of the relevant information to make an informed response.  

We are going to try to respond but, quite frankly, there is absolutely no way that anyone, and I 

do not think even your Committee, can make an informed response within two months.  I am 

sorry for going on at such length. 

 

Andrew Dismore (AM):  Phil, do you think that the council is getting enough co-operation 

from HS2? 

 

Councillor Phil Jones (Cabinet Member for Sustainability, London Borough of 

Camden):  No.  Let me explain Camden Council’s position.  We are fundamentally opposed to 

HS2 due the impact that it will have on Camden.  We are not against high speed rail.  We are not 

against regeneration projects.  HS1 comes into Camden.  We have one of the biggest 



redevelopment sites in Europe in Camden right next door in King’s Cross.  We think that the 

cost of £33 billion and ten years of destruction and blight within Camden with no mitigation yet 

being offered is far too high a price to pay.  That is why we are in the High Court this week 

pursuing a judicial review because we actually think that the Government has behaved 

unlawfully in pursuing this in a couple of specific respects: not doing an equalities impact 

assessment on this very diverse part of London, this community which will be destroyed as 

Robert [Latham] has mentioned; and in terms of the onward flow of passengers who are arriving 

into the Euston area and into a very overcrowded space already and how that would be 

managed properly and the irrationality of the current proposals. 

 

So that is our position and we are very concerned about how this is being handled locally.  You 

have heard from Robert [Latham] on the lack of proper consultation with the community, the 

lack of time that is being allowed.  Camden has been demanding, asking and requesting 

information for a long period now about how the people that we represent are going to be 

looked after once their homes are destroyed, once their businesses are destroyed, once the ten 

years of blight is impacting on the borough.  We have simply not been given adequate answers 

about what is going to happen. 

 

A common refrain: you will go to a meeting, “We have raised these points before.  We have 

raised these points before”.  People come to the council and say, “What is going to happen to 

our homes?  HS2 is saying that you are dealing with it, you are negotiating with them”.  Of 

course, we are.  We are in discussion with HS2.  We have seen some more progress recently with 

the DfT taking a more proactive stance.  Still we do not have answers on the key questions of 

blight within Camden and the impacts on our communities. 

 

Andrew Dismore (AM):  OK.  Are there particular environmental concerns that the council has 

that Robert [Latham] did not mention? 

 

Councillor Phil Jones (Cabinet Member for Sustainability, London Borough of 

Camden):  The impact is very comprehensive, it is fair to say.  The businesses and the 

livelihoods and the homes have been mentioned, together with the communities and open 

spaces.  Maria Fidelis School, which is near there, has to be moved as part of this proposal.  You 

were there earlier.  We also have very significant concerns about the open spaces that will be 

lost.  St James’ Gardens and Hampstead Road open space will go.  We expect full compensation 

and replacement of anything that we lose as part of this scheme that we oppose. 

 

Air quality as well is a very important consideration for us as a council anyway, regardless of HS2 

and so, forms one of our key environmental concerns.  We are already in breach of nitrogen 

oxide (NOx) levels at this location.  Euston Road is one of the most polluted parts of London 

and indeed Europe.  We are within the limits at the moment for particulate matter, but we feel 

that the impact in terms of the construction and transport emissions in that area from that will 

be very significant.  I think around 4,000 deaths in London have poor air quality as a 

contributory factor, so this is going to make those matters a hell of a lot worse. 

 

Noise as well.  Robert has mentioned that the impact there will be extremely significant on our 

local communities.  Hearing people who are going to have to live next-door to this not for one 



year, not for two years but for ten years, it is a terrifying prospect and we simply do not have 

adequate answers at the present time. 

 

Andrew Dismore (AM):  Thank you.  One of the things I picked up at the forum last night was 

not just the lack of the maps, but also a lack of design drawings for the new station and some of 

the issues that came up there with a lack of permeability around the station.  It was this great 

grey blob shown on the map we were given, right in the middle, but with no indication of what 

it was going to look like, how you would get through it, how you would get around it, how you 

would get from the HS2 platform to the Tube station.  To get to the Victoria line station, for 

example, it is a journey of about half a mile from the HS2 platforms. 

 

One of the things that also came out was the proposal to have a bus stand at the northeast side 

of the existing station, which will mean all the buses have to go up and down Eversholt Street 

and which will turn Eversholt Street, presumably, into something that looks a bit like 

Oxford Street as it is now in terms of bus traffic.  Bear in mind also you have one of the taxi 

drop-off points on the east side, which means that to pick up you have to go all the way around 

the north side of the station and back down again.  Also, we were told there would be 

something like 300 lorry movements a day to service the construction site.  Are those facts 

correct? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Thank you, 

through the Chair, firstly to Andrew and also to colleagues in Camden for their comments.  

There is a lot in there and while it is important, I do not want to take up too much of your time 

but it is important stuff.  I will start off and then possibly my colleague, the Project Manager for 

Euston, Sarah Hunter, may want to supplement, particularly on access questions. 

 

Let me try to be brief and concise.  Yes, eight weeks consultation, which is within Cabinet 

guidelines.  It is a lot longer than is allowed as a minimum under the Town and Country Planning 

Act and a lot longer than under the Planning Act. 

 

Andrew Dismore (AM):  Yes, but with respect, Clinton, this is a much, much bigger problem 

than the sort of thing those acts cover. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Yes.  So what 

then happens is this is a consultation on a draft.  It is a big draft.  It is 5,000 pages.  In 

recognition of the scale of the project, the full consultation document will be 55,000 pages, so 

that does recognise the scale of the project and yes, the scale of the impacts.  We are certainly 

not underestimating those.  In fact, as Robert [Latham] has acknowledged and I explained last 

night, we have shown people what in a sense is the worst case.  These following the design we 

have got to and responding on that, we have not done detailed design yet.  We are doing 

scheme design with a view to submitting the Bill to Parliament.  The Crossrail example shows 

that Crossrail was changed substantially during the three and a half years that it was actually in 

Parliament.  I regret that we did not have any detailed maps last night or detailed plans and I 

have committed to bring those forward, so we will bring them to consultation well before any 

deadline is reached.  This is consultation on a draft.  That is the first point. 

 



Secondly, on commitments; in the end commitments will be made by us and by the Secretary of 

State to Parliament and will then become the commitments that Crossrail similarly had when we 

went forward to construction.  We have committed to working.  Firstly, as I said last night and as 

Robert [Latham] and I think the rest of you may have heard, I said we recognise that we have 

serious impacts on housing in the Euston area.  They are quantified in the draft Environmental 

Statement.  We recognise that we need to work with the London Borough of Camden because it 

is the authority but we are creating the problem.  We know that. 

 

To find a solution for those 208, I think, but it is important whatever it is, within Camden and 

ideally within the Euston area for those 208 people who are directly impacted because they live 

in social housing.  We will do that and actually we are now doing some good work together.  I 

regret it has taken longer than it should have done and we are where we are but we do 

understand the importance.  Two years ago, because of the inadequacy of our engagement, and 

you can say that was us, although I think it is a two-way process, I do not think we had a proper 

understanding of the impacts in Euston.  I think we do more now. 

 

On the right-to-buy category, the fact is we are working at the moment on the basis of a 

statutory compensation scheme.  On that basis, if your right-to-buy flat is affected, there will be 

statutory compensation.  If we are to go beyond that, we will need to do, as we do have to, a 

consultation later this year and we expect local people to tell us that.  That will be the basis on 

which the Secretary of State makes his decision before we go to Parliament. 

 

Very briefly, we understand the problem that our works create for Maria Fidelis School.  We are 

working with the school and keeping the borough in the picture about solutions for that.  It 

involves land issues and we will work on those. 

 

Safeguarding; the Secretary of State has consulted on it but has not yet made a safeguarding 

direction.  So, as and when that direction comes out, which I hope is very soon, people will have 

greater clarity on what we regard is the area within which we need safely to deliver these works.  

Commitments; as I said, we have made them on housing. 

 

Sorry, a last point and then I will stop because I am sure that there will be supplementaries.  

Robert [Latham] referred to what I said last night on the draft Environmental Statement.  Let 

me reiterate it.  This is a statement of the impacts as we see them on the basis of the design we 

have.  It is a consultation, which means people can say to us, “Not good enough.  You need to 

do more”.  That is why we have shown lorry impacts.  Crossrail did good deals with the rail 

authorities and with the river authorities to be able to move some kit, some spoil, lots of other 

things, in and out other than on the road.  That is hugely in our interests but we are not yet in a 

position to be able to confirm that.  So, if we then assumed that and assumed we had deals 

made which we are not yet in a position to make, we would be guilty of underestimating the 

impacts and that would be far worse, I think, than stating to people honestly, “This is how it 

looks to us and we will now work with you and with all the statutory authorities to mitigate 

them”. 

 

Sarah Hunter (Euston Area Manager, HS2):  As far as working to resolve the transport 

issues, be they buses, taxis, Tubes, other modes of transport or interchange, this is very much a 



work in progress at the moment and the information that we have brought forward is very much 

a snapshot in time.  Certainly last night at the community forum and at other events such as the 

consultation event that we held recently, it was very useful for us to hear the reactions of the 

local community members because we are at a point where we are able to take that back and 

consider how we can incorporate those issues or address those issues within the design that we 

have. 

 

As you would expect, we are working very closely with TfL to look at how we can optimise the 

linkages that we can provide in the area.  A specific short point regarding the Tubes: in terms of 

providing access to those, obviously we are not going to be moving the Tube lines themselves 

as part of the Euston proposals, so in terms of distances to walk, for example, this is about 

where the trains are compared to where people need to get onto the platforms. There are 

certain things that are just not possible to deal with in a different way because of the geography 

of the area that we are dealing with.  Certainly understanding comments around the 

environmental effect of the proposed approaches for buses and taxis, for example, issues we 

heard very strongly last night, and these are things that we can take away and seek to address 

before we bring forward the design for the Bill and the formal Environmental Statement.  Those 

are certainly areas that I would be looking to work on. 

 

Andrew Dismore (AM):  The point I think has been made quite strongly now about the two-

month consultation period.  The community has made it quite clear they still do not have the 

information they need to provide an informed response.  Last night Sarah said she would hope 

to produce the diagrams and maps by Friday, but there was some bureaucratic reason they had 

been prevented from being produced.  Will you extend the time for people to respond to enable 

them to properly assess the new information which you are producing together with the ten 

volumes of material that they have to work through already? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Sarah and I had 

a discussion after the meeting.  If there are bureaucratic obstacles, we will remove them.  That is 

what we are paid to do, so we will get these details out very soon and basically we both agree 

we will do it by this Friday. 

 

In those circumstances, given the amount of information already out there and given the fact 

that we have already had an event and a forum in Euston, we have already said we will have 

another working group in Euston within the period and we will do this all well within the eight 

weeks.  We are doing it in 25 other areas right the way along the route from London right the 

way up to Birmingham.  We believe it is fully appropriate to have an eight-week consultation.  

This is consultation on a draft.  People will get all the information in good time that we feel able 

to provide.  We will do it consistently and we will have a good consultation.  It is on a draft. 

 

Andrew Dismore (AM):  What date does the consultation end? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  11 July 2013. 

 

Andrew Dismore (AM):  So, if they get the materials at the weekend that gives less than a 

month to analyse that and produce a detailed response.  For my mind, bearing in mind that 



Euston is the most affected area than all the rest combined and given the impact, I do not think 

it is a one-size-fits-all answer, really, bearing in mind that the environmental impacts elsewhere 

are not going to be anywhere nearly as serious as they are for this community in Euston, which 

is being devastated by your proposals.  I would have thought that it would be sensible at the 

very least to give Euston at least another month to respond as far as their submissions are 

concerned, bearing in mind that the impact is so much greater there than everywhere else. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I understand the 

question.  I am sorry.  I live and work in London.  This is a tough message for Londoners.  If we 

go out anywhere else on the route, they say exactly what Andrew is saying but on behalf of 

their communities. 

 

Andrew Dismore (AM):  Let us be objective, Clinton.  Let us be objective about this. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Yes, we have to 

be objective. 

 

Andrew Dismore (AM):  I am trying to be.  Nowhere else has 200-odd homes going.  

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  The impacts are 

very different.  The impacts are very different in Euston and the amount of our engagement and 

work there of late I think fully recognises that.  We could be criticised I think with some 

justification for having appreciated this not quite as early as we have, but we have now got 

there and we are working very hard to get this right.  We believe that all this work can be 

brought to a good conclusion within the eight-week consultation period, as it is with different 

impacts but some also very severe elsewhere along the route between here and Birmingham. 

 

Andrew Dismore (AM):  I have been attending meetings about HS2 in Euston for the best 

part of a year now and I hear the same questions time and time again and we get no answers 

time and time again.  It is like drawing teeth getting information out of HS2.  I think the 

communities feel that.  Why can you not at the very least, bearing in mind that you are only 

now producing the information, give them the extra time they need to analyse it?  What is the 

objective other than a bureaucratic artificial deadline of two months? 

 

Peter Miller (Head of Planning and Environment, HS2):  It is the case that in the draft 

Environmental Statement we have brought forward all of the effects.  I hear what 

Robert Latham says, that we might not have everything in there by way of mitigation.  The 

simple fact of the matter is that we have brought forward the effects in the way that we said we 

were going to do.  If there are other details which assist and that may be dealt with by bilateral 

meetings, all of that is going on at the moment.  That work is going on, so I think we are 

working within the framework of that consultation. 

 

Andrew Dismore (AM):  Let me pose a specific question to you.  How much worse is the air 

quality going to be around Euston and what are the mitigation effects to stop it being made 

that bad? 

 



Peter Miller (Head of Planning and Environment, HS2):  What we say in our draft 

Environmental Statement is we bring forward these sorts of issues and we also talk about our 

Code of Construction Practice and the practices that will be put in place in those sorts of 

scenarios. 

 

Andrew Dismore (AM):  You do not know the answer to either of those questions? 

 

Peter Miller (Head of Planning and Environment, HS2):  That is the answer to those 

questions.  

 

Andrew Dismore (AM):  With respect, it is not, is it?  Phil [Jones] can tell me what the air 

quality is in Euston now.  He already has done.  You cannot tell me what the impact is going to 

be; otherwise you would have answered the question, nor what you are going to do about it. 

 

Sarah Hunter (Euston Area Manager, HS2):  The effects as assessed so far are described in 

the Euston Community Forum chapter.  I think they are one of the earliest topic chapters 

covered in there.  That reflects on the current air quality management issues in the local area 

and seeks to put in context the scale of vehicle movements both for construction and also the 

effects when the scheme would be brought into operation.  If you were to look in there, you 

would see that in the effects identified there are some specific areas.  A particular one, I believe, 

is the corner of Eversholt Street and Euston Road, if you were to look in there, and that is 

probably no surprise to you.  So there are statements about the impacts. 

 

There are also some statements identifying areas where for NOx there would be reductions as 

well because of potentially revised traffic routes through the area, so the effects as assessed are 

described in the document. 

 

Andrew Dismore (AM):  What are you going to do to mitigate it? 

 

Peter Miller (Head of Planning and Environment, HS2):  As I say, the remedy for this is set 

out within the Code of Construction Practice; that talks about the principles and practice for 

countering these sorts of issues.  That is for a later time to be managed.  Within that Code of 

Construction Practice, we set out practices to present best practical means in construction.  We 

are very good at construction in the UK and I think most people will see around London 

construction sites working very, very cleanly.  They are not the dirty old dumper trucks and that 

sort of thing that you used to see in the past.  It is modern machinery, highly efficient.  All those 

sorts of machines and practices that have come forward have been developed in sustainable 

terms.  Industry best practice is really showing the way with all of this.  The controls will work 

between ourselves and the London Borough of Camden and we will be working with the 

environmental health practitioners in due course on those matters for those remedies when that 

construction comes about. 

 

I appreciate that we talk a little bit in the abstract because we have plans on paper at the 

moment, but these plans will come to fruition.  As they come to fruition, then we will agree 

those construction arrangements through our local environmental management plans set out in 

that Code of Construction Practice. 



 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  If I can just 

really briefly supplement, this is back to the Chairman’s earlier point.  This is exactly the process 

we went through on Crossrail.  Six years ago I sat in the East End in the Whitechapel area and I 

am not saying Camden and Whitechapel are identical.  That would be silly.  I had identical 

discussions, fears about air quality, fears about noise, and those fears are very respectable.  We 

do not deny them at all.  That would be inappropriate.  The Code of Construction Practice and 

the controls through it on the contractors have largely, I believe, and you have access to the 

Crossrail complaints figures if you need them, shown, as we showed Tower Hamlets, that we can 

address these issues.  As Peter [Miller] says, we do construction pretty well in very big complex 

cities like London, but we are not perfect and we have to learn from previous projects. 

 

Robert Latham (Chair, HS2 Euston Community Forum):  Can I simply give you an answer 

which Clinton was unable to give?  He could not extend the timetable because he has to deliver 

a hybrid Bill to Parliament by the end of the year.  The decision to proceed with HS2 was 

announced last January.  Eighteen months later the project is already at least six months behind 

schedule.  The safeguarding zone should have been confirmed last autumn and it is 40% over 

budget in Camden on the station, which is why we have to bear the cost.  That is just 40% on 

the station without assessing the cost of compensation or the cost of mitigation measures. 

 

Murad Qureshi (Chair):  Can I ask Clinton that given what Andrew [Dismore AM] has 

highlighted and what I saw last night when I took the package of information myself, I only 

went there to pick it up and there is a huge amount of information to get through, that you do 

seriously consider an extended consultation and in particular in Euston. 

 

Jenny Jones (AM):  Ms Hunter, can you just tell me quickly how many extra passengers there 

will be in the morning peak coming into Euston? 

 

Sarah Hunter (Euston Area Manager, HS2):  The numbers obviously vary because the 

proposals for Euston seek to address both phase 1 and phase 2 of the HS2 project and also 

need to take account of the fact that the people using the classic rail services also changes.  I 

cannot give you the number off the top of my head.  I can certainly reference it in the 

document if that would help you. 

 

Jenny Jones (AM):  It would help because we have been given figures by Network Rail and it 

would be interesting to know if your figures were the same.  Perhaps Mr Leeks could answer 

this.  In the original cost-benefit analysis, I understand that actually all those people arriving 

were the point at which the cost-benefit analysis stopped and you did not then assess the 

impact on the rest of our transport system. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  It is a very good 

question.  I actually do not know the answer to that because I was not at HS2 at the time.  I can 

go back and find out.  I would just make a general point which is that obviously in all our 

economic and other work we do obviously make an assessment of the need we recognise to 

safely and effectively disperse people.  We do not just bring them to a station and say, “Good 

luck.  We hope you find a bus”.  We do understand the need for integrated transport planning, 



which is why we have a TfL team working actually integrated within the HS2 team to make sure 

we get our sums right. 

 

Jenny Jones (AM):  I think you will find that in the analysis that was not included.  There was 

no money for that.  

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I will very 

happily take that question away. 

 

Jenny Jones (AM):  You also said something very interesting earlier.  You said there was no 

proper understanding of the impacts to Euston.  Clearly, those impacts are going to cost more 

money, so that must affect your cost-benefit analysis.  It must be starting to look less attractive. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  With respect, I 

accept what I said.  Undoubtedly, when we did this national project, it was a vision of course 

that this Coalition Government inherited from the previous Government, a commitment to a true 

national high speed rail network.  I do not think the detailed analysis of the impacts locally had 

been done and I think that is understandable.  It does mean that we have had to then work 

between London and Birmingham with very complex and, as has been alluded to already, very 

different communities and fully understand the impacts. 

 

With respect, I do not accept one premise in your question.  The fact that we need to align our 

response to be effective to meet local needs does not automatically mean that we need to 

spend more money on them.  It is much more about finding the most effective way once you 

have understood needs to deal with them.  We always knew that we would have to work with 

Camden and find the money to re-house a substantial number of people within Camden.  It is 

only by working with the borough, who are the local authority but whom we accept need our 

help to do this right because we have created the problem, it is only together that we can find 

appropriate solutions. 

 

Robert [Latham] did make, with respect, I think one mistake.  We have and the Secretary of 

State has given commitments to working with Camden to effectively find solutions for those 

200-plus people who are displaced.  We are not denying or stepping back from those 

commitments one jot. 

 

Jenny Jones (AM):  That is very good to hear. 

 

Councillor Phil Jones (Cabinet Member for Sustainability, London Borough of 

Camden):  I think this is problematic.  In a number of ways, Camden has attempted to engage 

with HS2 to find solutions for these people, including recently offering some properties at 

Netley School and a local redevelopment project that the council is doing.  The council is 

building thousands of homes in Camden for private use and for council housing.  We have 

sought to engage with HS2 to find a solution for people and have not had responses when we 

have put proposals to them, so that is the state of play at the moment. 

 



Jenny Jones (AM):  Thank you.  Could I ask another question?  In your cost benefit analysis, 

how did you calculate the value of the green space that has been lost, the open space? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I am sorry.  I do 

not have that amount of detail with me.  I would have to go back and find out. 

 

Jenny Jones (AM):  I would be very interested to know because obviously we are short of 

green space in London.  We are short of open space.  It means more, even more, than it does to 

people outside London, so it would be good to know if you have actually given it an appropriate 

value. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  It is a good 

question.  Can I just respond very briefly on one aspect?  We have with Camden five, what we 

call (and it is a dreadful word) mitigation groups.  One of them is looking at the impact on 

community facilities and of course a community facility crucially, as I am sure you would tell me, 

is open space.  So one of the five groups that we have working, and it needs to do the job, I 

understand that, is looking at how we mitigate the impacts on open space and how we re-

provide it.  We are very well aware in the Euston area that the green space is vital and we know 

we need to work with Camden to achieve that. 

 

Jenny Jones (AM):  Thank you.  Another issue is going to be the noise.  Would you like to tell 

me a bit about the noise and the mitigation measures you are going to use? 

 

Peter Miller (Head of Planning and Environment, HS2):  There are two aspects to noise.  

There is noise in construction and I reiterate the point that we are preparing a Code of 

Construction Practice.  The protection for noise is well-formed.  It is based on the Control of 

Pollution Act way back in the 1970s.  It is tried and tested.  It is our intention to bring forward 

Section 61 consents and put best practical means into the practices of the construction itself.  

What that means is thinking about how the construction operates during the night time, during 

the day time and where traffic will go around the site.  As I said before, that will be wrapped up 

within the local environmental management plans which we will work out with local authorities 

and local people.  For construction, that is the sort of practice that we apply and that is the sort 

of practice that has applied for Crossrail and I believe that was very successfully done. 

 

I was involved about a decade ago with the refurbishment of all of the track work in the eastern 

area and we employed such practices.  That was a different magnitude of works but we did a lot 

of work at night-time, building tracks and so forth.  We employed this Section 61 type of 

control to the works, kept people informed of what was going on and in a phased sense that 

made life during construction very much easier for those people living alongside the route. 

 

In terms of operational noise, I think it is fair to say that in taking down the large buildings at 

the Regent’s Park housing estate, those buildings which would otherwise provide a barrier to 

the existing railway corridor as they stand at the moment, that barrier disappears. So there are 

properties which are just beyond those blocks which would, in effect, be newly exposed to that 

new railway corridor.  We need to do some further work on that to understand just how far 

mitigation would be applied and that might take the form of noise barriers on top of the 



parapet walls alongside the railway and to try to keep the railway noise contained well within 

the station and within the station approach. 

 

One thing that works well in my experience in this area, because I was involved with that Euston 

remodelling project, is that the railway noise is contained largely within a station building.  

Then, as you go further north, your existing track-work and our new track-work is diving down.  

It is much deeper in the ground, so it is not as though we have a surface type of route.  There 

may be a need to put some noise barriers alongside the parapets at the top of those retaining 

walls. 

 

Jenny Jones (AM):  So there is noise from the construction and there is also going to be a lot 

of noise from all the vehicle movements? 

 

Peter Miller (Head of Planning and Environment, HS2):  Yes.  All of that would have to be 

contained within this Section 61 consenting type of process and be brought forward once we 

know precisely what those plans are. 

 

Jenny Jones (AM):  You do not have any estimates yet of the levels of noise? 

 

Peter Miller (Head of Planning and Environment, HS2):  We set out in our draft 

Environmental Statement what we think the impacts are likely to be.  Ultimately for 

construction it is that final plan of construction, which will be worked up in conjunction with the 

local authorities and local people that those builders will ultimately build which will really count.  

At the moment with construction we talk about it in more abstract terms.  This is how we think 

this construction will come about.  I think there is merit in taking forward a reasonable worst 

case in our Environmental Statement at this stage so that, as we challenge those works in the 

detail of the design and the construction, we avoid a lot of those effects that we are currently 

assuming.  There is some work going on to see how far we can take that traffic off the roads, to 

see whether we can get more onto the rail.  In sustainability terms for construction, it is a 

sensible thing to do. 

 

That said it is actually quite difficult to get the paths in for freight trains alongside the existing 

railway corridor.  We have to remember that we are building this station alongside an existing 

route and we have to also bear in mind the effects on the travelling public, who are using 

Euston Station and coming to and from Euston Station, so having lots of freight movements in 

there, even overnight, may prove to be quite a difficult thing.  That said, I have worked in this 

area and in the past we have put freight on the rail to take materials away, for example, and 

there are good facilities over at Willesden which can be routed to and we will be investigating 

that. 

 

I am sorry.  I do not have a hard answer on the noise level but this is much more about the 

practice and how we would tackle it. 

 

Councillor Phil Jones (Cabinet Member for Sustainability, London Borough of 

Camden):  I will be very brief.  The baseline studies of noise levels in the local area have not 

been done.  The technical specifications about noise have not been provided in the 



Environmental Statement.  There are so many caveats in the hours of work that we believe that 

the reassurances are meaningless.  They say that they will limit noisy work except when they 

need to do noisy work, so it says: 

 

“Construction activity may involve a significant amount of work outside core 

hours, including demolition of bridges, construction of east-west link road, 

track-works on the conventional railway line, construction of bridges over the 

railway, construction of the retaining wall, utilities diversions.” 

 

Is that reassuring if you live in the eastern area? 

 

Peter Miller (Head of Planning and Environment, HS2):  I think what I have described are 

the practices which come about on major projects which are taking place now in and around 

London.  They are very effective and they offer real protection for local people as those 

construction works come about.  I am happy that we have further conversations with Camden’s 

environmental health practitioners to go through this.  We have taken them through it as part of 

our planning forum subgroup.  We have a particular subgroup of noise and representatives from 

Camden and other authorities have been present at those meetings.  So, if we are not resolving 

it in the way that you wish, then I think that we will need to talk about that a little further 

because these practices actually work. 

 

Jenny Jones (AM):  That cannot be news to you that Camden is worried about all the 

measures you are talking about.  If you want this scheme to go forward, why are you not 

bending over backwards to talk to everybody who has concerns? 

 

Peter Miller (Head of Planning and Environment, HS2):  I am suggesting we are.  We have 

set up particular noise meetings to take forward these sorts of discussions.  We very early on 

with the Code of Construction Practice took that to all of the local planning authorities along 

the line of the route.  Camden indeed published the very early draft of that Code of 

Construction Practice and so it is the case that we have been having those meetings. 

 

I am a little surprised about that.  We perhaps need to move on.  I am more than happy that we 

continue those discussions because I think that our processes and practices, and I reiterate the 

fact that these work well in London, will work well in the eastern area and other areas in 

London. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  None of it is 

new.  This is what Crossrail has been doing for years.  This is what TfL has been doing for years.  

For the East London line they had to shift bridges overnight.  It is part of the regime with which 

all construction in London works and it is not perfect but the evidence is it works well.  The 

London Borough of Camden is a route authority for the Crossrail scheme.  I was involved with 

them in discussions for years.  So I do not ask them to believe us on the basis of what we are 

saying but I do ask them to note that evidence shows that we can work together to resolve 

these things.  We need to show, if Crossrail can do it, we can do it too. 

 



Murad Qureshi (Chair):  Thank you, Clinton.  Just to help wrap that up on the coverage of 

Euston, we have covered the housing, the impacts on the environment with noise and air 

pollution, and open spaces.  Let us not forget the business impact that Robert [Latham] said, 

although I do not think we have time for that and I declare an interest.  I am a very regular user 

of Drummond Street and I do not want to see it going down because it is the best place for 

Indian sweets. 

 

Stephen Knight (Deputy Chair):  I really want to return to the air pollution side of this and 

ask to start with, what can be done to mitigate the impact of air pollution from the tunnelling 

works?  Obviously this is perhaps moving on from the similar question about air pollution we 

had at Euston. 

 

Peter Miller (Head of Planning and Environment, HS2):  The construction of the tunnel 

which will connect to HS1 and the main tunnels that will be for HS2 between Euston and Old 

Oak Common.  The tunnel boring will be taking place from the Old Oak Common area.  That 

places the construction in a very good situation because there are not many people living 

around that area and there will be very big construction works associated with those tunnels and 

also the construction of the box for the interchange station at Old Oak Common.  That is all 

contained within the existing railway lands and, if you know that area just north of 

Wormwood Scrubs, you will know that is a very extensive area of strategic railway lands which 

has a good number of sidings in it and that sort of thing.  So, again, we will be looking at plans 

to see whether we can take a lot more of our material away via rail.  I do not think we have 

settled all of that at the moment but the principal construction of tunnels will be in that area.  

Similarly with the extended tunnel from Old Oak Common going out to South Ruislip, I think the 

bores will be taken the construction from that area, so everything is contained and not within 

residential areas. 

 

The only other aspect is the tunnelling and because we have extended the length of tunnel 

throughout the metropolitan area to West Ruislip, we now have a construction railhead at 

West Ruislip with tunnel bores and construction now taking place at that end.  So we are in that 

area again with a railhead and the rail connected.  We are very close by the M25 and those plans 

will enable that construction activity to be well contained.  These big construction sites are 

generally away from people. 

 

I do accept that there will be issues around the tunnel portal itself at Euston.  That has to be 

built and that will have to be built in the Euston area and there are tunnel vent shafts along the 

way and these are features of undergrounds and railways and even HS1 where emergency 

access facilities and ventilation in emergencies will have to be provided.  They are variously 

located along the line of the tunnel route.  Those will have to be constructed locally in those 

areas.  We will have to cut the ground down to meet those tunnels.  So in those areas, we will 

have to put measures in place to avoid air quality issues. 

 

They are not in similar circumstances as Sarah [Hunter] mentioned about Euston and the 

councillor [Phil Jones] mentioned that air quality is at the limit and is being breached.  In those 

other areas we are not in that situation. 

 



Stephen Knight (Deputy Chair):  OK, but nevertheless I think we are talking about 

something like 3,000 heavy goods vehicles (HGV) movements a day out of Old Oak Common, if 

my figures are correct.  Clearly, that is a very large volume of potentially very polluting vehicles.  

Those vehicles are going to be adding to main traffic routes in and around.  I am not quite sure 

exactly what routes they are going to take but there will be a variety of them depending on 

their destination and where they are going and so on.  Clearly, that is going to have an impact in 

terms of air pollution on roads around west London. 

 

I just wondered what traffic modelling have you done to ensure that you have a real handle on 

first of all what traffic impact that is going to have and secondly, and it links back to Euston as 

well where I think the modelling there is still at a pretty early stage, exactly what the air quality 

impacts are going to be, particularly at hot spots on main busy roads. 

 

Peter Miller (Head of Planning and Environment, HS2):  You are right in the sense that 

the traffic assessment is on-going.  It has not come forward in perhaps the way that everyone 

would have hoped.  We have been working with TfL in the London area for a variety of aspects 

of transport.  A traffic assessment for construction will come forward.  

 

Stephen Knight (Deputy Chair):  Can I ask you when it will come forward?  I think critical to 

the environmental impact is understanding the exact nature of the traffic that could be 

generated. 

 

Peter Miller (Head of Planning and Environment, HS2):  Our proposed traffic routes are in 

the draft Environmental Statement within the drawings, so what that outlines is traffic routes 

which get out to the trunk road network and then away.  The volume of traffic, as you have 

quite rightly said, is set out in the plans.  I do not believe we have got to the stage where we 

have all of the air quality in the traffic assessment understood.  That will have to be for the final 

Environmental Statement as it comes forward for the Bill. 

 

Stephen Knight (Deputy Chair):  Clearly it is one thing to say there is going to be a certain 

number of vehicles and these are the routes they are going to take and it is another thing to 

actually model that impact on the traffic flows in and around those sites and on those routes 

and indeed carry that forward into the air pollution modelling that those extra vehicles and that 

extra congestion is going to generate. 

 

The question is when is that work going to be complete?  Are you working with other people 

like the London Air Quality Network, for instance, in terms of this modelling?  I would be 

interested to know. 

 

Peter Miller (Head of Planning and Environment, HS2):  I would have to check. 

 

Michael Colella (Head of HS2 Interface, Transport for London):  I think what Peter has 

said is absolutely right and I think he has picked up on a very important point, which is to say 

that some of the frustration that particularly you are getting from a number of people who are 

key stakeholders and people who are being directly or even indirectly impacted by HS2 is 

because the information is emerging on an evolving basis.  So the draft Environmental 



Statement, HS2 and its sponsor DfT has done this out of good intentions.  The fact is it is 

frustration that is there, which is that the information is just is not available and as a result it is 

quite difficult for HS2 to actually respond to a question.  Actually, the answer is not apparent. 

 

My understanding in terms of the work that is being done by HS2, which will involve some of 

my colleagues within TfL, is that the transport assessment, particularly associated with 

construction and the modelling associated with that, happens toward the end of this year once 

it is clear about not only the construction impacts but also, in terms of the longer term 

operations, the actual demand, as HS2 mentioned before.  So, in large part, that information is 

not available. 

 

The other thing I would add though is that, as Clinton [Leeks] mentioned earlier, the 3,000 

vehicles that you mention is very much a worst case scenario.  One of the things that TfL is 

trying to do working closely with HS2 is to try to ensure that that number is definitely a worst 

case scenario and that we would try to get as much as possible onto rail, for instance, at Old 

Oak Common because of the Grand Union Canal being located nearby to see if it is a possibility 

to use some of the canals to actually take some of the spoil.  Most of those vehicles are related 

to the spoil and the materials that have to come in and out in order to build the tunnels 

themselves.  So I think it is a position will evolve over the next six months. 

 

Stephen Knight (Deputy Chair):  So you think over the next six months you will have some 

more detailed traffic modelling? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  Yes. 

 

Stephen Knight (Deputy Chair):  How long will it take you to get to a situation where you 

can say with any confidence that you will be able to make the arrangements with rail in order to 

lower the traffic movements from 3,000 to 1,000 or whatever is possible?  How quickly are 

those discussions going to take place?  It is helpful to understand the timescale that we are 

looking at.  In a sense you are at the pre-planning type consultation here but at least I think it 

would be helpful for everybody to understand when we are going to get the answers to these 

questions because they are questions people want to know the answers to.  You may not have 

them now but at least set out a timetable for us. 

 

Peter Miller (Head of Planning and Environment, HS2):  We do not have them now.  I 

have certainly been involved in discussions with colleagues who are working with Network Rail 

and looking at the availability of routes for the freight type of traffic which could alleviate this 

worst case problem which is currently brought forward.  It is our intention to have the best 

picture that we can have for the formal Environmental Statement that will accompany the Bill. 

 

It is an iterative process.  We actually have to understand our construction in the first instance 

and make assumptions.  Then we have to challenge those assumptions.  We challenge those and 

through the consultation we also have challenge, as Clinton has alluded to, where thoughts are 

brought forward by others, whether that is local people or local authorities who have particular 

concerns.  Getting all of that together our intention is to provide the best picture that we can 

for the build proposition. 



 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  We’re aiming to 

do this before we go into Parliament.  I am sure Crossrail would have liked it, otherwise Crossrail 

did not finalise this until after it came out of Parliament three-and-a-half years later but we are 

aiming, because we understand the importance, to do this much sooner. 

 

Jenny Jones (AM):  You know that so many extra thousand people are arriving at Euston on 

this train and you must have assessed the air pollution impact of having that number of extra 

people hit the streets of London.  Surely you have done that? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  In terms of the 

modelling when it comes to air quality and environmental impacts, we are not doing most of 

that work.  Most of that work is being done by HS2.  However, the first part of your question, 

which is absolutely right, we do have an understanding of broadly how many people are going 

to be coming into Euston every day. 

 

Jenny Jones (AM):  How many?  

 

Michael Colella (Head of HS2 Interface, Transport for London):  The numbers are going 

to be changing because there is a new demand forecast that actually is being processed at the 

moment. 

 

Jenny Jones (AM):  Has it gone up or down? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  It is certainly up.  

Currently there are around 23,000 passengers coming into Euston Station in the morning peak, 

so that is from 7.00am to 10.00am.  The numbers that will be there post-HS2 on the phase 2 

route up to Manchester is completed is that the number goes up to somewhere between 55,000 

and 60,000.  A large percentage of that increase is, as I think Sarah [Hunter] mentioned, to do 

with what is being considered the classic network, so existing passengers or actually the release 

capacity that HS2 provides to allow more commuters from say Milton Keynes or Northampton to 

come into London, but it is a big increase.  We are talking about more than twice, nearly three 

times.  What we have been working very closely with HS2 on is to try to make sure that we can 

mitigate that impact because it is significant.  Also, as I think you would probably understand, 

the passengers that are moving onto HS2 from places like King’s Cross and St Pancras, those 

passengers as well will be replaced by commuters who will be coming into London.  So, the 

overall effect is quite significant. 

 

Just to complete, one thing that we have been looking very hard at and working very hard with 

HS2 to try to mitigate is to try to actually shift people away from motorised transport into 

walking and cycling.  So, we are working very closely with HS2 to try to come up with a very 

large cycle hub at Euston Station. 

 

Jenny Jones (AM):  About time too. 

 



Michael Colella (Head of HS2 Interface, Transport for London):  Yes.  There is a lot more 

work that needs to be done on that but I think both parties are very clear that that needs to be 

part of the ambition at Euston and also that the walking routes need to be significantly 

improved.  The issue that you have with Euston at the moment, where you come out of the 

station and, even if you are a regular user of Euston Station, you are faced by lots of rabbit 

warrens at various access points into and out of Euston Station and blank walls along Eversholt 

Street and Melton Street.  We want to see a step change in that environment, both from a 

public realm point of view, but also because that will encourage more people to walk and cycle 

to and from the station, which means there is less pressure on the Underground network and 

there is less pressure on the bus network etc. 

 

Jenny Jones (AM):  You are telling me you are going to double, nearly treble, the number of 

people arriving at Euston and you are going to get more walking and cycling.  That is a dream 

for me, all right, but you are not going to do it.  You will almost certainly need double the 

number of buses, double the number of cabs, a multiplicity of bikes, but I just cannot believe 

you have not done those sums yet. 

 

Robert Latham (Chair, HS2 Euston Community Forum):  The Underground system is at full 

capacity at Euston, is it not, Michael? 

 

Jenny Jones (AM):  Actually I think you will find it is over capacity, Mr Latham. 

 

Michael Colella (Head of HS2 Interface, Transport for London):  That station itself, if we 

are going to be fair to HS2, the design works that we are doing for Euston, in particular, are 

focussing on a number of those matters to ensure that the station will be, a bit like with 

Crossrail at Tottenham Court Road, three to four times the size.  The bus station, which you can 

sort of see some very early workings of, we are looking at trying to improve that significantly, so 

not only that it can handle more busses, but actually it has a reduced impact on the local area 

by not being a station but actually by being more of a bus-only road.  You are right, there is a 

significant impact but what we are trying to do is actually significantly reduce, not just to 

increase in percentage terms the number of people who are walking and cycling.  Currently at 

Euston Station less than 2% of passengers who use Euston Station cycle.  We think that could 

be increased significantly to 7%.  Walking we think it can go from 20% to 30%.  That does not 

resolve the issue that you have just mentioned, which is in absolute terms there are still more 

people who are going to be using the bus and still be using the Underground, but at least that 

takes some of the pressure off the network and so that the investments HS2 are planning to put 

in terms of a new Tube station and improved bus facilities can cope with the doubling of 

passengers overall. 

 

Andrew Dismore (AM):  One of the problems with the design is the lack of permeability 

across the station; it is this great slab in the middle of Euston. 

 

Michael Colella (Head of HS2 Interface, Transport for London):  Yes. 

 



Andrew Dismore (AM):  It is worse for cyclists now under the new scheme than it is now.  It is 

worse for pedestrians in the new scheme than it is now, in terms of getting across the station 

north-south or east-west. 

 

Cllr Phil Jones (Cabinet Member for Sustainability, LB Camden):  It was promised 

originally that this would be part of a national regeneration that would include massive 

regeneration at Euston.  The option that has now been put forward is the worst of all possible 

worlds.  They are massively expanding the footprint of the station without redeveloping the 

station, which means you lose thousands of jobs and homes and you lose the opportunity to 

increase the east-west permeability to redesign the station to facilitate those sustainable active 

transport solutions that we all want to see.  This is a national embarrassment in the making.  

This is the gateway to London and as we described it locally it is a lean-to attached to a shed.  It 

does not work now and it is going to be made worse.  So, I completely agree with this aspiration 

that that is not what is going to be delivered and it really is a case for all of us, England and 

Government, including the Mayor, and particularly the Mayor, to stand up for London and say, 

“This isn’t good enough, it’s not going to deliver on what we want”. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Well, phrases 

like ‘lean-to’ and ‘shed’ Chairman, I shall not bother to respond to - apologies for pushing back 

this rhetoric.   

 

I think there is a really important point in all that.  We are not about to build a new national rail 

network for Britain and put a substandard terminus at the southern end in one of the world’s 

great cities.  The fact that we are not totally rebuilding Euston is actually quite good news for 

people, because the complexity of trying to rebuild that station, and Jenny has already 

mentioned the numbers, while those numbers are coming in on an existing network that is 

increasingly congested would have made the complexities very, very hard to manage.  We have 

a good programme now.  There is, however, a lot of work to do. 

 

Very briefly, the hybrid Bill will give powers to build the station itself and enhance the railway 

network.  There is a lot of work to do and, again, I reiterate it will have to be done with the 

London Borough of Camden to maximise the regeneration opportunities around the station, to 

work with them and TfL on connectivity and to explore how much we can do in terms of over-

site development.  In fact the Jubilee line showed the other example.  If you do not maximise 

the opportunities of over-site development you miss a trick and we do not intend to miss it at 

Euston. 

 

Murad Qureshi (Chair):  OK, just one last supplementary on this area of questioning.  Peter, 

you mentioned ventilation shafts.  I have come across some controversy on this front.  For 

example, the proposal of the ventilation shaft on the border of Brent, City of Westminster and 

Premier Corner.  It sounds to me like these are huge monuments in themselves.  Is it right to 

think that you have got security concerns and that is why they are bigger and more elaborate 

than others that we have, on the Tube system, for example? 

 



Also, this is the second part, Clinton [Leeks] alluded to it, these are big issues, it was the big 

issue in Whitechapel and subsequently it was not needed.  So, how many of these ventilation 

shafts are we actually going to need, also given where we are? 

 

Peter Miller (Head of Planning and Environment, HS2):  The current consideration for the 

ventilation shaft size is really a function of being able to vent, in the event of an emergency, 

any smoke that might need to get out of the tunnel, and that is to ensure the safe transition of 

passengers on any trains within those very deep tunnels.  I think they are about 40 or 50 metres 

deep in certain locations and I think in that location it is a very deep tunnel.  So, there is a 

functional aspect to the sizing and in addition to that sizing there is a need to be able to service 

the equipment, so it comes along with a bit of access and that sort of thing. 

 

There are many vent shafts in and around London.  We have currently shown them as fairly 

blocky looking things in our draft environmental statement.  That need not be the case, these 

things can be hidden within buildings so they can look good, or they can be features within the 

urban environment and equally they can look good.  Those final detail matters will be the 

subject to final approval with local planning authorities.  The final finishes, later on and beyond 

royal assent for this project.  So, they function in a certain way.  The number of them is 

dictated, as I understand it, by the emergency services in the way that they are able to access 

the tunnels, getting down to the tunnels themselves and their ability to walk and be able to 

walk back and get out of those tunnels in a safe and efficient manner.  So, that is why we have 

got the spacing in the way that we have them to date.  Over the years we have looked at a good 

number of sites with different tunnel configurations to work out where those would be best 

located.  I think the Adelaide Road one in the north of Camden is perhaps slightly different.  

Colleagues might help me with this.  I think that might be slightly bigger because it has also got 

to take into account the single bore tunnel for the HS1 connection. 

 

Murad Qureshi (Chair):  OK, I will leave that issue there.  I just know in particular 

neighbourhoods it is an issue of contention and, if anything, from Crossrail the experience has 

been not as many ventilation shafts have been needed as was required at the end. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Your memory is 

very good, Chairman, yes.  In that case, as Peter [Miller] said, we worked with London Fire and 

Emergency Planning Authority to work out what their requirements were and then we were able 

to change some of the specifications. 

 

Murad Qureshi (Chair):  We are now moving down the tracks, would you believe, just to finish 

off Euston, we will get a site visit at some point, because I think that will help those who are less 

familiar with Euston.  I do think there are things that HS2 can learn from what happened at 

Paddington Station with Crossrail because that is a working station, having tunnelling and cut 

and groove on one site.  The Euston scale is much, much greater.  

 

Cllr Phil Jones (Cabinet Member for Sustainability, LB Camden):  You would be very 

welcome to come, but you might also want to visit Camden Town where the destruction is very 

big due to the link between HS1 and HS2, which HS2 themselves, and the Government admit, 

does not make any financial or economic sense, it is purely a political decision to build that link 



which requires the rebuilding of eight bridges.  I would invite you to come and have a look at 

how that will impact for a number of years on Camden very severely. 

 

Murad Qureshi (Chair):  Phil, we will certainly take up that opportunity to come down, not 

just Euston, but Camden Town.  Just for your information, the London Assembly’s Transport 

Committee that a few of us are also members of, has come out against the HS1/HS2 connection 

because of the impact it has on the London Overground North London line.  Just for 

information. 

 

Dr Onkar Sahota (AM):  We have obviously talked a lot about Camden earlier and Euston, 

which is very important, but of course the tunnel comes out in Hillingdon and I want to give this 

opportunity to Humphrey [Tizard] from Ickenham, and also to Ian [Thynne] from the London 

Borough of Hillingdon, to talk about the impact of this on Hillingdon and also how well you 

have engaged, or not engaged very well, with HS2 and how you have experienced the process 

of their consultation with you.  

 

Humphrey Tizard (Chair, Ickenham Residents Association):  Two impacts in Hillingdon, 

first is a local impact in terms of the operation of the line on Ickenham itself, which is mainly to 

do with noise and vibration.  The draft Environmental Statement has produced noise contour 

maps but these are based on average noises, not peak noises as trains pass by.  Neither do they 

show the effect of noise gradient because, as we know, the onset of the noise comes very 

quickly with high speed trains and that is exacerbated of course as they emerge from tunnels 

too, even if you solve the problems of ‘tunnel boom’ [the sound and shockwaves that pass 

through a tunnel in front of a high-speed train potentially causing a large ‘boom’ at the tunnel 

exit], which is certainly not clear to us. 

 

So, the noise impact has certainly been understated so far in the Environmental Statement.  We 

estimate it will affect at least half of Ickenham, which will be about 1,800 dwellings, very 

severely.  That also does not include the impact of maintenance on the line, because one of the 

mitigations that they are suggesting is rail maintenance, in other words grinding the rails, which 

means on a regular basis you will be grinding the rails and that will create extra noise as well.  So 

the noise impact is very severe.  It includes premises which have not been included in the 

studies, such as the Breakspear Infant and Junior School and we are very, very concerned about 

this indeed. 

 

The second impact is in terms of the construction phase.  As you know, when this was first 

envisaged the rail went over-ground from Old Oak Common right the way through to 

Hillingdon.  Then they discovered that there were technical problems with the Chiltern line so 

that they had to go underground at Ruislip.  Then of course all the problems with the bridges in 

Ealing, so they had to go underground in Ealing, so now we have a tunnel which is extending 

about 13km, all the way up from Old Oak Common to Ickenham to the West Ruislip portal.  That 

necessitates what is now a vast construction site right at the end of that portion of the tunnel.  

That was not envisaged, of course, when the West London route was first drawn on the map. 

 

What is the impact of the construction?  Well, you have to understand that Hillingdon is a long 

thin borough and it comprises of industrial and commercial operations in the south, that is 



Hayes, West Drayton, Stockley Park, Heathrow itself, and residential area is in the north.  So, 

what you are getting is major flows of passenger traffic from the north of the borough to the 

south of the borough in the morning and vice versa in the evening and throughout the day.  

There are only in fact three crossings on the A40.  The one to the west is at Swakeleys 

roundabout, then you get Hillingdon Circus and finally you get the one by the Polish War 

Memorial, the other side of Royal Air Force Northolt.  All of these roads are saturated in the 

peak hours.  Off peak hours they are running at about 75% of capacity. 

 

So, the impact of any extra traffic on these roads in the peak hours is just to extend the queues 

back further, so you get longer queues of stationary traffic.  So, for instance, if you had a queue 

of say 80 HGVs, that would extend the queue by about a mile.  So, already all these roads 

exceed the standards for air quality, so if you add any extra traffic to that, and there are already 

committed developments which are going to increase the traffic across those roads, then it is 

going to make the air quality worse, and that is obvious.  Also during the off peak hours, 

because they are running at 75% capacity, if you add, as the environmental assessment is 

talking about, 10-30% more traffic to it, then what you will find is you will get peak conditions 

occurring throughout the day, in other words, saturation of those roads throughout the working 

day. 

 

Matters get worse.  Some of the roads are going to be closed off for periods of time, not 

specified in the environmental statement.  So, if you have one road which is closed off, 

operating at 75% capacity during the working day, not at peak hours, and you add to that the 

traffic from the road that has been closed, you end up with 50% over-capacity traffic 

throughout the day and that causes complete and utter chaos, as we have seen when roads 

have been closed in this area before. 

 

Apart from the impact on air quality, the other impact of course is economic, because people are 

going to be held up in stationary queues for very, very long periods of time.  Again, the 

Environmental Statement is silent on the impact on journey times.  It does, to be fair, mention 

that there will be a significant effect on traffic in the area. 

 

Matters get worse than that.  The junctions themselves have not been modelled, and they have 

not been assessed in terms of swept path, in other words whether large vehicles can actually 

negotiate the routes that have been designated.  There are a number of points which are going 

to have significant problems.  I can go provide the details if you wish.  This means that areas 

such as Ruislip High Street, which is a designated route from one side of the construction site to 

the other, for those vehicles that cannot go under a bridge, will have HGVs, which just do not 

go along that road, but they cannot, there is not room.  Buses themselves have trouble passing 

each other along Ruislip High Street.  The cumulative impact of this is going to mean that as a 

site for a major construction site it is simply not suitable.  The local transport infrastructures 

simply will not cope with construction traffic on the scale that has been set out. 

 

I have to point out as well that in the Environmental Statement the numbers of movements that 

have been specified are specified as minimum numbers of movements - so this is not the 

maximum, this is the minimum.  The other thing that they have not taken into consideration is 

the passenger movements for the workers.  We understand that there are going to be about 350 



workers.  This is a 24-hour operation, so there is going to be three shifts.  They say that people 

will be able to come by public transport, but will they?  Because if one of the shifts ends when 

public transport is not really operating very well, such as towards 12.00am, then people arriving 

will have to come by private transport and the people leaving will have to as well on that shift, 

so two of the shifts will not be able to rely on public transport.  These figures have not been 

taken into account in the Environmental Statement. 

 

Overall this is going to be an economic catastrophe for Hillingdon, as well as a major, major 

impact on air quality on the roads in the area which are already exceeded in the current 

conditions. 

 

Dr Onkar Sahota (AM):  Thank you.  I want to bring Ian in with the wider impact right across 

Hillingdon. 

 

Ian Thynne (Principal Sustainability Officer, LB Hillingdon):  Yes, just to pick up a few 

points that I know we started on initially, to give the London Borough of Hillingdon’s 

experience, with consultation to start with. 

 

In our experience it’s been pretty woeful as well for all our community forums and stuff.  

Hillingdon is a member of the 51m Group, which is a group of councils along the route to 

Birmingham who are opposing it; they are sat in the High Court today doing just that, and the 

experience throughout the region is exactly the same.  In one strange, almost funny, example 

one of the Camden events was advertised in Birmingham.  Even with a high speed line in place 

that would be a little bit of an extreme to get to. 

 

So, there have been a lot of problems with the consultation.  Eight weeks is simply not enough.  

I know we have written to Alison Munro at HS2, and a lot of the other councils have along the 

route.  So, just to add to the problems with the consultation. 

 

Just picking up on some of the points that Humphrey [Tizard] raised:  I think the problem with 

the draft environmental assessment is, as Mr [Clinton] Leeks was saying, 55,000 pages will be 

the final one and 5,000 in this one.  I think that goes to show just what a lack of information 

there is in this document to really fully understand what the impact in Hillingdon, in London and 

even up and down the route are.  That is just a ‘sparsity’ of information.  For example, there is 

no information on greenhouse gases, none at all.  No bits and pieces to even start picking away 

at.  The same as the air quality assessment for the Ruislip area for example is three pages.  One 

of the questions earlier was, “What are the air quality impacts?” but they do not know yet.  That 

is the same with a number of other things like noise, for example, as Humphrey [Tizard] was 

picking up.  There is a statement in there in the noise assessment that implies that maximum 

sound levels have been considered in the assessment, but it has not been given to us.  There is a 

lot of information that is out there.  We know that there is strategic transport planning as well 

for London.  The information has not been given to us so it is very difficult for us to really 

determine what the impacts in our borough and on London are and that makes commenting on 

this consultation difficult. 

 



I take your point that some people would like the consultation to be extended to give them a 

chance to have a say on this.  In my mind, in terms of environmental impact assessment, which I 

do on a daily basis, I do not see the point in extending the consultation where there is so little 

information to be able to comment on, and that is the real problem that we are at.  The only 

time that we will get to see that information is when it is given to Parliament.  That sounds like 

a very, very dodgy bit of project planning there; that the time when MPs up and down the 

country will be considering this as a major scheme will be considering for the first time the 

impacts on particular junctions in our borough and having that debate at the same time.  That 

does not sound very good to me. 

 

Just going back to some more of the impacts in Hillingdon, I take your point from Mr 

[Peter] Miller about the Code of construction Practice, but the problem is it is already 

determined by that point.  You have already gone through Parliament, you have already had the 

principle established and you have already gone through the Transport Select Committee.  

There is a lot of emphasis being put on the Code of Construction Practice to pick up on some of 

the impacts in London, “We don’t know them yet - Code of Construction Practice will sort that 

out”.  For example things like water resource and some of the major aquifiers around the 

borough, which feed our area of London: that is where we get our water from and in droughts 

we have problems with that and the Code of Construction Practice will monitor the impact of 

water resources?  It will be too late by then.  The way that the environmental impact assessment 

works is that the design of the scheme should take into account the environmental impact.  The 

problem is the scheme has been designed without knowledge of the environmental impacts and 

the draft environmental assessment just does not contain them.  So, it is very difficult for HS2 

to be able to deliver a scheme that is environmentally friendly without designing it around the 

impacts, because they do not know the impacts yet.  The way that this materialises itself in 

Hillingdon we start to see problems across the whole of the Colne Valley, so you have a Site of 

Special Scientific Interest (SSSI) for ecology, that gets heavily impacted and there is a 

throwaway comment in the report that says some of the Colne Valley will be dewatered, 

perhaps.  Perhaps we do not know; it might be dewatered.  We get a viaduct across the scheme 

and the design for the viaduct, when we talk about a lean-to on a shed in Euston, the viaduct, 

and it looks like a child drew it, and this is a real important resource for London that has just not 

been considered in the minute.  Then you have got impacts on the people and the property in 

the area.  We lose Hillingdon Outdoor Activity Centre, they can no longer function in the Colne 

Valley, and where do they go?  At the minute we do not know, they are still in discussions with 

them. 

 

I can go through each and every single section of the environment impacts and point out to you 

the failings of it.  There is no point in me doing that.  You do not want me to do that, you 

know, we would put that in a paper to you, but just to give an overview of how very difficult it is 

for us to comment on this and understand the impacts at this stage. 

 

Lastly, what this all means is that the impacts are supposed to, as I say, influence the design of 

the scheme.  In an ideal situation everyone goes away and has a look at it from a strategic 

perspective, realises Euston does not work, realises all these impacts in London and starts to 

think about an alternative measure.  That is obviously what the council is putting forward.  If 

that is not going to happen at least think about coming up with some better mitigation so, for 



example, across the Colne Valley why are we not tunnelling throughout the Colne Valley to get 

rid of these impacts that Humphrey [Tizard] said?  The noise impacts, the air quality impacts in 

London, where it is already a huge problem, less so than the other side of the M25.  Why aren’t 

we tunnelling across there?  We all know the answer to that is because they need to deliver the 

Heathrow spurs in phase 1 of this scheme.  A Heathrow connection that is not going to be put 

forward as phase 2 yet.  It is going to be decided after the Davies [Airports] Commission. 

 

The problem that we end up with is that we have a scheme that is being influenced by an 

outside proposal that is not yet determined.  So, we are getting all this pain in London, we do 

not even know if it is necessary to have this pain. 

 

A brief overview of the problems in Hillingdon and the problems with this consultation.  I am 

happy to take questions on anything else. 

 

Murad Qureshi (Chair):  You have given us a lot of written evidence actually, which is very 

useful out of all the submissions made both the residents and the local authority, so we will go 

into some depth there.  You have also covered areas in the question that we will not need to go 

into now, so we will certainly cover that. 

 

Dr Onkar Sahota (AM):  I just want to ask, Ian, you have obviously brought this to the 

attention of HS2 previously, have you, all these questions? 

 

Ian Thynne (Principal Sustainability Officer, LB Hillingdon):  Yes. 

 

Dr Onkar Sahota (AM):  Have they engaged with you? 

 

Ian Thynne (Principal Sustainability Officer, LB Hillingdon):  I should probably point out 

that the London Borough of Hillingdon’s engagement with HS2 is somewhat -- ‘hostile’ is 

probably not quite the word.  We are obviously challenging it from a legal perspective, so there 

have been some engagement issues there, but also there have been some funding issues, which 

I have mentioned before to a number of people.  On my desk at the moment I have a number of 

environmental statements, planning applications with developers who have paid application fees 

and pre-application fees and stuff and the council has asked if we want to engage in this 

process.  We need to be funded properly by HS2.  As such that has not happened to date, so 

there is still a bit of a flux on that, but there is a political decision in there as well.  So, 

engagement, I am not going to lie to you and say they have not engaged with us, because it is a 

two-way process and we have not properly engaged ourselves, but the fact of the matter is that 

process has not gone on yet, this environmental impact assessment is still being developed.  It is 

not an unreasonable request for the borough to ask to be resourced. 

 

Murad Qureshi (Chair):  Ian, thank you for all that information, your perspective on the 

environmental impact.  I am going to have to give HS2 an opportunity to respond to some of 

the concerns both the residents and Hillingdon Borough have raised. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Thank you for 

what you said, the last thing about engagement, the engagement has not been very good.  I will 



say we understand you are looking for a level of funding for some of your planning activities.  

As you know we have offered the 51m Group and all other local authorities a level of funding 

agreed with the Secretary of State.  Some boroughs have accepted it, some have not, but that is 

where we are.  It is public money and that is what we offer. 

 

I will just say it has been a frustration to us, the inability to engage more thoroughly with 

Hillingdon.  It has been particularly tough, so much so that we actually approached the Greater 

London Authority (GLA) at the end of last year to see if they could help, because it has been a 

frustration.  We understand that is your decision and, a very sad phrase but, it takes two to 

tango. 

 

Never mind the High Court, that will happen or not happen as it does, but we are now, I think, 

and I think the draft Environmental Study has been part of this, it is a draft, we know you have 

got frustrations about it.  It is proving an opportunity, let us put it like that, to start talking 

through the issues in rather more detail.  They will need to be in a lot more detail by the time 

you go to Parliament. 

 

Peter Miller (Head of Planning and Environment, HS2):  I will just pick up on a few points, 

because I think some of the points we tackled earlier, like the air quality and some of the traffic 

issues, so I will not go into the detail of that, because we do only have a few moments. 

 

In terms of the noise, it is a bit of a misnomer to think about this as an average noise 

calculation.  The LAEQ [shorthand for equivalent continuous noise level] value is about the total 

noise over the day.  You are right that we do need to bring forward peak noise.  What is 

important about understanding peak noise values is whether there are effects in the quieter 

periods of the day and that means early morning services and late evening services, so that will 

come. 

 

What I would say, and it comes back to the earlier point about the line speeds in this area, and 

we were talking about 320 km/h running, and it will vary in this area, depending whether you 

are slowing down or speeding up, but those are very similar to the way HS1 actually operates, 

probably just a little bit faster.  So they are not unusual things, we are not right up into the 

360 km/h. 

 

In terms of the viaduct itself, the draft Environmental Statement indicates the type of mitigation 

that would be provided.  If you travelled on HS1 and crossed over the Medway Viaduct, there is 

a very unusual noise barrier, which is quite low in height but is very effective, and that has been 

proven and we would apply those sorts of barriers in this instance.  Other mitigation is set out in 

the noise plans and the noise contour plans which you have alluded to. 

 

I take your point about maintenance, and maybe we need to give a better impression of what 

the maintenance actually will be on this railway, but it is not every night outside of every 

backdoor.  It simply is not the case, and that is the case for the existing railway as well.  So, 

maybe we need to do a piece on that to give a better impression of what that is about. 

 



There will be new quieter rolling stock on this railway, and I think that point should not be 

missed.  The rolling stock that we have now and even the new rolling stock which is running 

around in Europe now, which is being built now, will not be the rolling stock which we will buy 

in the future.  That rolling stock is getting quieter as we speak. 

 

In terms of the purpose of the draft Environmental Statement, what we contend is that the 

information has been put forward in the right way.  As we said, the job of that Environmental 

Statement is to provide an indication of the significant environmental effects, and that is to help 

decision-makers ultimately to decide whether this project should proceed or not. 

 

You talked about noise and greenhouse gasses.  In terms of the greenhouse gasses, we refresh 

our greenhouse gas type of assessment when we refresh our business case.  From time to time 

there are externalised factors like growth in the United Kingdom and other things which go on 

in existing railways which need to be taken into account, and that will be refreshed for the Bill 

submission. 

 

In terms of the water environment, we do work very closely with the Environment Agency and 

we work very closely with water companies along the line of the route.  As you would expect, 

when we are thinking about designs for piling and that sort of thing for each pier, whether 

breaking ground and going into or adjacent to water courses, we talked to those people early on 

in the process and that has been happening. 

 

When it comes to issues of pollution control, I do come back to the Code of Construction 

Practice.  There are measures within that Code of Construction Practice to control things which 

actually happen on site.  Best practice works really well in construction these days.  Oil tanks 

and things like that are well “bunded”, double “bunded” in most circumstances on construction 

sites now and that avoids pollution occurring.  Clearly there are legal duties that we have to 

deliver on and there are criminal offences caused if you pollute water courses.  We are not in 

that business and we are certainly setting up our project in a way that will ensure our 

contractors deliver in the right way. 

 

In terms of the SSSI, we have done a lot of work with Natural England and we brought forward 

evidence in the judicial review last year which looked at certain matters in and around the Colne 

Valley.  I think people can draw comfort from the fact that we do the right job at the right time.  

With the SSSI I think there is some further consideration that would go on in the draft 

Environmental Statement we do highlight this.  If we can overcome the impact on the SSSI then 

we will do so.  If we are unable to do that then we will find other means for protecting the SSSI. 

 

Dr Onkar Sahota (AM):  Sorry, I will have the last comment.  I am concerned that Hillingdon 

has not engaged with you to look after the residents.  Can you just tell me, did you offer 51m 

and Hillingdon money to engage with you? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I have to say as 

a preamble, many of the local authorities do not like what they see about the impacts and we 

get that and we have to work with them.  We have to resolve it together.  Camden has been 

another example.  51m as a group have taken us to court, we understand that.  What we did do 



last year was to try to respond to the fact the local authorities were saying, “You’re costing us 

money in having to analyse your proposals.  We need some funding”.  We understand what a 

tough situation they are in, so with the approval of the previous Secretary of State we have 

offered a level of funding.  Many local authorities have come back and said, “Not enough”.  We 

understand that too, but the fact is if we reach that level of funding we may need another 

discussion but that is all that is on the table at the moment.  I am not criticising Hillingdon, that 

would be inappropriate, but the fact is some boroughs have said, “Let’s work with that and see 

where we get to” and others have not yet accepted the offer. 

 

Dr Onkar Sahota (AM):  Thank you for that clarification. 

 

Ian Thynne (Principal Sustainability Officer, LB Hillingdon):  I think the point is that the 

funding that was offered was simply not enough to be able engage to the level that is required.  

The problem is this is a massive scheme.  You should not be withdrawing funds or not 

resourcing us to the right amount.  This is a huge scheme and it needs to be got right and I 

think the draft Environmental Statement shows that it has not been got right so far because 

that engagement has not happened because of the lack of desire to fund. 

 

Murad Qureshi (Chair):  We are going to move on to the next area, which we should not 

forget, and I think it is the most critically important, Old Oak Common. 

 

Navin Shah (AM):  What considerations have you given to mitigate local impacts in Old Oak 

Common area in your feasibility planning and feasibility studies?  That is the broad question. 

 

There are two particular areas of concern I have locally that I want to raise.  One is about 

particular impact on about 120 homes on Wells House Road who will be directly impacted from 

construction activity, because they will be surrounded by everything going around over a ten-

year period.  I understand vehicle movement is expected to be around 1,000 HGVs per day, and 

indeed access to local schools, shops, facilities et cetera will be hugely restricted over that 

period as well.  That is one specific concern I have. 

 

Another one is to do with regeneration.  That is directly related to Park Royal City site, because 

the original proposal was to use that site for construction-related holding and so on, which 

would have blighted the whole of the regeneration aspired for that area.  On that particular one 

I would like to know what is the current situation with regards to adding, you call it 

‘safeguarding strategy’ which was imminent because phase 1 of that particular project is due to 

commence mid-August, and completion in April, so very, very keen to know what is the 

situation with that, and can you confirm also that the Park Royal City site will not be required 

full stop for any uses related to HS2?  

 

Neil Bennett (Partner, Farrells Architecture & Urban Design):  Perhaps I could take the 

second question first and my colleagues could deal with the first question and perhaps the 

detail of the second one. 

 

I should perhaps quickly explain that we are architect planners.  We were asked two years ago 

by the London Borough of Hammersmith and Fulham to look at the potential of HS2 coming 



through Old Oak Common, which work is complete.  We have another commission for HS2.  We 

are in fact just about to start work with TfL on the design of an interchange station at Old Oak 

Common.  

 

The big point I would like to make is the magnitude of change we are going to get at Old Oak 

Common.  My understanding is that depending on the degree of connectivity that can be 

achieved at Old Oak Common, that station at Old Oak Common, which we should remember is 

the first coming into London from Birmingham will be between the 12th and the 5th busiest in 

the country.  I think if a full level of connectivity is achieved it will be of the same capacity as 

Waterloo, so there is quite a big change coming here and I think there will be commensurate 

environmental impact from those transport improvements.  So, I think there is a very big thing 

happening for London here.  I would hope to see quite a significant local change for people who 

are coming into London from the north and the west. 

 

To talk about regeneration, we have at Old Oak Common supreme access.  Again, if we achieve 

the transport connectivity that is desired 90% of London’s rail stations will be directly 

connected or within one change.  So, great access, a very good location.  I will say that Old Oak 

Common is one Hyde-Park-and-Kensington–Gardens’ length away from the end of Hyde Park 

and Kensington Gardens, so it is very central.  There is also land here which is currently 

brownfield and is of a lower intensity of use.  So, I think that there are the ingredients there, as 

a planner, and especially now, for very strong driver for regeneration in the local area and 

drivers also to remove social depravation here.  This is a poor area, particularly to the north of 

the premises. 

 

I think we should not forget the fact there is a major rail station arriving here and the potential 

for regeneration that comes from that. 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  Well I just wanted to 

respond to Mr Shah’s question.  I just want to clarify when you talk about Park Royal City; you 

are talking about the ex-Guinness Brewery site? 

 

Navin Shah (AM):  Yes and Segro. 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  It is the Segro site.  Well, I 

can report that our Chief Executive Alison Munro met with Segro, probably about a month ago 

and, as you know, we have a preferred solution for a tunnel through Ealing and if the Secretary 

of State chooses that - it is for consultation for the minute - for HS2 we will remove Park Royal 

City from safeguarding.  The safeguarding drawings have not been reissued.  The consultation is 

set in the public domain.  So, there is no intention for HS2 Limited to acquire or use Park Royal 

City if there is a continuous tunnel through Ealing. 

 

Navin Shah (AM):  Given that they are due to commence their phase 1 work in August how 

will it work in timetable terms?  You are looking at a huge local region issue there, thousands of 

jobs and homes. 

 



Peter O’Riordan (London Metropolitan Area Manager, HS2):  Yes, I am sure that came up 

in conversation with the Chief Executive, and the timing I cannot deal with just now. 

 

Navin Shah (AM):  If the tunnel proposal goes through there certainly will be no requirement 

for use of the site? 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  That is correct. 

 

Navin Shah (AM):  That is a guaranteed situation? 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  That is correct. 

 

Navin Shah (AM):  OK. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Consultation on 

the tunnel option, as Members know, ends on 11 July.  We are hopeful also that the 

safeguarding directions, Robert Latham has already referred to them, they have been delayed.  

We are hopeful they will come out very soon indeed.  Timing wise all these things should be 

able to come together pretty soon.  We have given, within what I have said, to the ability that 

we have given reassurances to the current occupants of the Park Royal City site. 

 

Navin Shah (AM):  Yes.  I may request some other further detailed assurances, which probably 

we can deal with outside this meeting, in the form of a letter of communication. 

 

What about the local community affected? 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  Yes, I mean, as you know 

from the maps and the draft Environment Statement for community forum area 4 (Kilburn, 

Brent to Old Oak Common) we will have a construction site in the railway lands in Old Oak 

Common where it is currently occupied by First Great Western and Heathrow Express Rail depots 

and Crossrail will be building their depot as well in that area.  We also will have a tunnelling 

worksite to the west, in and around Victoria Road.  That in a way surrounds Wells House Road.  I 

do not accept the figures of 1,000 vehicle movements.  I am not quite sure where they have 

come from.  To reassure you, the concept is that we use Willesden Euroterminal to remove 

excavated material from the tunnels.  So, the concept behind the tunnelling is very much based 

on from the tunnel face all the way back down through the tunnels to the Victoria Road area 

and then up to Euroterminal in Willesden for removal by rail.  That is the concept of the major 

works, which is the tunnelling works. 

 

Navin Shah (AM):  Can you give me any idea if it is not 1,000 trips per day what it would be?  

If not now, later on, because this is not for the first time in my research notes I have come 

across this.  I would like to know what they are. 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  I want to help you with 

that. 

 



Navin Shah (AM):  Because obviously this has huge impact in terms of local access traffic, 

danger of accidents and so on, plus you have an issue about the environmental impact as well. 

 

Peter Miller (Head of Planning and Environment, HS2):  I think we are very conscious 

about Wells House Road that there is one way in and one way out and there is an awful lot 

going on in that particular area.  In a way they are sort of islanded between all sorts of 

development and railways and all sorts of things that are going on already.  Access generally in 

this area is quite difficult to get into these sites.  By road it is really quite difficult.  So, this does 

not provide the answer but I am completely assured that we are well aware of all of this and I 

think we have been working with TfL on the public transport activities and whatever, which also 

go through here.  There are multiple layers of issues that we are going to have to be able to 

demonstrate that we can resolve as we come forward to Parliament. 

 

I think what is useful from Peter’s [O’Riordan] point of view is it is reiterating how we are taking 

things forward with regard to getting more onto rail as opposed to road.  That does have to be 

confirmed, I have to say, because it is passing these movements across the existing railway 

network.  In one sense we are talking about roads being congested by all these lorry 

movements, as you put it forward to us.  In another sense, does the same thing sort of happen 

again with rail?  We have to work that through, so we do not have a full answer for you at the 

moment. 

 

Navin Shah (AM):  I would really like to have a clear strategy in terms of mitigation because 

this community, this is just one example of a road surrounded by activities for ten years and, 

therefore, we really need to have a strategy which gives reassurance and actually works on the 

ground as well.  Surely we will get that. 

 

The last question I have is to do with what will be the potential implications if HS2 were to 

terminate at Old Oak Common?  I know that that option seems to be not quite currently in the 

running, but what will be the implications? 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  The swift answer to this is 

the Old Oak Common station, built by HS2 simply is not big enough to be a terminus, to run the 

service we intend running.  It simply is not.  It has six platform faces. 

 

Murad Qureshi (Chair):  It is more than 500 acres. 

 

Peter O’Riordan (London Metropolitan Area Manager, HS2):  It is six platform faces.  Just 

mentally think of Old Oak Common at the moment, Crossrail to the north, Great Western to the 

south.  There is very little room.  You would not believe how constrained we are. 

 

Navin Shah (AM):  I know the area very well.  I know the scale of it.  The question is, since it 

has been an option which has major implications, I want to know whether it is permanently ruled 

out or is there still a possibility that option is in the running. 

 

Peter Miller (Head of Planning and Environment, HS2):  It certainly is not ruled in at the 

moment.  We have a terminus station at Euston and we have our interchange station in the 



railway lands at Old Oak Common.  The question is about distributing people around London 

and what sort of split that you might have.  So, there is demand to get into central London for 

Euston.  We believe that remains the case and we have not wavered on that point in terms of 

the days when Lord Mawhinney [High Speed Rail Access to Heathrow review 2010] was looking 

at this very issue.  The other issue is the distribution from Old Oak Common, essentially with 

Crossrail distributing across London in a different way.  So, that split is firmly part of our plans.  I 

do not know whether TfL might want to comment on that. 

 

Michael Colella (Head of HS2 Interface, Transport for London):  HS2 did some work and 

TfL did some modelling work back in 2009 through 2011 to look at various options in terms of 

where HS2 should ultimately end up.  I think the short answer, or slightly longer version of what 

Peter and Peter have suggested is roughly one-third of passengers on HS2 will interchange at 

Old Oak Common and two-thirds go on to Euston.  If you were to switch that to 100% at Old 

Oak Common the short answer is that Crossrail, which is the main interface with HS2 at Old Oak 

Common, just would not cope.  It may be surprising to say that because we are spending 

£14.5 billion on Crossrail, it is providing a significant amount of capacity, tens of thousands of 

passengers per hour, but the fact is Crossrail is being built primarily to get people from west 

London into central London and obviously from east London into central London and across.  

So, there is a only a limited amount, a finite amount of capacity for Crossrail to actually cope 

with tens of thousands of extra passengers, so you would be increasing the number of HS2 

changing at Old Oak Common from around 10,000 to about 30,000.  The difference between 

those two is the difference between Crossrail coping and Crossrail falling down. 

 

That is not to say that there are not obviously other alternatives, but that is one of the main 

reasons for doing it.  Also the business case would suggest that a lot of people would rather still 

have the opportunity to actually go directly into central London, and obviously Euston is a good 

example of that.  Either they do not want to use HS2 as an airport in which they have to then 

travel 15 miles or more to get into the city. 

 

One other thing though, slightly separate; I just wanted to mention something which might be 

useful to the committee and I think it gets back to a number of points that have been made 

earlier.  As I said, there is quite a bit of frustration about the lack of detail and the lack of 

information and the draft Environmental Statement by its very nature, only 5,000 pages in 

comparison to the final Environmental Statement having 55,000 or so pages.  What we have 

been doing in TfL is not only working closely with HS2 but actually turning the discussion 

around, whether we are frustrated or not, from about whether there is enough information and 

actually turning it into what is our expectation of what HS2, and ultimately their sponsor DfT, 

are to deliver on HS2.  One thing that we are working with the Mayor’s office in terms of our 

response for the draft Environmental Statement is to actually put down a very clear series of 

statements about what we are expecting to see in the final Environmental Statement, and also 

to flag up what are the protective provisions or undertakings we want to see HS2, being the 

Secretary of State, to commit to in order to get the frustration, like for instance Phil [Jones] 

mentioned earlier, about these are all aspirations.  They are aspirations in many cases but you 

can turn those aspirations into firm commitments in the same way that Crossrail is now doing in 

terms of its construction. 

 



If that is helpful, one thing I would suggest Committee Members to consider is flag up your 

concerns and start considering what you expect HS2 to deliver specifically onsite, because in 

essence our brief is not necessarily to look about whether HS2 is a good project or a bad project 

but to assume that if this project is going to be delivered what is the best way for HS2 to impact 

on London, so it benefits London rather than has a negative impact on London.  Hopefully that 

is of some use to you. 

 

Murad Qureshi (Chair):  Can I just deal with two things the officers have brought up.  

Michael, what assumptions are you making on the service level of Crossrail, from east to west?  

How many trains an hour? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  At the moment there are 

ten trains an hour that are going west of Paddington, which they could operate to Old Oak 

Common.  We are assuming that most of the trains that are turning back at Paddington, which 

is 14, would be extended at least to Old Oak Common.  So, in essence, you would have a full 20 

to 24 trains per hour in the peak stopping at Old Oak Common that could be used by HS2 

passengers to access central London. 

 

Murad Qureshi (Chair):  You do not think there is a capacity with those 24 trains an hour to 

take people from there into central London? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  On the basis of the HS2 

proposals that currently stand it does have sufficient capacity to cope with the one third, so the 

10,000 or so passengers that would come in the morning peak, but it would not have the 

capacity to do 30,000 passengers. 

 

Andrew Dismore (AM):  The existing Tube network at Euston has that capacity? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  The existing Tube 

network at Euston Station with the upgrades that are currently being delivered on the Northern 

line and on the Victoria line and, as you know, because the Mayor mentioned it again yesterday, 

with the longer term including of Crossrail 2 there is more public transport capacity at Euston 

than there is at Old Oak Common. 

 

Andrew Dismore (AM):  Crossrail 2 is not a definite, is it? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  No. 

 

Andrew Dismore (AM):  Right.  So the timetable for Crossrail 2, even if it got consent 

tomorrow, which clearly it will not for several years, is way behind HS2? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  Yes. 

 

Andrew Dismore (AM):  So the net result is however long that gap is between HS2 and 

Crossrail 2 being completed, however many years that is, you have got chaos around Euston 

beyond the ten years already predicated. 



 

Michael Colella (Head of HS2 Interface, Transport for London):  The Mayor’s position, 

which he reiterated yesterday, is that he believes that Crossrail 2 should be delivered in parallel 

with HS2’s phase 2 development.  

 

Andrew Dismore (AM):  What it should be and what it is, is not the same thing. 

 

Michael Colella (Head of HS2 Interface, Transport for London):  No, I understand that.  

One thing I would just reiterate and go back to now is understanding the issues around Euston.  

I think what I was trying to refer to is there is not a single solution in terms of a terminus station 

at London.  You need both Old Oak Common and Euston in order for London’s transport 

network to cope, as well as it provided a better range of accessibility issues for people across 

London.  You cannot have one without the other.  I think you need two stations in London.  

80% of trips on HS2 will begin or end in London and I think the solution is not a Euston without 

Old Oak Common or an Old Oak Common without Euston, you need both. 

 

Murad Qureshi (Chair):  There has been a gentleman here, a Mr Tim Stockton, who has done 

a study of connectivity times if you changed at Old Oak Common or Euston.  Surprisingly he is 

suggesting with Jubilee line and Crossrail you could probably get to most of those destinations 

you may want to get to from Euston in comparable, if not less, time.  That warrants 

consideration, does it not? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  In terms of Old Oak 

Common our analysis would suggest that a large number of people who live or work in London 

can actually get to Old Oak Common quicker than they can from Euston.  That is not the 

majority of people in London, but it is a large percentage hence the reason why the modelling 

suggests that one-third of passengers would interchange at Old Oak Common and two-thirds of 

passengers would interchange at Euston.  So, I am not disputing the analysis.  Our analysis is 

broadly aligned with that, but again I just go back to that there is not a single solution for a 

location for people to interchange onto HS2 in London.  You need two stations and Old Oak 

Common and Euston have been considered by HS2 as the best solutions. 

 

Murad Qureshi (Chair):  You are familiar with Tim Stockton’s work on this? 

 

Michael Colella (Head of HS2 Interface, Transport for London):  I am vaguely familiar 

with it.  I have met with Mr Stockton in the past, yes. 

 

Murad Qureshi (Chair):  Because I live in NW1 and it sounds to me I may well be better off 

getting off at Old Oak Common when I go up to Manchester once a month and going into 

Euston.  

 

Michael Colella (Head of HS2 Interface, Transport for London):  I would have to look at 

the analysis to suggest that, but if you are living close to Euston Station like NW1, I cannot see 

why Old Oak Common would be quicker than Euston.  For many other places, for instance I live 

in Clapham, so south London, Old Oak Common with some improvements to the HS2 proposals 

around overground connections would be much quicker than going to Euston and fighting, as 



Andrew [Dismore AM] has said, there are some congested crowds on the Victoria line, so there 

is some merit in having two stations. 

 

Murad Qureshi (Chair):  The HS2 you were suggesting there is not enough space there 

potentially.  Neil, just tell me the dimensions of the sites and what you think potentially the 

maximum it could accommodate and to what extent other boroughs, apart from Hammersmith 

and Fulham where most of the site falls into, have signed up to regeneration.  Because 

potentially it is an equivalent of Stratford Railway Yard before the Olympics and we have seen 

amazing things done there.  Should we really limit out ambition for the site to what we have on 

our plate at the moment? 

 

Neil Bennett (Partner, Farrells Architecture & Urban Design):  The current site for the 

HS2 station is highly constrained by the existing rail infrastructure there.  There is the Great 

Western main line to the south, coming out of Paddington, and there is also the yet to be 

constructed Crossrail stabling and depot to go into the north.  Immediately to the north of the 

area you can see on the screen there.  So, I would echo the comments of HS2.  I do not think it 

is any great secret that we, as Farrells, believe that the Crossrail depot and stabling should in the 

future move somewhere else and release this quite valuable site next to a HS2 station for 

something else, for development.  The timing for that to happen is not known and clearly there 

would have to be some further investment in railway infrastructure to make other sites available. 

 

To move on to the regeneration question, the centre of the site of the Old Oak Common area is 

within the London Borough of Hammersmith and Fulham.  They are very keen, particularly to 

counter the element of social deprivation, which I touched on earlier, to see nothing happen in 

this transport planning phase that would prevent future economic regeneration of the area.  The 

surrounding boroughs, and this is my interpretation of this and they should perhaps be asked 

this directly, also they can see the potential here, they are however nervous of the period before 

HS2 actually arrives, so our piece of leadership work which we did in 2011 has been taken 

forward by the GLA and the various local boroughs involved, Brent and Ealing and 

Hammersmith and Fulham is going to be shown in a shortly-to-be-published Opportunity Area 

Planning Framework document for Park Royal City.  You can see there that Hammersmith and 

Fulham are very happy for a master plan for some quite considerable development to be shown 

on their land.  The surrounding boroughs, I believe, are less happy, because they are concerned 

about the medium-term effects of this big picture plan on places like Park Royal City and 

surrounding areas there. 

 

Murad Qureshi (Chair):  The final point I would like to make is to HS2 and Clinton.  The 

reality is that the most difficult bits and the most expensive bit, I suspect, of HS2 is from Old 

Oak Common to Euston? 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  Tunnelling is 

always more expensive than surface generally and working in cities tends to be more expensive 

than working in the country, yes, but the Birmingham end has some costs as well. 

 

Murad Qureshi (Chair):  Not as complicated as what you are envisaging from Old Oak 

Common? 



 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  It is a huge city 

and a complex metropolis.  So it is yes, costs are probably higher, which is one reason of course 

why the Government is building HS2 nationally. 

 

Murad Qureshi (Chair):  True, but what I am suggesting is that there must be some appeals 

on the environmental fronts possibly to look at that option at Old Oak Common of people 

connecting from there into central London?  You can cause yourself the grief further down and 

spend that same money there, or less so. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  All our analysis 

to date, which has been touched on very eloquently by others, shows that for a national high 

speed rail network, passengers, potential users, have the expectation that they will be able to 

get to the centre of all the major cities, including London; that we join up.  There are very 

considerable spatial issues that have been touched on by experts, and I am not one, about 

trying to put all that terminus traffic into west London, rather than put it into central London.  

The numbers we have seen suggests that it is not doable, certainly in any framework that we 

have seen, to actually shift the terminus westwards, but I do go back to, I think, a wider political 

point, which is the one that the Government has accepted after consultation and after putting 

out the initial business case, that this national rail network needs a central London terminus, in 

the same way that it will a have central terminus in Leeds, Manchester and Birmingham.  I sort 

of feel instinctively that is the right solution for a 21st century network. 

 

Murad Qureshi (Chair):  I am sure many people in Hammersmith and Fulham consider 

themselves in central London. 

 

Clinton Leeks (Director of External and Parliamentary Relations, HS2):  I am sure they 

do. 

 

Murad Qureshi (Chair):  On that point I have certainly exhausted all my questioning.  I just 

hope fellow Assembly Members have.  Thank you for that.  Can I thank all our expert witnesses 

for coming along today?  We will endeavour to put in a submission to your consultation on the 

environmental impact, hopefully given a London strategic perspective on it.  I just hope we can 

actually do it before 11 July, as there is a lot of information to get through.  Like I said, we will 

take both the Camden and the Hillingdon perspective, an inner and outer London perspective, 

which I think we can generally add to.  Thank you very much for coming along.  


