L

O

O N
N D

G R
O

U

P

N
No 18 MAY 2013

E

W S
L E T T E R

A new vision for a cycling London

Turnpike Lane: no segregated cycle lanes

On 7th March this year Boris
Johnson published his Vision
for Cycling strategy for London.
This document is noteworthy
partly because of the greatly
expanded resources he plans
to devote to cycling – almost
£400m over the next three
years, two-and-a-half times
more than previously planned,
and £913m over the next 10
years. It also represents a big
step forward in cycling policy
because of the step-change in
strategies envisaged to fulfil
the vision. Existing main-road
cycle Superhighways will be
substantially improved, and
some re-routed onto roads
more easily convertible into
high-quality cycle routes.
The budget for junction safety
has been increased five- fold
from £19m to £100m, enabling
some of London’s most dangerous junctions for cyclists to
be made safer. Improvements
will include widening to allow
more space for cyclists, more
segregated cycle lanes and
installation of innovative ‘earlystart’ traffic signals so that cyclists can move onto junctions
ahead of other traffic. Refined
traffic modelling will be ap-

plied to all future redevelopments and traffic schemes on
TfL roads so that improved
forms of cycling safety assessment will result.
Boris’ Vision document
also envisages a ‘Crossrail’ for
the bike, which will be a fast,
segregated cycle superhighway
of 15-plus miles reaching
from the western suburbs to
Canary Wharf/Barking, making use of a new segregated
route along the Westway, then
existing traffic-free routes
across Hyde Park, and a new
segregated route along Victoria Embankment and through
the City. A new concept of
Quietways making use of lowtraffic back streets to provide
direct routes across London
into the suburbs is suggested.
Quietways will be connected
up, unlike the current London
Cycle Network, and clearlysigned, while the report
promises that ‘they will not
give up at the difficult places’.
A very welcome development is
that the suburbs are not forgotten, as a recent Campaign
for Better Transport publication
has urged. Cycle spending
dedicated to Outer London is
increased to £100m from the

current £3m, mostly focused
on the creation of one to
three ‘mini-Hollands’ in outer
boroughs where high spending will be concentrated mainly
on major re-designs of town
centres illustrating what is
possible when cyclists take
priority in the design of roads
and spaces. The main targets of
the ‘mini-Hollands’, emulating
best practice in the Netherlands,
will be people making use of
their cars for short trips.
There is no doubt that if even
half of the Vision’s plans are
put into effect the effect it will
mean a radical step-change in
meeting cyclists’ needs in the
capital, underpinned by what
seems an official recognition
that much provision to date is
not nearly good enough. This
in itself is very welcome. The
Mayor’s Vision has drawn praise
from cycling organisations such
as LCC (London Cycling Campaign), who have called it ‘exciting and groundbreaking’
(as well as ‘a just reward for
the 42,000 people who supported our Love London Go
Dutch campaign’). However
LCC is concerned that that
there appears to be a substantial reduction in cycling
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lines, and certainly no cycleexpressed are those
only traffic phases which
of the authors and not
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tions. Since the High Road is
quite wide, there could be
segregated cycle lanes along
much of its length, although
careful thought would have
to be given to pedestrians
and to delivery problems.
None of the roads around
Wood Green are trunk roads,
and therefore they are the responsibility of resource-starved
Haringey borough, not of TfL.
It is to be hoped that Boris’
major new funding streams
will filter through to places like
Wood Green, either under the
junction safety heading, or
perhaps by remodelling the
streetscape through a comprehensive ‘mini-Holland’ scheme.
Norman Beddington

Revitalising the West End
The West End Commission, which was set up by Westminster Council and
the New West End Company to consider the most effective way that the
Council can support business and lessen congestion, has now reported.
The congested state of Oxford Street is one of their concerns. They favour
more and systematically organised traffic free days, rebalancing the use of
street and square space in favour of those on foot, more green areas,
zero-emission buses – in fact many of the demands that we have been
making. But they are no nearer solving the problem of too many buses.
There were, they say, ‘differing views emerging … about whether buses
and general traffic should be eliminated from Oxford Street and other key
area of the West End’. That it is still a problem might be seen from this
observation from David Martin.
I happened to be in Oxford Street last
Thursday – normally I avoid the
place for obvious reasons, but this
time I had no choice. As so often,
the pavements were absolutely
packed and it was difficult not to get
shoved onto the roadway. However,
as I struggled along I couldn’t help
noticing that the bus situation
seemed to be worse than ever.
Sure enough, I started counting
and there was a line of 15 buses
forming a more or less unbroken
convoy between Bond Street station
and John Lewis (I have to say that
this takes the prize as the longest
bus convoy I have encountered,
even in Oxford Street). In a spirit of
neutral observation, I decided to log
the number of passengers – not
too difficult, since the convoy was
hardly moving. The results were no
great surprise: a grand total of 71
passengers, making an average of
4.7 passengers per bus. Four buses
seemed to be completely empty!
Three points occurred to me.
First, the endless line of red metal
created a quite unwelcoming atmosphere for people on foot. Apart from
the crowding, there was constant
traffic noise, the air quality was poor,
and it was even dangerous – pedestrians kept dodging between the
buses trying to get across the road.
Second, I couldn’t help contrasting the situation with other cities
where the main shopping streets
are traffic-free, and indeed with the
recent VIP Day when traffic was
cleared from Oxford Street itself for
a day. This showed that even when
there are high volumes of visitors, a
pedestrianised Oxford Street would
be wide enough to accommodate
them reasonably comfortably, perhaps even leaving space for a few
seats and outdoor tables.
Finally, as the environmental
argument doesn’t seem to cut much
ice with TfL or the Mayor, I wondered about the economic case. In
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times of economic stringency, surely it can’t make sense to run empty
or near-empty buses up and down
Oxford Street all day? What is the
true all-in cost of each journey, and
just how many passengers are really needed to break even?

Air Future - Will
we have more
or less of it?
This will be an important year for aviation. The
government has set up the Airports Commission,
headed up by Sir Howard Davies, to look at whether
the UK will have enough airport capacity over the coming decades to retain its excellent connections to the
rest of the world. In practice, it will focus on London
and the South East as there is likely to be sufficient
capacity in the rest of the country.
Davies is due to produce an interim report later this
year and a final report in 2015, two months after the
next General Election. The noises coming from the
Commission are that Davies will adopt a transparent
and even-handed approach.
The first question he will need to consider is whether
any more capacity is needed. The Department for
Transport estimates that the UK, including London and
the South East, has sufficient capacity until almost
2030. If demand were to be managed through the
imposition of tax on aviation fuel and VAT on the
purchase of tickets, there would be no need for further
capacity. The higher prices would reduce the growth in
leisure travel (currently around 75% of the market)
sufficiently to free up capacity for an increase in
long-distance flights from the emerging economies of
the world.
However, since it is unlikely that these fiscal measures
will be taken, Davies may conclude there is a need for
extra runway capacity in London and the South East to
ensure the UK has good connections with the
emerging markets. Davies will need to take a view on
where that extra capacity could best be provided.
He will be operating in a very different political climate

from that faced by the Labour government in 2003
when it published its expansionist Air Transport White
Paper. The biggest new factor has been the break-up
of BAA. Each of the four main London airports
(Heathrow, Gatwick, Stansted and Luton) is now
owned by different companies. Each is pressing its case
for expansion. In particular, Gatwick’s new owners are
making the case for a second runway to enable
Gatwick to become London’s second hub airport.
Others are backing an expanded Stansted or a new
four runway Estuary Airport.
The government has made it clear that, in making his
decision about capacity, Davies will need to take
account of environmental factors. Climate change
considerations will limit the overall amount of growth
that is possible; noise impacts will influence where
that growth takes place.
If the government signs up to the previous government’s climate targets, it will constrain growth. If
aviation is to reduce its CO2 emissions to their 2005
levels by 2050, it would be difficult to see how more
than one new runway could be built without retrospective restrictions on flight numbers at many airports
across the country.
Noise impacts are worst at Heathrow. According to the
EU, 725,000 people live under the Heathrow flight
paths, 28% of all people disturbed by noise across
Europe. Around 12,000 are affected at Gatwick, 9,500
at Stansted and 8,500 at Luton.
In the end, though, whatever Davies recommends, the
decision will be political. It appears that many
politicians are putting Heathrow expansion and a new
Estuary Airport in the ‘too difficult’ box. Labour has
now come out against both. The Liberal Democrats
oppose all new runway building in the South East.
Many Conservatives also know that they cannot risk
losing another ten year battle over a third runway.
The key decisions will not be taken until after the next
General Election.
John Stewart

In praise of
gyratories
(or some of them)
Gyratories in London have an
appalling reputation.
Intended to move motor vehicles
smoothly through the city and to
reduce congestion, their legacy has
been one of severance, increased
pollution, and road danger –
particularly to pedestrians and
cyclists. Unsurprisingly attempts are
now being made to undo the damage; to ‘unwind’ these gyratories
and restore them to more civilized,
and conventional, two-way running.
Undoubtedly these new arrangements – for instance, the Shoreditch
Triangle – are an improvement,
particularly in terms of reduced
vehicle speeds, and easier movements for cyclists. However, I can’t
help but think that in restoring
gyratories, and one-way streets in
general, to two-way running, for
all modes, we are missing a trick.
The issue is that returning oneway streets to two-way running
for motor vehicles will reduce the
potential to create separated cycle
infrastructure, and to maintain bus
lanes. To take just one example,
Piccadilly used to consist of a four

Remembering
Beeching
It is fifty years since the Beeching
report, which resulted in the closing of large numbers of railway
lines throughout the country, was
published.
The event has been commemorated
by a number of events. Amongst
them was a meeting organised by
the Campaign for Better Transport
at the Science Museum addressed
by a panel of speakers including
Andrew Adonis, former Transport
Minister in the last government, and
Richard Faulkner, vice-president of
CBT and presently Deputy Speaker
of the House of Lords.
Although the extent of the
closures is now widely regarded as
short sighted, Adonis pointed out
that closures did not start with

(and in places five) lane wide oneway street, with a contraflow bus
lane.

If you were on this street and
wanted to head west, by car, to
Hyde Park Corner, you would actually
be substantially disadvantaged,
having to progress all the way
around a giant rectangle formed
by Haymarket and Pall Mall. By
contrast, the new arrangement on
Piccadilly makes this journey direct,
having sacrificed eastbound capacity for the introduction of two
lanes westbound.
But I believe this eastbound
capacity reduction should have
occurred without the introduction
of a westbound carriageway; the

space could instead have been allocated to cycle tracks running in
both directions. In so doing you
would have made driving in central London as difficult as it was
before (and not slightly easier),
and you would also have made
built infrastructure to make cycling
along this road a more comfortable and pleasant experience.
This might sound radical, but
these kinds of arrangements are
common in the Netherlands. Space
for cycling and public transport on
city streets is created by reducing
private motor traffic to a single
lane, or even removed completely.
One-way systems are a significant
feature of Dutch towns and cities,
and they go a long way towards
explaining why they are so pleasant to cycle around. They make
driving inconvenient by comparison
with cycling, and they also allow
space between buildings to be
used for public transport, walking
and cycling instead, in ways that
would not be possible with twoway flow for motor vehicles.
This street in Utrecht is part of
a complex one-way system in a
residential area just to the northeast of the city centre.

One-way for cars (towards us) but,
as you can see, two-way for bicycles.
This street would be substantially
worse for cycling if it had two-way
flow for motor vehicles; the
arrangement has the additional
advantage of discouraging driving
through this area.
Similarly, this wide street in
Amsterdam is unidirectional for
private motor traffic, consisting
of pavements, cycle tracks in each
direction, a tram route (the grass),
and just one general traffic lane.

In both these examples (and in
many other locations in Dutch
urban areas), allowing two-way
running for motor vehicles would
significantly reduce the space that
could be allocated for public
transport, walking and cycling.
The potential competition for
space in London can be greatly
ameliorated if we keep one-way
running for motor vehicles, and
indeed if we introduce one-way
systems of this particular form in
other places across the city. Let’s
not consign them to the dustbin
just yet.
Mark Treasure
Cycling Embassy of Great Britain

Beeching and had been part of the
railway scene since the first world
war. Many of the branch lines
clearly had no chance of playing a
useful role. The real damage was
caused by the closure of main
lines such as the Great Central line
north from Marylebone and the
March to Spalding line which
would now be of great use for
freight traffic from Felixstowe.
Richard Faulkner is joint author
of Holding the Line¹ which argues
that there was a collective consensus
in the period after the war that
there was no future for the railways, that they were finished and
that the car was king. The present
resurgence which has shown up
the folly of many of the closures
was never imagined.
¹Holding the Line, by Richard
Faulkner and Chris Austin, Oxford
Publishing Co, 2012.
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NEWS ROUNDUP
Good news on the
Wimbledon loop

Gospel Oak to Barking
The clamour to electrify this last
stretch of non-electrified line in
North London continues as loudly
as ever. The London Assembly has
now written to the chancellor
urging him to approve the plans.
Electrification of the line would
need to be completed before 2018
to allow Crossrail rolling stock to
use the line, but for work to be
carried out in time, funding for the
project must be secured this year.
TfL has offered to contribute £25
million towards the £90 million
estimated cost of the scheme.
Caroline Pidgeon, chair of the
Transport Committee, said: ‘It is a
major disappointment that funding
for the electrification of the Gospel
Oak-Barking line, which was expected to be announced last year,
has so far failed to materialise.
‘There is a strong business case
for electrification on a line where
passenger demand already far
outstrips capacity.’

Rails to Heathrow
Establishing rail links to Heathrow
from South London is an issue
which will not go away despite the
demise of BAA’s Airtrack initiative
which bit the dust after problems
around level crossings in the
Richmond and Staines areas could
not be resolved.
The London Borough of Wandsworth has now commissioned a
study to look at options and it will
be interesting to see what this
might come up with. Replacing all
these level crossings with bridges
would turn out to be very expensive, although it would further
Network Rail’s aims to reduce the
number of level crossings on the
network.
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After extensive campaigning the
government has decided to
continue to run trains from the
Wimbledon loop through the
Thameslink tunnel. The intention
was to terminate all these trains
at Blackfriars to avoid conflicting
movements south of the station
but campaigners said that this
would result in thousands of
passengers having to face the
prospect of changing trains.
But campaigners say that the
campaign for better rail services in
south London is far from over. Of
the four trains per hour on the
loop two travel clockwise and two
anticlockwise meaning that stations served only by these trains
have a service of only two trains
per hour. They suggest that an additional four trains per hour
should run round the loop perhaps terminating at Blackfriars.

have play streets and soon they
will be joined by Haringey, Croydon, Enfield, Newham and Tower
Hamlets.

More on safer lorries
The indefatigable London Cycling
Campaign has come up with
another plan to protect cyclists
from lorries (see our last issue for
other ideas). They show how it’s
possible to take the high-visibility
cab from a refuse lorry and marry
it with a construction chassis. The
driver sits lower in the vehicle and
windows in the doors come down
to floor level so it is possible for
the driver to see cyclists and
pedestrians who might in normal
vehicles be out of sight.

Crossrail 2
Of the various proposals for
Crossrail 2, safeguarded for years
as the Hackney to Chelsea line,
the one now favoured by TfL is the
heavy rails option. This involves
gathering trains from south west
London branches and extending
them through to the Lea Valley
and, in a new tunnel, to Alexandra
Palace.
In the south west, this would involve trains from Twickenham,
Shepperton, Hampton Court,
Chessington South and Epsom going through the tunnel instead of
to Waterloo, providing passengers
with a through train to central
London as well as relieving the
platforms at Waterloo which could
be used for more long distance
trains.
In the north it imposes a still
further load on the twin-track Lea
Valley line and reinforces the argument for four-tracking from Coppermill Junction to Broxbourne.

Play streets
The idea originated in Bristol
where mothers arbitrarily closed a
residential street to traffic to allow
children to play. Of course they
were told they were breaking the
law but perseverance resulted in
the council giving way and
allowing closure of some streets
for limited periods of time.
The idea has now spread to
London. Hackney, Sutton, Westminster and Waltham Forest now

building a 14 kilometre tunnel
from Old Oak Common to West
Ruislip as a faster and less disruptive alternative to the planned surface route.

Crossrail – we pay, they gain
Crossrail is costing the public purse
around £18 billion. Meanwhile
recent research suggests property
prices in Tottenham Court Road,
Farringdon and Canary Wharf may
rise by almost double the average
London growth rate in the next
five years, mainly due to the Crossrail effect.

Accessibility at Greenford
Greenford underground station
will be the first in the UK to install
a new incline lift. This innovative
design where the lift travels
alongside an escalator makes lift
installation considerably cheaper
than installing a traditional
vertical lift. The incline lift will
make Greenford station step free
and accessible to disabled and
older travellers by spring 2015.

March of the 20 mph
default

HS2 at Euston
The selection of Euston as the
terminus for HS2 is one of the
many controversial aspects of the
scheme because it involves the
destruction of so many homes.
Ending the line at Old Oak
Common is one proposal, offering
Crossrail as the route into London.
A new and bold proposal is to
build the station underground between Euston and St Pancras with
underground connections to both
stations. It would cause far less environmental damage and, because it would lie east-west, would
make a direct link with HS1 possible. It would no doubt be hugely
expensive although the cost of the
damage to the area around Euston would be removed. Through
trains from the Midlands and the
north to the continent could then
call at the central London station
enabling, if the security situation
allowed, trains to carry passengers
from and to London in both directions as well as those travelling
through.
Additionally HS2 have now announced that they are looking into

Extending 20 mph limits to most
roads is gaining hold in a number
of London boroughs. Islington,
Camden and Hackney are all
implementing the policy. Louise
Bond, Camden’s head of transport
strategy, said that 20 mph limits
would reduce road casualties and
encourage people to walk and
cycle.
Meanwhile other boroughs are
worried about the cost of implementation and the fear that the
limits would not be enforced.

