
When Boris swept into power in 
May 2008 he was already known 
for his enthusiasm for cycling as a 
transport mode, and he lost no 
time in calling for a major in-
crease in cycling’s share of Lon-
don journeys. 

Now the target has been for-
malised in the Statement of 
Intent for the revised London 
Transport Strategy. The Mayor 
has called for a 300% increase 
in cycle journeys by 2025, by 
which time cycling would be 
taking above 5% of all journeys 
in the capital. In Boris’s ‘Way 
to Go’ policy statement on 
transport he advocates ‘what 
could and should be the most 
efficient and exhilarating way 
of getting around town’, and 
compares cycling’s current 1% 
modal share with Copenhagen’s 
20% and Amsterdam’s 30%. 
Now, some 16 months after the 
new mayor assumed power, it 
is timely to ask what progress 
his been made, and whether 
the initiatives so far announced 
are likely to go anywhere near 
meeting the announced targets.

At first glance it might seem 
that Boris is indeed putting in 
place the increased investment 
required to turn aspiration into 
reality, with plans for cycle 
parking facilities, a cycle hire 
scheme, education and adult 
and child cycle training all in 
place, and cycling investment 
in 2009-10 increased to £55m 
from £36m in 2008-9. These 
plans will build on real progress 
to date, with cycling on TfL roads 
up 91% since 2000, largely the 
fruit of Boris’s predecessor Ken 
Livingstone’s growing advocacy 
of cycling before 2008. How-
ever in November 2008 the 
LIP (Local Implementation 
Plan) funding package for 
London boroughs cut the 
amount allocated for cycling 
from almost £20m to £10m - 

it seems in part to fund the 
rephasing of traffic lights to 
speed up traffic flows.
     Three Major Programmes

The three major strands of 
Boris’s cycling programme 
consist of the Cycling Super- 
highways initiative, the Central 
London hire scheme, and the 
Cycle Hubs for outer London 
town centres. Superhighways 
are continuous routes extending 
around 8-10 miles from the 
centre in all directions and pro-
viding easily recognisable and 
safer paths for cyclists into and 
out of central London. However 
it is unclear what cycle priority 
measures will be allowed, 
especially at junctions, and 
when it seems that re-alloca-
tion of roadspace is ruled out. 

The Central London hire 
scheme has won widespread 
plaudits, building as it does on 
the successful Velib schemes in 
Paris and other French cities. 
6000 bikes will be made avail-
able at 400 locations through-
out central London in a scheme 
which Transport for London 
(TfL) expects to generate an 
additional 40,000 daily trips 
by cycle. There is also the ques-
tion of whether simply provid-
ing bikes for hire is enough to 
guarantee greater use when 
so many streets and junctions 
in central London remain dan-
gerous for cyclists; there is a 
good case for a network of 
cycle-friendly streets linking up 
the planned docking stations. 

The Cycle Hubs programme 
is based on the concept of 
cycle-friendly zones around 
town centres in outer London 
facilitating safer and more 
direct access for residents and 
employees. This would require 
improved infrastructure and a 
better street environment, and 
would be supported by cycling 
promotion in schools, commu-

nities and workplaces and by 
Primary Care Trusts. The con-
cept has yet to take off because 
it has no funding allocated

Recent changes to the Local 
Implementation Scheme 
whereby the boroughs have 
more freedom to define their 
own priorities for spending 
their TfL allocations have raised 
concerns about whether real 
progress can be made in com-
pleting the LCN + London-wide 
network of cycle routes. While 
many routes now have large 
sections in place, there are also 
a great many remaining barri-
ers to completion - 140 major 
barriers have been identified 
by LCC, of which over 70 are on 
TfL roads. The temptation for 
boroughs to avoid tackling 
major blocks such as bridge 
connections or major junctions 
may prove irresistible.

A major question is whether 
the overall strategy is too 
heavily-weighted towards 

central London, with the  
Superhighways aimed at  
commuters to central London, 
and the Bike Hire scheme also 
located there. One estimate is 
that if the target of a 300% 
increase in cycle use is to be 
met, 70% of that will have to 
come from outer London. 
Another major query also 
arises as to whether Boris’s 
overall transport philosophy 
will not impede the fulfilment 
of the cycling target. It is diffi-
cult to see how the major 
barriers on the Superhighways 
and LCRN + can be overcome if 
cyclists are not given priority at 
junctions, and there can be no 
re-allocation of roadspace to 
cycling. Speeding up traffic flows 
without protecting cyclists 
simply means that cyclists will 
contend with more and faster 
traffic - the very obstacles that 
deter many people from ven-
turing out on their cycles, and 
help to confine active cyclists 
largely to males aged 25 to 
44, as is currently the case. 
Norman Beddington

Boris the cyclist’s champion? 
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:  
c.barker@lineone.net 
phone: 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.

Design: Eve Barker
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The East London Railway is soon to be 

the second element of the London 

Overground network.

London Overground was launched 
in November 2007 by TfL to take 
over the former Silverlink Metro 
network of four routes. The very 
first of these Newsletters, exactly 
two years ago in September 2007, 
included a brief look forward to its 
launch.

A year later Newsletter no.4 last 
September began its report by 
declaring “We have the first Mayor 
of London to thank for funding the 
first phase of the East London Line 
Project.”  We now have the second 
Mayor of London to thank for 
funding the second phase of the 
Project, thereby answering the 
question next to the accompany-
ing picture of the new Shoreditch 
High Street bridge “will it reach 
Clapham Junction?”

The full package of currently-
funded East London line exten-
sions will now be complete this 
side of London 2012.  This will take 
TfL’s London Overground brand 
into parts of south London 
historically, and still, so 
touchy about its lack of ‘The Tube’. 
By May 2012 a re-opened former 
route between what was Surrey 
Docks station and Queen’s Road 
Peckham will weld the final link in 
Inner London’s mainline orbital 
railway, otherwise known as the 
Outer Circle.

Meanwhile, in the less than two 

years since operator LOROL 
(London Overground Rail 
Operations Limited) took over 
from Silverlink Metro, TfL’s new 
concessionaire has continued to 
move the service forward.  May 
2009 marked the 30th anniver-
sary of the re-opening of passen-
ger services through the Hackney 
section of the line after a 35-year 
absence which included the 
customary Beeching threat to shut 
the line altogether, even for 
freight. Punctuality and customer 
satisfaction levels are not only at 
historic highs for the North London 
Railway but compare well with 
others in the national train 
operating company hierarchy.  The 
combination of Hong Kong and 
now German ownership continues 
to build on LOROL’s head-start 
given by day-one acceptance of 
Oyster Pay-As-You-Go and staffing 
at all stations throughout all 
service hours.

We now face more dramatic 
change in less than the next three 
years.  Following on from the West 
London Line’s new station at 
Shepherd’s Bush, Imperial Wharf 
(Chelsea Harbour) is on the verge 
of opening; after platform 
lengthening next year the new 
3-car ‘Capitalstar’ trains will be 
lengthened to 4-car, and train 
service frequencies significantly 
increased.

 Job done then?  Not a bit of it.  
Still to come - completion of the 
North London Line upgrade east of 
Camden Road station to full 
4-tracking over rebuilt bridges for 
a higher off-peak frequency; 
making the case for a Brixton 
high-level station; capacity 
enhancements through the central 
core of the East London Railway 
with additional services possibly 
serving new destinations; 
electrification of the Barking-Gos-
pel Oak line; to name just a few.  
Connecting Communities goes on!
Roger Blake
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Completing the outer circle

One year on

The nationwide campaign for a 

default 20 mph limit in residential 

roads is gathering pace.

The Greater London Assembly’s 
transport committee has recomm- 
ended its introduction and the call is 
being taken up by eight London 
boroughs: Islington, Hackney, 
Southwark, Brent, Kingston, 
Lambeth, Tower Hamlets and 
Merton. This follows successful 
roll-outs of schemes in a number 
of provincial towns and cities 
starting with Portsmouth.

The pressure group, 20’s Plenty, 
has highlighted the advantages of 
a default 20 mph limit throughout 
a local authority area as opposed 
to the piece-meal approach 
generally used where only certain 
streets are subject to the limit. 

The first involves driver expecta-
tion. If 20 mph is the norm in built 
up areas drivers are more likely to 
comply because there will be less 
uncertainty about the limit. 
Secondly there will be greater 
understanding of the advantages 
of lower speeds if the limit applies 
to the street in which the driver 
lives and is not just an impediment 
to his progress on behalf of 
others. Compliance is also more 
likely if the driver has been 
involved in consultations about 
introducing the limits. Present 
isolated schemes just involve 
consultation with residents in the 

area and will not include drivers 
from other areas.

The most important gain from 
reducing road speed is in lowering 
the accident rate and particularly 
reducing the chance of being killed 
if hit by a car. At 30 mph there is a 
20 per cent chance but at 20 mph 
this goes down to 2½ per cent. 
There are other gains. There is less 
noise and pollution and calmer 
conditions to encourage greater use 
of roads by cyclists, children and 
people with mobility difficulties.

The use of humps and other 
physical impediments to speed are 
widely seen as unsatisfactory 
methods of speed control. The ideal 
is to persuade drivers to drive slowly 
voluntarily. The blanket method 
may not result in instant compliance 
(Portsmouth has achieved a 3 mph 
reduction so far) but is a more 
effective mechanism for delivering 
safer roads in the long term.
Chris Barker

20’s Plenty 



In the 12 months after some new map 

signs appeared in the West End in 

November 2007, around 1.9 million 

people consulted them to find their way. 

Research proved positive, with 
evaluators pointing out that the 
system’s attraction would lie in its 
seamlessness, particularly once 
information was integrated through 
the web and mobile phones.

The aim of creating a coordin- 
ated pedestrian wayfinding system 
for London was supported by 
boroughs, businesses, landowners, 
developers, attractions and the 
London-wide bodies responsible for 
transport and tourism.

Legible London signs are now 
being implemented in three pilot 
areas – Covent Garden and Holborn; 
South Bank and Bankside; Richmond 
and Twickenham – to ensure the 
system will work all over London 
while still delivering coordinated 

information, and to evaluate its 
effectiveness.

Today, as the pilots are nearing 
completion, the project partners 
are facing the challenge of making 
sure it fulfills the aims that made 
everyone agree in the first place. 
◆ Will it curb the visual noise 

installed by numerous stake- 
holders? 

◆ Will it enable others to coordi-
     nate with their own needs?
◆ Will the information be useful, 

accurate and maintained? If not, 
street signs become clutter.

◆ Will end users get what they 
need when and where they need 
it?

◆ Will Legible London really be 
integrated with the Olympic 
Games? 

◆ Will implementation remain 
coherent?

◆ Will the right information be 
provided at cycle hire points?

◆ If targeted information is not 
developed for mobiles and the 
web, will Legible London be 
relevant when we get to 2012?

Funding is an issue, and it is no se-
cret that post-credit crunch trans-
port funding is tight. Transport was 
only ever part of the mix – Legible 
London supports tourism, public 
health, the environment and local 
economies as well – and the other 
stakeholders are now once again 
being asked to think about next 
steps. Legible London is more about 
what happens on our streets, which is 
why the partnership between West- 
minster City Council, busi- nesses, 
landowners and the London- wide 
bodies delivered a locally pertinent 
scheme in the West End. Transport 
for London has since taken respon-
sibility for coordinating the pilots, 
but this is no s  ubstitute for the ac-
tive collaboration that is needed 
– and in any case, in the current cli-
mate it is not realistic to look to TfL to 
come up with the answers. A proc-
ess where boroughs and business 
have little say would not deliver a 
seamless solution.

The promise of success is a boost 
to the capital. The risk of failure is 
wasting public money and adding 
to the degradation that gave rise 
to the scheme in the first place. 
The challenges cannot be ignored 
if we want to ensure a maintained 
information infrastructure that 
makes a lasting contribution to the 
well-being of London.
Kasper de Graaf

Chingford to Stratford Link comes 
forward 10 years? 
Progress at last for the re-instatement of the rail link to Stratford 
from Chingford and Walthamstow.  A renewal of effort by 
campaigners and councillors in Waltham Forest is helping move 
forward the scheme to control period 5 (2014 to 2019) in the GLA 
and Network Rail programmes.  

The recent improvement in the projected date for the scheme 
flows from modelling of future passenger demand using TfL’s 
‘Railplan’ transport model after Stratford City and Olympics 
driven development helps increase the work and leisure trips to 
and from Stratford and Docklands.  Also many journeys via 
Liverpool Street will be by people who are travelling on to central 
London or to use the underground network, so a link between 
Waltham Forest and Stratford will help reduce congestion at this 
already overcrowded main line station.  

In the TfL model the Chingford/Walthamstow to Stratford scheme 
showed a good benefit to cost ratio for a 4 car train operation.  
Mayor Johnson has indicated he would welcome further 
submissions of the justification for the scheme and WF Council is 
funding the necessary business case for the scheme.  

Though no longer in time for the Olympics, the scheme will  
very much be part of Government’s legacy from the Games,  
as journey times by bus from Chingford or Walthamstow to 
Stratford are hopelessly long.  The Chingford Line Users’ 
Association is meeting, with a top Manager from National 
Express as speaker, on Tuesday 13th October.  Helpers and 
campaigners are needed.  Please ring Roger Gillham on 0845 
456 4977 for further information about CLUA and The Link.  

Roger Gillham
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Fighting the third runway
The Third Runway at Heathrow looks more and more like a 
non-starter.  BAA is going through the motions of appointing 
design teams but, if the Conservatives win the next General 
Election, due next year, it is likely the plans will be dropped.  
Since their transport spokeswoman Theresa Villiers announced at 
their party conference last year that they would scrap a third 
runway, the Conservatives have been increasingly high-profile  
in their opposition to expansion at Heathrow.  They are expected 
to give a firm commitment in the manifesto to dropping it.

Nothing of course is certain in politics but, if a third runway is 
dropped, it will be a mighty blow for the aviation industry in the 
UK.  This was the expansion which the industry really wanted.  
Never before will it have received such a setback.

The Conservatives – and the Liberal Democrats – have pledged  
a high-speed rail link instead of a third runway.  For a rail link to 
really result in modal shift from plane to train, it is essential that 
it goes all the way to Scotland.  A high-speed rail link simply 
going to Birmingham would do next-to-nothing for modal shift.  
The best scheme being put forward is the one being promoted by 
the 2M group of local authorities.  It will be officially launched in 
the autumn but outline details can be found on their website 
www.2mgroup.org.uk/ 

For modal shift to happen it is also essential for UK rail fares  
to be reduced by around 20% to bring them in line with the 
European average.  Campaign for Better Transport is running  
a campaign on this - www.bettertransport.org.uk                     .

In the autumn the campaigners against expansion at Heathrow, 
on the brink of a famous victory, will be running a ‘Pulling for Rail 
– the train beats the plane’.  Details will emerge on the HACAN 
website in due course – www.hacan.org.uk

Who would have thought a few years ago that the big plans for 
expanding Heathrow might actually result in a new age of the 
train? 
John Stewart

The  
challenge 
for Legible 
London



While Ken Livingstone’s supporters 
lived mainly in the inner London 
boroughs, Boris Johnston depends 
much more on votes from outer London. 
In the election campaign he promised 
that he would increase the weight 
attached to outer London policies. 

So after his election he set up an 
Outer London Commission to 
make recommendations for 
policies that might be adopted in 
a revised London Plan.

Campaign for Better Transport 
made a joint submission to the 
outer London commission with 
Living Streets and the London 
Cycling Campaign. Calling for 
more emphasis on London’s 
network of town and local 
centres, our evidence made the 
case for better integration of land 
use and transport planning to 
reduce journey lengths, limit car 
parking and allow more journeys 

to be made on foot, by bicycle 
and by local public transport.  
We argued that essential services 
and amenities should be avail-
able, where possible, within 
walking and cycling distance of 
people’s homes, there should be 
20 mph limits and ‘filtered 
permeability’ to make walking 
and cycling more attractive and 
convenient than car travel for 
local journeys. 

Recognising that there is not 
going to be extra money for major 
transport projects for some years 
to come, we advocated a low-cost 
programme to improve access and 
security of public transport and 
make better use of the existing 
network. In additional evidence 
we proposed that exemplars of 
low-car dependency development 
be established in outer London to 
point the way to the potential for 
car-free development. 

In the event the interim recom-
mendations of the Outer London 
Commission were a pretty mixed 
bag. They endorsed a network of 
town centres and walkable 
neighbourhoods and local centres 
and in doing so, rejected the 
possibility of four ‘super-hubs’ or 
major town centres which it had 
been asked to consider. 

It agreed with the need to 
encourage walking and cycling 
and proposed more active traffic 
and demand management 
measures, including perhaps road 
user charging, while supporting 
car clubs and car sharing.

 However it also stated the 
need for a more flexible approach 
to car parking to allow town 
centres to compete with out of 
centre development and outer 
London with the ‘Outer Metropoli-
tan Area’ outside London. It also 
concluded that the airports would 
remain a major economic driver 
thus arguably providing support 
for those who wish to see them 
expanded.   
Richard Bourn  

The Outer London 
Commission

Mind the 
gap!
Every bus stop in London is served by 
low-floor accessible buses.  London is 
way ahead of the rest of the UK and 
the legislation which allows until 
2017 for all buses to be low-floor. 

Although owned and maintained 
by the individual private bus com-
panies the cost of moving to flow 
floor vehicles ahead of the 
legislation has been borne, in 
part, by public subsidy.

However, to be a truly 
accessible network the bus needs 
to be able to approach the kerb 
(requiring full length bus cage 
markings and timing plate). The 
kerb height should be compatible 
with the bus ramp and there 
should be no impediments (litter 
bins etc) between passenger and 
bus.

Transport for London and the 
London Boroughs are making 
progress towards a truly 
accessible bus network. TfL have 
audited over 17,000 stops in 
London and tell us 36% (56% on 
TfL roads, 33% on borough 
roads) meet the above criteria. 
The audit takes no account of 
Hail and Ride services. TfL have a 
target of 50% of stops by April 
2010, the entire network taking 
over ten years to complete.

There are, however, locations 

where the local highway 
authority is refusing to imple-
ment accessible bus stops. 
London Travelwatch has asked 
the Equalities and Human Rights 
Commission to investigate this as 
we believe it is discriminating 
against disabled people, 
particularly wheelchair users. 

A particular problem will be 
getting Hail and Ride services to 
be able to pull into fixed stops. 
These services are popular 

because they stop on demand, 
but are often unable to pull into 
the kerb to pick up passengers.

If readers do know of any stops 
that are not accessible, particu-
larly where all is needed is a bus 
stop clearway or timing plate 
then please let us know.
Vincent Stops
Streets and Surface Transport 
Policy Officer. London TravelWatch
vincent.stops@londontravel-
watch.org.uk
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Fracas in South London

Much fury has arisen in south London  
as a result of the announcement that 
rail services linking Clapham High 
Street and Wandsworth Road with  
Victoria are to be cut. The service is  
currently provided by a half hourly 
train from London Bridge to Victoria 
which is being withdrawn, partly be-
cause much of it will be duplicated by 
the East London Line extension from 
Surrey Quays to Clapham Junction and 
partly by capacity problems at London 
Bridge when that station is remodelled 
for the new Thameslink service.

The omission of this link was recognised 
and a new service from Victoria going to 
Bellingham instead of London Bridge 
was proposed to fill the gap. It has now 
emerged that Transport for London has 
withdrawn offers of funding for this 
new service and it will not therefore go 
ahead, although TfL seems reluctant to 
admit the fact, let alone consult with 
stakeholders or London TravelWatch.

Local pressure groups are up in arms over 
the issue and Clapham Transport Users’ 
Group has demanded the resignation 
of Ian Brown, TfL Rail Managing Direc-
tor. A new group, Save South London 
Line, has been formed and is asking 
people to sign an on-line petition at 
www.tinyurl.com/SouthLondonLine.

It’s the beginning of the end  
for the bendy buses

Boris’s pledge to increase congestion 
by replacing bendy buses with a larger 
number of rigid vehicles has begun.  
On 25th July bendies on route 507 
were replaced. On 1st September it 
was the turn of route 521. Both routes 
were replaced by rigid single deckers 
(in the case of the 521 so they could get 
through the Strand underpass). Fifteen 
bendy buses per hour on this route will 
be replaced by 24 single deckers and 
seating capacity will fall from 735 seats 
per hour to just 504.

Speaking in July at the time of route 
507’s conversion from bendy buses, 
London TravelWatch Chair Sharon 
Grant, said: ‘We have yet to hear a 
credible reason for scrapping bendy 
buses. We do not believe it represents 
value for money for London’s travelling 
public, especially at a time when 
Transport for London (TfL) is short  
of funds.’

LIVING STREETS CONFERENCE
How to improve the walking environment in London
Saturday 26th September 2009, 10.00am – 1.00pm  
at the Imperial War Museum, London, SE1.  
Free entry. 

For more details contact:  
Jenny.mason@living streets.org.uk or phone 020 7377 4928.

LIVING STREETS CONFERENCE


