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Valerie Shawcross AM 
Chair of the Transport Committee 
London Assembly 
City Hall 
The Queen’s Walk 
London, SE1 2AA 
 
 
 
Dear Valerie, 
 
Transport Committee meeting on 9 March 2011 
 
Thank you for your letter of 28 March, requesting additional information on 
SCOOT, Lane Rental and Smarter Travel Pilots, following the Committee’s 
review of congestion on London’s Roads on 9 March. 
 
I attach a short briefing note, covering each of the issues and hope that this is 
helpful. 
 
Should you require any additional information, please do let me know. 
 
Yours sincerely, 
 

 
 
Garrett Emmerson 
Chief Operating Officer, London Streets 
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ADDITIONAL INFORMATION FOR THE ASSEMBLY TRANSPORT COMMITTEE 

MEETING TO REVIEW CONGESTION ON LONDON’S ROADS 
9 MARCH 2011 

 
SCOOT 
 
SCOOT is designed to smooth the flow of traffic through a series of traffic light junctions and 
pedestrian crossings, with the objective of reducing stops and delays for vehicular traffic.  This 
continual optimization of traffic signal timings is very effective at busy urban locations.  In 
reducing the delay experienced at traffic lights, SCOOT makes a valuable contribution to 
reducing emissions in an urban environment, which is of particular benefit in busy pedestrian 
areas. 
 
At the current time, SCOOT sensors can only detect motorized vehicles.  However, pedestrian 
requirements are taken into full account in SCOOT areas as SCOOT is programmed with a series 
of parameters, set according to vehicle and pedestrian requirements at a particular junction or 
crossing.   
 
The cycle time at a junction dictates how long everyone has to wait for their green light, most 
notably at signals with all round pedestrian stages where all traffic stops.  At busy pedestrian 
locations, the cycle time is kept as low as possible and in some cases, the junction is set up to 
accommodate two pedestrian phases during one cycle to ensure that pedestrians are not kept 
waiting too long.  SCOOT optimizes the junction cycle time, within pre-set limits, to reduce stops 
and delays for vehicles.  TfL’s engineers manage SCOOT benefits carefully and at no time are 
the signals set outside of DfT guidance with respect to pedestrians.   
 
Once SCOOT infrastructure is installed, a full assessment is made to ensure the parameters that 
are set optimize the flow of traffic and pedestrians through a junction. These pre-set parameters 
are set to balance the needs of all users and are regularly reviewed through TfL’s Signal Timing 
Review (STR) programme.   
 
TfL has undertaken to review 1,000 traffic signal timings a year.  TfL’s Traffic Directorate records 
before and after data to derive the benefits of the STR Programme. These figures are produced 
periodically as the timing reviews are completed through the financial year.  
 
TfL undertook 1,003 signal timing reviews in 2009/10 and 1008 in the current financial year.  The 
tables below show improvements these timing reviews have delivered in each year, for both 
traffic and pedestrians.   
 
Number of occasions when queued traffic will have cleared through the first green 
phase: 
FY 09/10 Before 

(%) 
After 
(%) 

Improvement 
(%) 

FY 10/11 Before 
(%) 

After 
(%) 

Improvement 
(%) 

Overall 71.7 77.6 5.9 Overall 72.13 80.06 7.93 

AM Period 53.56 61.62 8.06 AM Period 53.28 64.68 11.40 
PM Peak 51.10 59.64 8.54 PM Peak 51.66 61.41 9.75 
Off Peak 66.88 75.40 8.52 Off Peak 69.52 81.75 12.23 

Weekend 69.45 74.86 5.41 Weekend 69.70 79.39 9.69 
Late 
Evening 

85.75 90.78 5.03 Late 
Evening 90.63 94.43 3.80 

Overnight 97.60 98.28 0.68 Overnight 97.97 98.70 0.73 

 



 

Number of occasions when all pedestrians waiting to cross the road will have 
cleared the kerb during the first green man period: 
FY 09/10 Before 

(%) 
After 
(%) 

Improvement 
(%) 

FY 10/11 Before 
(%) 

After 
(%) 

Improvement 
(%) 

Overall 94.3 94.6 0.3 Overall 94.10 94.77 0.67 
AM Period 91.64 92.30 0.66 AM Period 90.84 91.44 0.60 
PM Peak 90.19 90.59 0.40 PM Peak 89.99 90.40 0.41 
Off Peak 92.63 93.15 0.51 Off Peak 93.26 94.42 1.16 
Weekend 92.37 93.18 0.81 Weekend 93.60 94.35 0.75 
Late Evening 98.10 97.94 -0.16 Late 

Evening 97.64 98.63 0.99 

Overnight 99.62 99.63 0.02 Overnight 99.25 99.38 0.13 

 
The timing reviews undertaken this financial year have resulted in a 7.93% reduction in 
delays at these signals for vehicular traffic, in that the number of occasions when all 
queued traffic will have discharged during the first green increased from 72.13% to 
80.06%. In addition, there was a 0.67% increase in the number of occasions when all 
pedestrians waiting to cross the road will have cleared the kerb during the first green man 
period and that pavements do not become over crowded (an increase from 94.10% to 
94.77%).   
 
The 6.8 per cent reduction in unnecessary delays at traffic signals quoted during the 
Transport Committee meeting related to a specific point in time and reflected the 
percentage change delivered from the 1,727 signal timing reviews undertaken since April 
2009 and up to that particular point in time.  The figures above are end of year out-turns.   
 
Developing SCOOT 
The Traffic Directorate has been working closely with the Transport Research Laboratory 
(TRL) to develop the next generation of SCOOT known as SCOOT MMX. SCOOT MMX 
moves SCOOT towards being truly multi-modal by making changes to the “brain” of the 
system.  It will provide additional facilities to prioritise pedestrians at junctions as well as 
new features to improve operation during low flow periods, thereby reducing delays for all 
road users and maximising the benefit of the system infrastructure investment. 
 
A distinct benefit of SCOOT MMX to pedestrians is improved operation of SCOOT under 
low flow periods. This will allow junctions that are normally linked on a higher cycle time 
to de-link and operate at a lower cycle time if lower traffic levels permit, this will inherently 
reduce the wait time for pedestrian at these sites. 
 
SCOOT MMX software will be installed on London’s Urban Traffic Control (UTC) systems 
in late 2011.  TfL will develop a strategy to fully test the additional capability this provides 
and determine potential future use.   
 
Lane rental 
 
The TLRN comprises 580 kilometres (or 5%) of London’s road network. However, it 
carries over 30% of London’s traffic and, because of the greater proportion of freight and 
business traffic, represents an estimated 40% of the gross value added (GVA) of road 
traffic movement across London.  
 
In 2009/2010, there were 48,247 sets of roadworks undertaken on the TLRN, which 
accounted for 42% of the serious and severe disruption on the network. Roadworks 



 

therefore account for a significantly greater proportion of overall delay on London’s 
busiest and most economically important roads than they do on the network as a whole. 
The cost of roadworks disruption on the TLRN alone is at least £300 million per annum. 
Reducing this is a priority for the Mayor and TfL. 
 
The Mayor has already introduced a Code of Conduct for Roadworks and a Permit 
Scheme to reduce disruption from road works. Together with enforcement action in the 
form of S74 overrun charges and Fixed Penalty Notices (FPNs), this has enabled TfL to 
deliver a small reduction (8%) in the overall volume of works undertaken on the TLRN to 
date in the 2010/2011 financial year. This has also enabled a 21% reduction in the hours 
of serious and severe disruption caused by roadworks up to period 9 this year.  However, 
the Mayor and TfL believe that stronger incentives to encourage behaviour change within 
the construction industry are required to deliver a real step change in the way streetworks 
are planned and carried out. 
 
For these reasons, the Mayor and TfL believe that the introduction of a targeted lane 
rental scheme, providing a genuine financial incentive for works promoters to change 
behaviours, is the only practical way forward.   
 
The scheme TfL is developing seeks to meet these requirements in the following ways: 
 

 A Targeted Scheme:  Whilst congestion is generally thought of as an endemic 
problem on the entire road network, the vast majority of it is in fact concentrated 
on a very small number of roads. 85% of congestion on the TLRN occurs on 
around 50% of its roads (less than 3% of London’s total road network). TfL is 
therefore focussing its efforts on reducing serious and severe disruption at these 
locations, identified as Congestion Management Areas (CMAs).  As disruption at 
junctions and pinch points is significantly higher, lane rental charges will be 
weighted to reflect this.   

 
 Avoidability:  Even where lane rental charges do apply, TfL’s aim is to develop a 

scheme that gives utilities adequate time to carry out works without being charged.  
A schedule will be produced for each section of road identified in the lane rental 
scheme, showing when and where roadworks may be carried out without incurring 
a charge, and when lane rental will apply.    

 
It is TfL’s intention that the same charging regime would apply to highway authority 
contractors as well as works promoters and that any net income (over and above 
operating costs) should be primarily spent on measures or initiatives that contribute 
towards reductions in delay and disruption from roadworks and/or benefit the utility 
industry itself, as well as the highway user. 
 
Economic Justification for Lane Rental 
Approximately 27,000 roadworks take place in the CMAs and are responsible for around 
84% of the hours of serious and severe disruption caused by roadworks on the TLRN 
each year.  They account for 85% (£255m per annum) of the total economic cost of 
roadworks disruption on the TLRN, at an average cost of around £3,000 per day for each 
set of works undertaken. 
 
The aim of the lane rental scheme will be to provide a significant enough financial 
incentive for works promoters to change the way they work to substantially reduce this 



 

disruption, whilst not being out of proportion to the economic costs identified above. 
Whilst exact details of the proposed charging scheme are still being worked up, TfL 
anticipates charges of up to £2,500 per day. These are felt to be significant enough to 
encourage the type of behaviour change required, but still below the typical economic 
costs of disruption identified above. 
 
Benefits of the Scheme 
The initial impacts of the scheme would be two-fold.  Firstly, wherever practical and 
economically advantageous, some works could be transferred to non-chargeable times. 
Although it is difficult to be precise as to the extent of the immediate behaviour change 
that will take place, TfL estimates that a further 1,600 works might be programmed to 
avoid charges. This estimate would deliver an 8% reduction in the hours of serious and 
severe congestion caused by roadworks on the TLRN, saving London’s economy around 
£16m a year. 
 
The remaining works would be subject to lane rental charges of some sort, incentivising 
promoters to shorten the duration of works and reduce subsequent lane rental costs. This 
could lead to a further likely reduction of 14% of serious and severe disruption and mean 
that, initially, the overall scheme could save over £51m to London’s economy. 
 
It is estimated that the utility industry would initially pay lane rental charges somewhere in 
the region of £8m a year. However, in the longer term, through the development of new 
technology and better working practices, the intention would be to drive up the volume of 
utility work undertaken ‘out of hours’ to 70% (ie, similar levels as those already achieved 
by the highway authority), whilst driving the highway authority to even higher standards. 
This could reduce the hours of serious and severe disruption on the TLRN by a further 
17% each year, saving London’s economy a further £27m a year, and reducing the lane 
rental charges payable by utilities down to around £5m a year.  
 
Overall, the scheme could eventually deliver a 40% reduction in serious and severe 
disruption from roadworks on the TLRN and save London’s economy around £78m a 
year in economic and social costs. (It must be noted that all of these figures are currently 
indicative and will be thoroughly validated through modelling.) 
 
Technology Development 
As mentioned above, one of the main objectives of the scheme will be to use the net lane 
rental income to invest in the development and implementation of new technologies. This 
could be achieved either by funding research, testing and development; or supporting 
some of the additional costs of their implementation, over and above what might 
otherwise be commercially justifiable by the companies themselves. A key part of TfL’s 
proposal will therefore be the creation of a technology development fund, administered 
through the Mayor’s Code of Conduct Steering Group (involving the major utility 
companies), to invest this money back into the industry. (Once developed, new 
technology and working practices could of course also be applied to road and 
streetworks elsewhere in the country, providing significantly wider economic benefits not 
quantified in this analysis.) 
 
In developing its lane rental approach, TfL has engaged with the business community, 
utility industry stakeholders and the London Boroughs.  London Councils endorsed 
proposals for a targeted lane rental scheme on the TLRN in the Road Management 
Concordat agreed with the Mayor, and there has been positive support from individual 



 

London Boroughs. In its ‘Road Sense’ document, LondonFirst, representing the Capital’s 
leading employers, also champions the introduction of a targeted lane rental scheme. 
 
The National Utilities Group (NJUG) and the National Joint Authorities Group (NJAG), the 
national bodies representing utility works promoters and Highway Authorities, have 
indicated their support for a targeted Lane Rental Scheme that focuses on London’s most 
congested routes, providing that a similar regime also applies to highway works (NJUG 
made this clear in its position statement on Lane Rental, issued in October 2010). TfL will 
continue to work with utility company partners under the Mayor’s Code of Conduct for 
Roadworks to further develop lane rental proposals.   
 
Smarter Travel Pilots 
 
Smarter Travel Sutton (STS) 
STS was a new initiative undertaken in partnership between TfL and the London Borough 
of Sutton (LBS) in 2006 to test whether it could be possible to encourage residents and 
people that work in Sutton to walk, cycle and use public transport more often and their 
cars a little less. 
 
The results were very encouraging, with a growing proportion of people in Sutton opting 
to travel by sustainable modes. In the four years since the programme began, there has 
been a relative reduction in car use of 16% and a relative increase in cycling mode share 
of 83% as well as a relative increase of 14% in the mode share of walking trips. 
 
Through its ‘One Planet Living’ commitments (the framework used by the borough to find 
ways of reducing their ecological footprint by 65% and improving quality of life in Sutton), 
LBS will continue to deliver smarter travel initiatives using an integrated programme 
across the Council, and will maintain the continued support of key stakeholders and 
delivery partners. 
 
Smarter Travel Richmond (STR) 
The STR programme was originally due to be completed in September 2011, but as a 
result of the budget cuts following the Government’s Comprehensive Spending Review, it 
formally finished in March 2011. Smarter travel initiatives will now be captured in London 
Borough of Richmond upon Thames’ (LBRuT’s) Transport Policy and Local 
Implementation Plan (LIP) programme.   
 
Support for the programme was high among local residents. Hundreds of stakeholders 
have been engaged, school, workplace and station cycle facilities have been 
transformed, and thousands of people have been informed of sustainable travel options 
available to them through social marketing. In the second year of the programme there 
was a greater focus on delivery and integrating STR with wider LBRuT activities in order 
to ensure a strong legacy for the programme. The key outputs included: 
 

 1,350 cycle stands installed in public places (excluding schools and workplaces) 
 4,064 total car club members 
 8,162 employees covered by an active workplace travel plan 
 67 accredited schools  
 An 8.2 percentage point increase in pupils walking to school compared to the 

baseline year  



 

 A 1.9 percentage point reduction in pupils travelling to school by car compared to 
the baseline year 

 
The above results relate to the second year of the project.  It is too early to determine 
whether there are wider impacts arising from the Richmond scheme, but these will be 
captured as part of the LIP monitoring programme going forward.    
 
 
 
Surface Transport 
8 April 2011 
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