
There is much to admire in the 
Mayor’s draft Environment 
Strategy. However my 
overarching concern is that 
short term carbon targets 
have been cut.
I believe we need to move 
more quickly to reduce 
London’s carbon emissions. 
As I understand it, the 
strategy deletes the target of 
60 per cent reduction in 
carbon by 2025. The 
explanation for this seems to 
be the wider context of 
national policy. Central 
Government is not acting 
quickly enough to de-carbon-
ise energy, which makes it 
difficult to meet these targets.

Transport is Europe’s big-
gest environmental problem. 
At COP23 the head of the UN 
Environment Assembly warned 
‘We face a stark choice; up 
our ambition or face the con-
sequences’, adding that there 
is a ‘catastrophic gap between 
what needs to be done, and 
what Governments are actu-
ally doing’. This is procrastina-
tion on a global level.

Environmental strategy 
needs to be top down and 
bottom up if we are to save 
millions of people from a mis-
erable future. We need poli-
cies throughout planning and 
governance that reflect this 
urgency but also education to 
encourage Londoners to change 
their personal lifestyles.

Mark Carney believes Lon-
don is a ‘carbon bubble’. In a 
remarkable speech at Lloyds 
of London in September 2015 

he said that a carbon budget 
consistent with a 2°C target 
‘would render the vast majority 
of reserves “stranded” — oil, 
gas and coal that will be liter-
ally unburnable …the expo-
sure of UK investors, including 
insurance companies, to these 
shifts is potentially huge.’

Unions also want to be in-
volved in job transition, and 
be an essential part of an 
open public discussion on sus-
tainable jobs. The Green Col-
lar Nation, a joint production 
by the TUC and Greenpeace, 
gives voice to the unions who 
understand they have a pivot-
al role to play. This is some-
thing that CLASS (Centre for 
Labour and Social Studies) 
are also interested in debat-
ing in an open and inclusive 
way. As their president Samu-
el Terry, National Policy officer 
TSSA, said at their fifth birth-
day party, there are ‘No jobs 
on a dead planet’.

Dagenham, which was an 
industrial centre for car pro-
duction, is an interesting 
point of reference. Cars de-
fined the area, but now the 
film industry and even food 
growing or market gardening 
are giving it a new identity with 
new more sustainable jobs.

In building sustainable 
transport infrastructure, cy-
cling and walking engineers 
and urban designers are 
some of the job growth areas 
that may be needed. 

The German car manufac-
turers and their illegal cartel, 
locked into diesel and petrol 

cars, are what stranded assets 
and jobs look like. In 2014, 
before dieselgate broke, 184 
were employed as car lobbyists 
in Brussels at a cost of £18.5 
million. Their aim was to keep 
the diesel car industry churn-
ing out its toxic merchandise. 
Dieselgate cheat was prepared 
to perpetuate that business 
model at the expense of hu-
man lives and the environ-
ment. These may well be 
crimes against humanity.

 ‘Like a Swiss finishing 
school, corporate social re-
sponsibility (CSR) teams are 
very adept at delivering envi-
ronmental messages in a 
manner acceptable at the 
Court of King Carbon – a media- 
centred circus where “green” 
appearances are often more 
important than “green” reali-
ties.’ So said Richard H Clarke 
in Predicting the Price of Car-
bon. When Google makes 
claims that it is ‘carbon neu-
tral’ or Renault claims in its 
adverts that its electric cars 
are ‘zero emission’ we need 
real and independent scrutiny 
and oversight. We don’t want 
another ‘clean diesel’. I would 
be happy if there was more 
scrutiny of automation which 
adds a hefty ICT carbon foot-
print to products and services 
and is a high energy user.  
Autonomous vehicles are  
currently being described as 
‘green’ or ‘sustainable’. I be-
lieve this ignores the addition-
al ICT costs of data processing 
or the extra infrastructure 
needed to support this tech-
nology.

This is why we need inde-
pendent carbon accounting 
that digs deep into the carbon 
embedded in a ‘green’ or 
‘sustainable’ transport. We 
don’t want to invest a limited 
carbon budget and become 
locked into a carbon infra-
structure that is environmen-
tally damaging. We want to 
invest wisely and with insight. 

We need mechanisms and 
political scrutiny that are sen-
sitive to measuring the environ-
mental and health externali-
ties of products and services.

‘An effective carbon price is 
an essential, if insufficient, 
part of a policy package that 
can lower emissions and drive 
the economy towards a low 
carbon, resilient future’ – says 
Rachel Kyte, Vice president 
World Bank group. ‘It makes 
pollution more expensive, in-
centivises efficiency, and helps 
business leaders and investors 
understand the long-term di-
rection of travel’. But, as Olivi-
er Coispeau of Maverlinn 
says, it must also be qualified 
by the common good. Pollut-
ing because you can pay to do 
so is not enough.

In Houston, the recent hur-
ricane claimed half a million 
cars. Cycling proved far more 
adaptable. Less high carbon 
replacement value equals 
more resilient cities. Strategic 
solutions don’t cost the earth, 
they require political interven-
tions. Car free, Fly free days 
are one solution to escalating 
global warming. Down tools. 
And have a day of rest.
Rosalind Readhead

Our Newsletter is sent 
out to our London 
members and other 
contacts. The group 
exists to campaign for 
sustainable transport 
solutions in London 
and to support the 
work of the Campaign 
nationally. If you have 
not already done so 
we would be pleased 
if you would also join 
our group and take 
part in our London 
based activities.

To contact the 
group write to Chris 
Barker, Campaign for 
Better Transport,  
46 Redston Road,  
London N8 7HJ. 
e-mail: chrisjbarker 
46@gmail.com tel: 
020 8347 7684. 

Regular meetings 
of the group are held 
in central London.  
The Newsletter is  
edited by Chris Barker. 

Contributors are 
welcomed. Opinions 
expressed are those of 
the authors and not 
necessarily those of 
the Campaign for  
Better Transport. 
Previous issues of  
the newsletter can  
be found at 
http://bettertrans-
portlondon.org.uk. 
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From 1933 London Transport had  
a monopoly on scheduled bus 
services in the whole of Greater 
London and a good way beyond. 

This monopoly was dented in 1978 
when Elmtree Transport persuad-
ed London Transport to allow 
them to revive route 98B between 
Ruislip and Hatch End which had 
been withdrawn by London 
Transport the year before.

Fast forward to today. TfL runs  
a London Service Permit (LSP) 
scheme which enables any compe-
tent operator to propose a service 
outside the network. The scheme 
is used mainly by tour operators 
and services such as those operating 
from airports to hotels. However 
there are a number of routes which 
operate as ordinary bus services 
and are shown on the bus map. 
Two are operated by Hackney 
Community Transport (HCT). 

Route 394 between Homerton 
Hospital and Angel Islington start-
ed under the LSP scheme. It was 
developed with New Deal for Com-
munities funding and passengers 

paid a cash fare but, in 2003, it 
was brought into the network and 
is now a tendered route which, up 
to now, HCT have won.

Route 812, operating a circuitous 
route around Islington, started life 
as a ‘plus bus’ in 2004 as partof the 
Urban Bus Challenge.Although it is 
part funded by TfL and appears on 
the map it is not a TfL route. It is 
aimed particularly at older people. 
Freedom passes are accepted but 
otherwise the fare is £1.

Other operators are now com-
ing onto the scene seeking to run 
niche services. One is Citymapper 
which started life in New York and 
boasts a range of electronic wizardry 
and an app (using data freely 
available from TfL) which enables 
users to find out where each bus 
is. It ran an experimental ‘pop up’ 
route around central London earlier 
in 2017 and now runs a night bus 
numbered CM2 which operates 

between Aldgate and Highbury 
and Islington. The flat fare is £3 
but you have to pay by contact  
card or through a smart phone.  
As might be guessed the expected 
customer base is young people. 

Now Ford has applied for  
permission to run six routes with 
15-seat mini-buses. They would 
link suburban centres with rail and 
underground stations.

Could these developments her-
ald an assault on the traditional 
bus? Might the present coherent 
and comprehensive system break up 
into a series of specialist services? 
And what would be the implica-
tions for potential passengers who 
don’t fall into one of the catego-
ries of people being catered for? 
And what is the implication for road 
congestion if large double-deckers 
are replaced with a larger number 
of much smaller vehicles?
Chris Barker

Bridges across 
the Thames
We reported last time on a 
proposed bridge for pedestrians 
and cyclists between Vauxhall and 
Lambeth bridges.

Susie Morrow from Living 
Streets points out that the bridge 
would actually connect Vauxhall 
and Chelsea.  She also says that 
there is massive opposition from 
the Pimlico side so it is unlikely to 
happen soon. 

There is more hope for a bridge 
a little to the west linking Batter-
sea and Fulham (known as the Di-
amond Jubilee bridge) and possi-
bly yet another one connecting 
Brentford and Kew (where at one 
time there was a ferry). So there is 
generally a lot of interest in ‘active 
travel’ bridges across the Thames 
in London.

City Airport
City Airport has received planning 
permission for a £400m redevelop-
ment.
 This will extend the terminal 
building and add new aircraft 
stands and a new parallel taxiway. 
It is expected to create 2,000 jobs 
by 2025. Environmental cam-
paigners including Green Party 
London Assembly member 
Caroline Russell have criticised it  
as a source of noise and atmos-
pheric pollution.
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New bus 
operations 
in London

Mayor Sadiq Khan in his election 
manifesto promised to pedestri-
anise Oxford Street but this proves 
easier said than done. 
What’s going to happen to the 
bus routes and their passengers? 
How are taxis to be controlled? 
How can we ensure access for 
people with disabilities? What 
about cyclists? What about the 
effects of displaced traffic on the 
surrounding area? And how can 
we ensure that shops can get 
their deliveries? TfL has carried 
out an initial consultation to test 
the public’s reaction to this idea, 
concentrating at first on the area 
between Orchard Street and 
Oxford Circus. CBT London is 
supportive of the scheme 
although there is some concern 
about the ability of people to 
reach the area by bus.

In order to transform Oxford 
Street and its surrounding district 
into a world-class public space, as 
TfL describes the task, the critical 
part is to reduce traffic volumes 
and this means first either ban-
ning or looking at ways of reduc-
ing the number of buses. Recent 
changes have reduced the num-
ber of buses on Oxford Street by 
40 per cent but it is still possible 
to take a bus along the street. 
Banning them altogether would 
seriously inconvenience many 
people particularly people with 

disabilities. But keeping some 
would mean that there would 
need to be a carriageway to re-
strict the freedom of pedestrians. 
There is also a question of where 
the buses would go. Wigmore 
Street is mentioned as an alter-
native for some. It might, says TfL, 
be feasible to create new termi-
nating points in the areas sur-
rounding Marble Arch or Oxford 
Circus if sufficient space can be 
found.

The other main users of Oxford 
Street during the day are taxis. 
TfL are looking into the possibility 
of installing ranks in surrounding 
streets and designating streets 
where taxis can cross.

Deliveries to shops and business-
es is an issue. Much of this activity 

takes place at night and many busi-
nesses have freight access in side 
streets. It might be necessary to 
ensure all deliveries, if access to 
Oxford Street is required, take 
place at night and, as for taxis, 
designated crossing points would 
be useful.

There is finally the issue of cy-
clists. In practice Oxford Street is 
not widely used by cyclists al-
though if the traffic is removed it 
might become more attractive. It 
is not considered feasible or right 
to ban cyclists but well signposted 
alternative routes might reduce 
the number on the street.

Given the significant interest in 
the scheme, TfL plans to run a 
second phase of consultation in 
the autumn. 

Transformation of Oxford Street
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Electric-powered instead of 
combustion-powered vehicles on 
London’s streets will do wonders 
for air quality. 

Airborne pollution comprises 
products of combustion and also 
small particles, one source being 
disk-brake pads.  Electric vehicles 
don’t emit combustion products and 
they use regenerative braking, 
whereby the energy of forward 
motion is returned to the vehicle’s 
battery instead of being dissipated 
in the brake pads through friction.

Already there are three genera-
tions of battery-powered vehicles 
on London’s streets. Petrol-battery 
hybrid vehicles, such as Nissan’s 
Leaf, with relatively small batteries 
(45kWh), principally responsible 
for stopping, starting and getting 
the vehicle up to modest speed, 
have been available for a while. 
The combustion engine then takes 
over traction and recharges the 
battery. Plug-in hybrid, now in 
production (new Nissan Leaf models 
and other manufacturers too), 
has larger batteries (30kWh+)  
capable of responsibility for traction 
over distances of about 150km, so 
including urban and suburban 
journeys, and petrol only taking 
over for longer journeys, especially 
where charging points are not read-
ily accessible.  All-electric cars, with 
range between charges of 
250km, are also in production, 
principally by Tesla in the USA.  
But all major motor manufactur-
ers are preparing to follow.

All three offer improving air 
quality with each generation, as 
well as cheaper motoring: electric 
vehicles’ power trains are simpler 
than combustion-powered vehi-
cles’ which means they are cheap-
er to manufacture and need less 
maintenance.  Electric traction is 
more efficient and together with 
charging using off-peak electricity 
the cost of travel is less. There are 
thus strong economic as well as 
environmental reasons for vehicle 

purchasers to switch from diesel 
and petrol to electric.

The current generation of re-
chargeable batteries uses well es-
tablished Li-ion technologies, with 
large scale manufacture in China 
and USA particularly, including 
very large batteries. There is no 
shortage of lithium. These batteries 
have been expensive and heavy 
but battery prices are falling sig-
nificantly - down 75% over the past 
six years and predicted to contin-
ue falling - as production volumes 
increase.  And increasing use of 
carbon fibre in place of steel is likely 
to reduce the weight of car bodies. 

The expected switch from vehic-
ular combustion power to electric 
power will substantially increase 
UK demand for electricity at 
around the same time as electrici-
ty generation is increasingly from 
renewables, with their character-
istic fluctuation in level of supply.  
But, if the National Grid gets its 
sums right, there will be no short-
age of electricity for battery 
charging. Currently (no pun in-
tended) the National Grid is com-
missioning large (10s of MWh) 
batteries at sites around the 
country to smooth fluctuations in 
supply and demand.

The rate of switching from com-
bustion to electric vehicles varies 
considerably among countries but 
overall the number is likely to 
double every two years. Norway is 
the leader in Europe offering big 
tax inducements to buy electric 
and widespread provision of 
charging-points in car parks, etc, 
but with complaints there are not 
enough of these.  Charging-point 
provision will be a key issue for 
Londoners and could slow down 
adoption of electric cars. London-
ers with off-street parking will 
want charging points installed in 
their garages, driveways or com-
munal parking areas. Hopefully 
the electricity supply companies 
are preparing for this demand.  
But many Londoners, living within 
the North and South Circular 
roads for example, are dependent 
on on-street parking and will 
need charging points where they 
customarily park, a potential 
24/7 revenue stream for local au-
thorities in partnership with elec-

tricity supply companies. Some 
London boroughs are installing 
charging points on street lamps 
and hopefully the rest will follow. 
It will surely be disgraceful if lack 
of charging points stifles the 

large-scale adoption of electric  
vehicles across London. 
Peter Osmon (Fellow of the 
Institution of Engineers and  
Technologists).

Five million electric cars 
worldwide in 2018

January 2nd saw the resumption 
of Southeastern services through 
London Bridge.

Also of Thameslink services via 
the Central Area and Elephant 
& Castle, following a long 
Christmas/New Year shutdown, 
the final long shutdown in the 
Thameslink Programme.

The completion of the remod-
elling at London Bridge enables 
(amongst other things) Cannon 
Street trains to resume calling 
there (at brand new platforms  
1 to 3).

The new, dedicated Thames-
link island platforms (4 and 5) will 
not be brought into use until the 
timetable change in May 2018. In 
the meanwhile, some Thames-
link trains between the Central 
Area and East Croydon may be 
routed through these platforms 
without calling. 

On Sunday 3rd September 
2017, after the previous long 
shutdown (eight days), Charing 
Cross trains started using the 
centre two tracks of the four-track 
Bermondsey dive-under, built 
principally to grade-separate 
them from Thameslink trains.

Inaugurating new infrastructure 
on a Sunday was an interesting 
concept, perhaps intended to con-

fine any ‘teething troubles’ to 
that Sunday. New platform 6 
was also inaugurated on 3rd 
September, and Charing Cross 
trains started to call routinely 
either side of that island plat-
form in the down direction and 
either side of another in the up 
direction. 

Network Rail warned passen-
gers that ‘platforms may feel 
more crowded than usual’ and 
that ‘it may be preferable to 
travel from other London sta-
tions in the evenings, where 
possible, or to travel outside the 
evening peak’.

This advice applied to a peri-
od when the area of only one 
island platform pair (6 and 7) 
was available for all intending 
down Southeastern passengers 
in the evening peak. Previously, 
they had the area of two island 
platform pairs (6 and 7 and 8 
and 9) during the height of the 
evening peak, as up trains to 
Charing Cross were not sched-
uled to call at London Bridge.

The resumption of down Cannon 
Street services, departing from side 
platform 1 and platform 2 during 
the evening peak, eases the 
pressure on down Charing Cross 
platforms 6 and 7.
Neil Roth

London Bridge station reopens
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Hostile Streets

The London Assembly transport 
committee has produced a report 
entitled Hostile Streets: Walking 
and Cycling at Outer London 
junctions. 
The aim is to reinforce the 
mayor’s healthy streets  approach 
by pressing TfL to downplay the 
importance of motor traffic 
capacity and prioritising walking 
and cycling.

The report identifies a number 
of critical junctions in outer Lon-
don where prioritising moving 
traffic has led to severe impedi-
ments on movement by people on 
foot or cycling. Suggested reme-
dies include speed restrictions in-
cluding many more 20mph limits 
on TfL roads. Changing street ge-
ometry so that corners are tighter 
to force drivers to turn slowly is 
also recommended.

The report comments favour-
ably on British Cycling’s ‘Turning 
the corner’ campaign. In most 
countries when traffic is given a 
green light, parallel movements 
by pedestrians is also permitted. 

Traffic making the turn gives 
way to pedestrians crossing the 
road. British Cycling estimated 
that such a system at suitable 
junctions could result in 38 per 
cent less delay for pedestrians,  
21 per cent for cyclists and 25 per 
cent for motor vehicles. 

Such a move would require ap-
proval by the Department for 
Transport and the report recom-
mends that TfL should be more 
proactive in asking for changes to 
the Highway Code in this and oth-
er areas.

New lines in West London

The campaign to open the 
Dudding Hill freight line linking 
Acton with Cricklewood for a 
passenger service stepped up a 
notch in September. The West 
London Alliance of local authori-
ties resolved to press the GLA and 
TfL to endorse it as a priority 
infrastructure scheme for London, 
in particular through inclusion in 
the final Mayor’s Transport ,.
Strategy (MTS).

The line proposed would pro-
vide four trains per hour linking 
Hounslow with West Hampstead. 
New stations would be built at 
Old Oak Common (to link with 
HS2 and Crossrail), Neasden and 
Harlesden. New platforms would 
be required at Hounslow and 
West Hampstead and use would 
be made of the now little used 
freight line between West Hamp-
stead and Cricklewood.

A further service of four trains 
per hour is proposed from Hen-
don to Isleworth, again making 
use of the freight lines around 
Hendon. It is suggested that this 
line could be extended beyond 
Hendon to Mill Hill with a station 
for the Colindale RAF museum.

At the same time the DfT is in-
vestigating the possibility of mak-
ing greater use of the railway 
which currently runs from Ruislip 
to Old Oak Common and London, 
as a means to relieve capacity 
constraints at Marylebone station. 

The intention is that trains may 
in future run from High Wycombe, 
Princes Risborough and Banbury 
to two new platforms at Old Oak 
Common, where passengers .

would transfer to Crossrail for 
their onward journey to different 
parts of London. 

One benefit of this proposal is 
to avoid a very costly and disrup-
tive expansion of Marylebone, 
which would otherwise be neces-
sary in light of continuing growth 
on the Chiltern lines.

Mayor gets tough  
on polluters

23rd October saw the introduc-
tion of the Toxicity (T-charge) on 
the most polluting vehicles enter-
ing central London, the ultra low 
emission zone (ULEZ). Small vehi-
cles which fail to reach Euro 4 
standards for both PM and NOx 
emission will be liable to a daily 
cost of £21.50 (£10 T-Charge and 
£11.50 C-Charge) every weekday 
they drive in the zone from 7am-
6pm. Lorries, buses and coaches 
will need to reach Euro 6 stand-
ard. Pre-Euro 4 vehicles are typi-
cally those registered before 
2006. To help drivers TfL have a 
free online vehicle checker avail-
able on their website - https://
www.tfl.gov.uk/t-charge. 

In 2020 ULEZ will be extended 
to the North and South Circular 
Roads for buses, coaches and lor-
ries and in 2021 for all vehicles. It 
will operate 24 hours a day, seven 
days a week.

TfL intends that by 2020 the en-
tire bus fleet will have engines of 
Euro 6 standard which is said to 
cut emissions by 95 per cent.

The Low Emission Zone (LEZ) 
covers most of Greater London 
and operates 24 hours a day,  
every day of the year. It was intro-
duced in 2008 to encourage the 
most polluting heavy diesel vehi-
cles (not reaching Euro 4 stand-

ard) driving in the capital to be-
come cleaner.

More River crossings

Consultations have opened for a 
new river crossing between 
Rotherhithe and Canary Wharf for 
cyclists and pedestrians, as 
promised by Mayor Sadiq Khan. 
Unlike the other crossings no 
decision has yet been made about 
what kind of crossing this might 
be. Options are for a bridge, a 
ferry or a tunnel. There are pros 
and cons for each option. 
For the bridge, the option which 
TfL favours, a decision would have 
to be made about its height. A 
low bridge would have to have an 
opening section and so would be 
out of use for periods when boats 
pass. A high bridge, although 
probably also an opening bridge, 
would present access difficulties, 
although the periods when it is 
unavailable would be less. CBT 
London is in favour of a low level 
bridge with ramp access for 
cyclists. We would be very much 
against a new crossing for 
vehicles.

A ferry would be the cheapest 
option but would, of course, 
mean that users would have to 
wait for it to arrive.

A tunnel would be expensive 
and perhaps less attractive for us-
ers. It would consist of a sub-
merged tube and would require 
lifts or ramps for access.

There are options about where 
the crossing should be. CBT Lon-
don is very much in favour of a 
crossing from Westferry Circus to 
Nelson Dock Pier which would  
be the most convenient for most 
users.

How do people cross the road?

Christian Wolmar
will launch his new book and speak on
‘Driverless cars: on a road to nowhere’

 
Come and join in the discussion at
The Gallery, 75 Cowcross Street, EC1M 6EL 
(near Farringdon station)

All are invited but it would be useful if you could notify us 
if you are going to attend 
chrisjbarker46@gmail.com

Discounted copies of the book will be available for sale

Organised by CBT London Group


