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Figure 5.1 Integrated Transport Strategy

The ITS has been developed having regard to:

The guiding principles established in Chapter 1 of this TA;

The existing condition and capacity of the local transport networks as described in
Chapter 2 of this TA;

The extent and composition of the proposed land uses as described in Chapter 3;
The potential trip generation and distribution; and
The forecast impact of this and other committed development and traffic growth on the

transport networks serving the scheme and the surrounding area as described in Chapter
4.

The ITS is also cognisant of the wider policy context for transport provision as set out in the
national, London wide and UDP policy statements that have been reviewed in Appendix | (B)
and summarised at Chapter 1.

At the core of the ITS is the provision of a fully integrated and, as far as achievable,
sustainable public transport network of appropriate travel modes, to provide a good quality and
attractive level of service provision for all those wishing to access both the BXC site and the
surrounding area whilst at the same time maintaining the level of service on the highway
network so that drivers are no worse off than had the Scheme not been developed.

In keeping with the DF vision, the ITS will assist in the delivery of:

Regeneration and sustainability and minimising car use whilst recognising that the private
car will continue to be a significant mode of travel in the BXC site.

A new destination in outer London that will provide a focus for trip making as an
alternative to the predominant movements into and out of central London.

A mixed-use development that will encourage shorter trips between local destinations that
can make use of alternatives to car travel.
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e Public realm improvements at a human scale that provide a barrier-free environment for
pedestrians and cyclists.

The aim of the ITS is therefore:

To make substantial provision for Public Transport and other, more sustainable modes.
whilst making suitable provision for appropriate, additional car travel.

The twin objectives of “substantial” provision by public transport and other alternative modes
and “suitable” provision for additional car travel are, at the same time both complimentary and
balanced. The transport infrastructure, services and management measures that are part of
the Scheme reflect both aspects and represent the Applicant’s best interpretation of how to
mitigate the impact of the development based upon the assessment contained in this TA.

However, a key consideration for the Applicants is their commitment to ensure that the ITS is
delivered in such a way that it anticipates growth in travel demand arising from background
growth and the development itself. This means providing appropriate capacity at an early
stage but not providing capacity that is widely out-of-step with demand. The linkage between
supply and demand will be secured by means of the development triggers described in the
DSF and Chapter 10 of this TA. This includes showing how the capacity of the transport
networks will build progressively towards the infrastructure and services required for the
development as a whole. This is also described in Chapter 10, and the sensitivity test in
Appendix VII (T).

A further aspect of the ITS is to ensure that it delivers inclusively across all sectors of society
and provides for people from disadvantaged communities and those with mobility difficulties,
particularly wheelchair users. The general principle is that by catering for the least mobile,
accessibility for all members of society is improved. This will be delivered by attention to
detailed design of infrastructure through the use of accessibility audits and ensuring that step-
free, access is achieved at the major public transport interchanges. This is described in more
detail in Section 5 of the DAS.

The following section identifies the objectives for each aspect of the ITS.
5.2.2 Strategies — Highways

“Suitable provision for appropriate, additional car travel” recognises that car travel will remain

the predominant mode of travel for many journeys in this part of London. This element of the

strategy will be delivered by a highways strategy that seeks to:

e Provide mitigation that as a minimum addresses the immediate impact of the Scheme
such that there is no net detriment compared to the future year Do Minimum (DM)
scenario;

e Maintain the overall operational efficiency of the network within the constraints of the wider
network operating capacity;

e Enable access to the development from key junctions on the strategic road network; and

e Provide an operationally efficient local road network that delivers adequate access but
avoids the negative impacts caused by the inappropriate use of local roads.

It is clear from regular observations of traffic levels contained within the baseline assessment
(Chapter 2) that during peak travel periods the present highway network experiences queuing
and delays at many locations within the study area. Notwithstanding the provisions of the

Authorities and improvements provided through other committed developments, the operation
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of the future year DM network (Chapter 6) at key locations will also experience queues and
delays during peak travel periods.

The underlying principle of the ITS is that the general level of congestion experienced on the
highway network once the scheme has been provided will remain overall no worse off across
the networks over time than the level identified in the DM, future year assessments.

This is achieved firstly through the very substantial package of highways mitigation measures
promoted as part of this Scheme. However the delivery of the strategy will require that road
capacity is not increased to the point where it would encourage substantial levels of trip
making locally that would place an undue burden upon the wider network.

In a congested network individual travellers will make choices about whether, how and when
they undertake journeys. They will also make choices about where they live, work and shop
and spend their leisure time. For example, a resident from elsewhere in London might chose
to move to a new residential unit provided within the Scheme because its location is closer to
their place of work or because it provides better interchange opportunities by public transport.
Equally, a resident of for example in Golders Green might now choose to take a job at BXC
because it is closer than their other existing employment opportunities, or to spend some of
their leisure time at BXC because it represents an opportunity to combine work with a leisure
activity.

The key consideration is that individual decisions will be made in the knowledge that, during
peak travel periods, some transport networks are congested and therefore the likely choices
that people make will reflect their reaction to those conditions by switching to another mode,
reducing the number or length of journeys, retiming journeys to avoid peak travel periods or
choosing a new origin or destination that avoids or reduces their “exposure” to travel
congestion. In reality this will mean that at the macro-scale travel levels, for example on
congested highway networks are likely to remain relatively stable and controlled by the
capacity of the wider highway network and the general tolerance of people to traffic
congestion. At the micro or individual level a whole range of different responses may take
place. The demand modelling described in Chapter 4 is a representation of this situation. The
ITS will respond at both levels by the progressive roll-out of infrastructure, services and
management measures that will enable individuals to make appropriate travel choices within
the wider aim of the strategy.

5.2.3 Strategies — Public Transport

“Substantial provision for alternative modes of travel” will be primarily delivered through a

comprehensive strategy for public transport that comprises the following building blocks:

e Utilisation of spare capacity on existing public transport networks serving the local area in
particular on the London Underground network and in the contra-flow direction to the main
peak hour movements into and out of central London.

e The flexibility to grow the bus network to provide capacity that will meet new travel
demands. This is expanded upon in Chapter 10 in the description of the progressive
development of bus and RTS services.

e Utilisation of additional capacity provided by LUL on the Northern Line.

e Provision of a new mainline railway station that will enable the Scheme and existing local
communities to access the planned uplift to the capacity of Thameslink services passing
through the area.

BXC 05
VOLUME 01, CONSOLIDATED TRANSPORT ASSESSMENT
September 2013

103



ms Brent Cross Cricklewood Development Partners — Brent Cross Cricklewood

e A new bus station at Brent Cross that will build upon the success of the existing station by
provision of “state of the art” terminal and interchange facilities.

e Improved interchange between public transport nodes in and around the Site.

e The opportunity to enhance access by all modes including taxis between key public
transport locations and destinations in and around the Site.

From the outset the aim will be to establish and grow a pattern of increasing use of public
transport for everyday activity in and around the Scheme that will be led by better interchange
facilities and enhanced bus service provision. This will start to create capacity that will be
continued during the course of the scheme by a step-change in public transport provision
comprising the new Brent Cross Bus Station and New Railway Station and improvements to
the Brent Cross Underground station. These will enable increased numbers of bus services
and access to enhancements to the Thameslink and Northern Line services once these are
operational. The key will be to maintain the capacity of the public transport networks such that
they remain attractive modes of travel for new and existing travellers in the area.

This will be achieved through investment programmes, which for rail will provide enabling
works for the new station that will be progressively introduced, from the early Phases of the
BXC implementation and will provide comfort to the Authorities that the latter stages of the
strategy will be deliverable within the timescale of the development.

5.2.4 Strategies — Walking, Cycling and Other Modes

The ITS aim refers to “alternative modes” rather than just public transport which therefore
encompass the full range of alternatives including:
e  Walking;

e Cycling;
e Motorcycling; and
e Taxis.

These elements will be delivered by a range of strategies that will seek to:
e Provide safe, secure and direct walking and cycling routes between local destinations and
public transport nodes.

e Maintain and provide connectivity between the local network serving the site and the wider
walking and cycling network. This means ensuring that the measures provided contribute
to walking and cycling movements utilising the wider network across the local area and
also deal with interim stages of development and the impacts of construction works.

¢ Provide safe, convenient and secure parking for motorcyclists and cyclists at destinations
and public transport interchanges.

e Provide opportunities for taxis to set down, pick-up and stand at key destinations and
public transport interchanges.

The aim will be to ensure that each Phase of development addresses the end state
contribution to walking and cycling provision and also addresses the interim solutions and
construction impacts (through the Reserved Matters Application (RMA) approval process).
This needs to be considered within the context of the key principle to avoid abortive costs but
also arriving at sensible solutions that considers linkages outside of the development.
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Providing adequate walking and cycling linkages through all the development stages may also
be a consideration for the Transport Fund.

5.2.5 Strategies — Management Measures

The above infrastructure measures will be supplemented through a range of management
measures that will incentivise best use of the infrastructure provided as set out in this TA.
These measures include:

e FTP (The objectives of the FTP are described in Chapter 11)

e Car Parking Strategy (The objectives of the Car Parking Strategy are described later in
this Chapter)

e Servicing and Delivery Strategy (The objectives of the Servicing and Delivery Strategy are
described later in this Chapter)

e Transport Advisory Group (TAG)/Transport Fund (TF) (The objectives of the FTP are
described in Chapter 11)

e Construction Impact Assessment (Volume BXC 21) which proposes appropriate mitigation
measures to deal with the impacts of construction traffic

e Construction Code of Practice

A key aspect of the management measures is the inclusion of a monitoring strategy
throughout the implementation of the development, to ensure the modal share progressively
moves towards the forecasts predicted and targets addressed within the TA/FTP.

The remaining sections of this Chapter provide further details of each strategy component.
5.3 Components of the ITS

The ITS will make use of the full range of measures presently available to enhance and
manage use of the transport networks serving the site and the surrounding areas.
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Figure 5.2 Location of Strategic Roads and Access Junctions

o e
i Ui AR~
\GTE] g
‘\\@’ (5 Sn j%k‘\“ ™
: M@\P <
| (1% %
WEL - Gl ¥ L
e Tl h@ EEREPT]  —y = ,%_ TR
l!,, |ITonn ) =) X HENDON, "1 S 2
(e loweE RO X 1

[l
i

junction

=D

¥ _» JAccess / Egress
to and from BXSC
(West) at A406

\ N\ s
W Qél}@' 5 O
’\a\: J&q}f@

A406 / A5/ M1 (
Staples Corner/|] CLITTERHOUSE
M1 Junction BLAVING

N VAN AN 4
- : . ; &
< \ TR el 7T, A
\uﬁ_}ﬁ\ b ..A'tn§ TN \¥T JA5/ Oxgate Gardens  |e©
N o e j ) ] \¢ 4 (incorporating A41/A406
A5/ Humber Road » &4 {junction
1 Waste Handing P70 25 AN SR\ /K AP
iy ) | Nl [ ([ 3%
: AR S
\N

4 W i
)
NS L
b= =
-

>

§ \zewsv
[

.
LA\

hC s P
B
4A5 / Freight Handling
Facility (FHF)

o $F%
bl
o 43\»‘?%\;\’)
(o
S S 2
PrimScha” 87 S\ g
b S~y g T
&

P
—

g -

ot
=3
3

her Junctions and Access Stategic to Development

— L1 R oy ot =T 1=T L= p—— T T e P PR

BXC 05
VOLUME 01, CONSOLIDATED TRANSPORT ASSESSMENT
September 2013

106



ms Brent Cross Cricklewood Development Partners — Brent Cross Cricklewood

5.3.1 Highway Strategy

The approach to the provision of road capacity has been to ensure that it will be adequate to
meet the forecast demand within the constraints of the DF Vision but will not be excessive
such that it would create unnecessary additional demand. The BXC transport model, as
described in Chapter 4 has been used extensively to test the above approach and to ensure
that the design of future highway improvements achieves the appropriate balance between
meeting forecast demand and not encouraging unwarranted provision of road space. The
development will provide:
e Targeted improvements at existing junctions to enable the highway network to maintain its
functionality within the overall scope of capacity on the network serving this part of
London.

¢ New junctions to connect the site to the adjoining strategic and local road networks.
e A network of access roads internal to the site.

At the strategic level, improvements are proposed to be made to major junctions to allow
existing traffic to continue to flow to, from and through the BXC site. At the local level a road
network will provide adequate access to all destinations without creating opportunities for rat-
running or excessive speeds, or causing development traffic to use inappropriate routes for
their journeys.

Strategic Roads and Access Junctions

The strategic road access will be via a number of key points on the surrounding strategic road
network, including the M1, A406, A5 and A41 roads. Major improvements are proposed to key
gateway junctions to facilitate the strategic access to the development. These have been
identified by the Authorities and are detailed below.

e A406/A5/M1 (Staples Corner/M1 Junction).

e A41/A406 (Mid Level Junction).
o A5/A407.
e A407/Claremont Road.

In addition to these key gateway junctions, the following set of junctions and accesses has
been identified as providing strategic access to the development:
e Access/egress to and from BXSC (West) at A406.

e Access to BXSC (East) adjacent to A41/A406 junction.

e A5/Oxgate Gardens (incorporating A5 Link Bridge).

e A5/Dollis Hill Lane.

e A5/Freight Handling Facility (FHF).

e  A5/Humber Road/Waste Handling Facility (WHF).

e A41/Whitefield Avenue.

The locations of these junctions are shown on Figure 5.2 and a summary of the works

proposed is provided in Chapter 10. All the above junctions provide essential points of access
to the scheme and therefore these will not be the subject of future RMA and full planning
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5.3.2

BXC 05

consent for the required improvements is sought as part of the present submission, subject to
conditions requiring detailed design work to be submitted and approved. The preliminary
design proposals are contained in Volume 4 to this TA and each junction has been the subject
of detailed assessment as described in Chapter 6 and the necessary mitigation will be
provided as allowed for by the triggers as described in Chapter 10.

Local Roads and Access

A network of internal local roads will connect to the strategic network and will distribute traffic
within the BXC developments. This is described in Appendix 9 of the DSF. The road network
has been designed to avoid traffic rat-running on the local road network between the A41 and
A5. The access roads will only provide for the residential and community facilities; servicing for
the offices; a small number of operational office parking spaces (included within the overall
allocation for office parking); and kiss and ride and taxi access to the new BXC Railway
Station. The detailed design and assessment of each of these junctions and new links will be
dealt with as part of subsequent RMA.

The role of TAG will include monitoring of local transport impacts which will include impacts for
residents and businesses on local roads. This could include impacts such as excessive
numbers, speeds, parking or size of vehicles. TAG would make recommendations to LB
Barnet as local highway authority on those impacts which required mitigation. As traffic
authority, LB Barnet would have available the full range of powers to regulate parking and
speeds of vehicles and to limit or reduce the use of roads to certain types of vehicles. The
Transport Fund would be available to meet the costs of such measures, including the costs of
associated consultation and administration.

Public Transport Strategy

The present level of bus access to Brent Cross is good, the bus station is a popular
destination for passengers and there are good interchange opportunities. Furthermore there is
existing spare capacity on some areas of the network for future growth and improvements
such as the Northern Line PPP and Thameslink enhancements will increase capacity further.

The development will include the following principal components of public transport, which are
discussed in further detail in this section:
e A new mainline railway station at BXC accessing enhanced Thameslink services.

¢ Improvements to the existing Cricklewood Railway Station.

e A new bus station for Brent Cross.

e Improvements to existing Brent Cross Underground Station.

e Extensions, diversions and additions to bus services.

e Better opportunities for people to change between bus rail, underground and taxi.
e Bus network infrastructure improvements.

e Better information about public transport services through travel planning and other
initiatives to encourage use of public transport.

Rail — Serving Passengers and Freight

Rail is an important means of catering for longer distance travel to the BXC site. Rail also
offers the opportunity for the transfer of bulk freight to and from the road system. In this
respect the rail-linked WHF and inter-modal FHF are also integral parts of the Scheme.
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The strategic public transport provision will be centred on the new railway station on the
Midland Main Line (mml) railway corridor located approximately equidistant between the
existing Hendon and Cricklewood railway stations. A new and fully integrated Transport
Interchange will be located outside the new BXC Railway Station. This will ensure the
provision of excellent travel opportunities to and from the area by rail.

The existing Cricklewood Railway Station is underutilised and in need of a facelift. However, it
(and Hendon Station) is limited to 8-car trains by the length of the platforms, which cannot
reasonably be extended. The proposed Thameslink 12-car trains cannot stop at Cricklewood.
Furthermore the existing station is remote from the centre of gravity of the development and
interchange opportunities are limited by the physical constraints of the site. The rail proposals
include:

e The new railway station proposed will be provided with platforms that will allow the
planned Thameslink 12-car train services to stop. This will allow direct access for office
workers and visitors to the heart of the development but will also better serve the wider
regeneration area and its surroundings, particularly Brent and the A5.

e The existing Cricklewood Railway Station will be provided with step-free access, improved
customer arrival environment and facilities, and new canopies for the platforms. Measures
help make the station compliant with current disability discrimination legislation
requirements will be fully funded by the developer. Provision of step-free routes will also
help those with limited mobility and those with pushchairs. These improvements will be the
subject of negotiation and inclusion within a S106 Agreement.

e Direct access between the stations, other public transport interchanges and the Scheme.

e The proposals for the new Mainline Station have been specified so that they will not affect
current services and current users at the existing Cricklewood Railway Station. The
Applicant expects the number and frequency of trains serving the station to remain the
same i.e as currently (four x 4-car trains during the peak hour) and future (four x 8 car
trains during the peak hour and four x 4-car trains during the off peak period) in both DM
and DS.

London Underground

London Underground services provide direct access to the site at Brent Cross Underground

Station (Northern Line, Edgware Branch). Slightly more distant are stations at Willesden

Green (Jubilee Line) and Hendon Central (Northern Line, Edgware Branch). Presently

utilisation of the underground at Brent Cross Underground Station is relatively low and

provides a significant opportunity to increase usage. This will incorporate:

e Enhanced walking routes to the station. The routes for pedestrians from the station to
BXSC are currently unattractive and intimidating for pedestrians. The Strategy is therefore
to significantly improve, landscape and light pedestrian routes to the underground station
that will benefit not only users of the scheme but also in the surrounding area.

e Buses will run frequently and directly from Brent Cross Underground Station to the BXC
Railway Station and BXSC.

e Improvements will be carried out at the Brent Cross Underground Station to provide
improved interchange facilities for pedestrians, cyclists, buses, taxis and cars drivers and
give them a significant facelift.

e Measures help make the station compliant with current disability discrimination legislation
requirements will be fully funded by the developer. Provision of step-free routes will also
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	1. Background
	1.1.1 URS was commissioned to develop a model in support of Brent Cross Regeneration. Building on the analysis completed in support of the planning application and the original traffic model (BXC TM) URS is required to develop a model based upon NoLHA...
	1.1.2 These stakeholders have indicated that in addition to model detail in the immediate vicinity of Brent Cross more detail is required on the A5 and immediately to the south west of the A5, and south toward West Hampstead.
	1.1.3 To support the updated modelling traffic surveys are required. This note sets out the proposed survey specification and the means by which this was developed.
	1.1.4 Abbreviations used throughout this report are as follows:

	2.  Developing the Specification
	2.1 TfL Count Sites
	2.1.1 TfL provided URS with extensive count data of different years and types from their database, mapped in Figure 1 for the BXC area. Although there is a lot of information here, it shows that there are not sufficient counts in the key area of inter...
	2.1.2 URS’s original intention was to use the TfL counts of relevance to the BXC area and collect new data to infill where TfL did not have counts. However, (i) the task of assimilating and sifting the supplied data by type and date etc is not a quick...
	2.1.3 It is also expected that full use will be made of TfL’s data outside the immediate are of interest, i.e. beyond the environs of BXC.
	2.1.4 The surveys proposed were also informed by discussions with TfL and LB Barnet, and the specification developed to provide for the level of detail expected in BXC DDM, considering the needs of local network modelling and the links with junction m...
	2.1.5 If further data is needed, to fill any gaps, there will be another opportunity to collect it during the latter part of September.

	2.2 Stakeholder Comments on BXC DDM Scoping
	2.2.1 Following the development of the Preliminary Survey Scope, comments were received from stakeholders with respect to the overall model scope for BXC DDM. The comments relevant to data collection were:
	2.2.2 Journey time data will also need to be sourced. TfL initially indicated that it could provide access to its TrafficMaster journey time data but this has now been ruled out as an option because it is not covered by the standard licence agreement....
	2.2.3 Where Saturation Flows are needed from observed data this will be analysed by URS using digital recordings provided from the traffic surveys. They are principally for the detailed junction models, but are also used where available in the wider H...
	2.2.4 On the basis of these comments a revised survey specification was developed and is presented in Section 3.


	3.  Proposed Survey Specification
	3.1.1 The survey specification is illustrated in Figure 2, Figure 3 and Figure 4. Figure 2 illustrates the locations of the CTC, CLC, ATC, CO-D and parking surveys. The CTC/CLC counts are organised to create an east-west screenline through the site, a...
	3.1.2 It was also considered important to have a wider cordon around the site. This is shown separately (for clarity) in Figure 4, and is the same as the one used in the BXC TM study. This is made up of a series of locations at which CLCs and ATCs are...
	3.1.3 The above sites lead to the creation of five local sectors. There are also a considerable number of individual CTC sites within the area that will be used to inform the detail of the modelling where it is required to address particular issues, e...
	3.1.4 Unless indicated below all surveys to be completed on a weekday (Monday to Friday inclusive – Mondays and Fridays being cleared for use by TfL). Data will also be collected for a Saturday period. For Saturday, the precise time to be analysed wil...
	3.1.5 The appointed survey company must ensure that traffic surveys avoid works and other events on the highway network that will disrupt the results of data collection. Information can be sourced from:
	3.1.6 33TThe following sections detail the requirements for the individual elements of the surveys.
	3.2 Classified Turning Counts (CTCs)
	3.2.1 Figure 2 shows the location of all the CTCs.
	3.2.2 The method for CTCs must be video, recording from 07:00 to 19:00 with video files provided to URS in a digital format on an external disk drive. The folder and file format should clearly indicate the junction, date and times. A total of three 2-...
	3.2.3 Data presentation should show approaches beginning from due north, listed in clockwise order. URS has a pro-forma to be used. The vehicle classification is:
	3.2.4 CTC locations are listed in Table 1. All movements are required.
	3.2.5 The data must be presented in 15 minute intervals.
	3.2.6 At all CTC data collection locations queue data is required on all approaches to the next significant upstream junction (i.e. a roundabout, traffic signal controlled junction or priority junction at which the approach road begins). This must pro...
	3.2.7 If GPS data collection is used for queue surveys the GPS files should be provided to URS.

	3.3 Classified Link Counts (CLCs)
	3.3.1 These are also shown in Figure 2. Table 2 lists the links on which classified counts are required using the same classification and conditions as the CTCs.

	3.4 Automatic Traffic Counts (ATCs)
	3.4.1 ATCs are required at 9 sites as indicated in Figure 2 and in Table 3. Volumetric data to be collected by direction with a simple length classification of light and heavy vehicles. Data collection must provide 14 consecutive days of data, to incl...

	3.5 Cordon Survey
	3.5.1 In addition, a cordon survey comprising CLCs and ATCs at each location is required as shown in Figure 4. This is required to provide 14 consecutive days of ATC data (with the checks included above) and 1 weekday of Classified Link Count (CLC) da...
	3.5.2 Where (in the majority of cases) the cordon sites cannot be derived from CTCs, the cordon CLCs can be completed on a separate weekday (Monday to Friday) from the above survey items if needs be.
	3.5.3 The period and classification is the same as that identified in Section 3.2.
	3.5.4 The cordon is illustrated in Figure 4, below.

	3.6 Parking Survey
	3.6.1 Parking surveys are required to provide information on accumulation and duration. This must be reported from 07:00 to 19:00 on both a weekday and a Saturday and the method must include entry and exit counts as well as the car park occupancy at t...
	3.6.2 Anonymised raw data matches for duration must also be provided.
	3.6.3 URS has identified 12 separate parking zones around Brent Cross. The successful survey company is expected to confirm this as part of its preparation and include additional parking zones where they are identified. Those identified by URS are sho...

	3.7 (Cordon) Origin-Destination Data (CO-D)
	3.7.1 Cordon origin-destination data collection (i.e. entry/exit data around a cordon – not true O-D data) is proposed to assist with validation of local routes through the disaggregated BXC DDM network, and more importantly will inform the A5 model m...
	3.7.2 This data will be classified according to the CTC classification, although excluding cycle, with a summary matrix of movements and journey times by class in 15-minute intervals, and conditions around the sites reported (accidents, road closures,...
	3.7.3 Analysed periods will be the same as the CTC, with vehicle times assigned to the period in which they enter the CO-D network. Anonymised raw data matches must also be provided.
	3.7.4 At sample points a match rate of 95% is required, which must be confirmed against observed traffic counts.

	3.8 Journey Time Data
	3.8.1 The journey time routes for which data is required are shown in Figure 5. There are five separate routes. Five to ten timing points will be provided for each route to provide the basis for summary analysis by the survey sub-contractor. Timing po...
	3.8.2 The journey time surveys must provide a minimum of eight samples per hour in each direction on all sections of road covered by the journey time survey. GPS data collection is required with the raw GPS files to be provided to URS in a format that...
	3.8.3 Time-stamped data collected via the O-D method will also be used to inform journey times.

	3.9 Data Uses
	3.9.1 The way in which the data will be used may vary with the degree of validation of the NoLHAM model supplied. It is envisaged that matrix estimation will be needed to achieve the accuracy of flows needed in the local area, given that the zones wil...
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