
 

 

Appendix 1 
Transport Committee – 13 January 2016 

 
Transcript of Agenda Item 6 – Cycling Programmes 

 

 

Valerie Shawcross CBE AM (Chair):  Thank you very much indeed.  Let us begin by looking at the Mayor’s 

cycling programmes and let us commence by welcoming our colleagues here so far.  We have to the right 

Ben Plowden, Director of Strategy and Planning at Transport for London (TfL). 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Good 

morning. 

 

Valerie Shawcross CBE AM (Chair):  Welcome.  Welcome again to Dr Rachel Aldred, Senior Lecturer in 

Transport, University of Westminster, who has been doing some important research on near-misses and other 

issues.  Thank you for coming again.  David Taylor is the Head of Traffic and Transportation at the London 

Borough of Enfield.  We have Councillor Daniel Anderson also from Enfield, the lead Member for the 

Environment.  Councillor Heather Acton from Westminster is the lead Member for Sustainability.  Martin Low, 

who is the Transport Adviser at Westminster, has been here before. 

 

We have a very short presentation from Transport for London (TfL), just to kick us off, a warm-up 

presentation.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Great.  

Thank you, Chair.  The Chair has asked me to be brief, as she just said, and so I will pull out the headlines from 

the main elements of the programme and the history of it. 

 

Just to remind the Committee, the scale of the investment that is underway and the scale of the activity that is 

underway in the Cycling Vision is relatively new.  The 2012 mayoral election featured cycling as quite a 

significant issue.  All three mayoral candidates signed up to the London Cycling Campaign’s (LCC) ‘Go Dutch’ 

principles.  The Cycling Vision was published in the spring of the following year, in the early part of 2013. 

 

Since that time, we had approval from the TfL Board for the overall shape of that programme in the early part 

of 2014, and then the consultations and the programme definitions for the Cycle Superhighways were 

consulted on at the back end of 2014 and in 2015.  We announced the Mini-Hollands money, for example, in 

the early part of 2014.  We have had to move very quickly to start mobilising the designs and the public 

consultation and then of course start the build for the major highway schemes, a substantial part of which are 

being delivered - as I am sure we will hear from colleagues from the local authorities - by the London 

boroughs. 

 

Just taking the main elements, I am going to focus on the infrastructure schemes, which I know are probably of 

most interest to the Committee. 

 

The work on the Cycle Superhighways is proceeding apace, as you will know if you have been anywhere around 

central London, particularly for the North-South and East-West Cycle Superhighways.  The build for the Cycle 

Superhighways in the current phase is advancing very quickly.  Depending on which way you measure 

completion rates, we are 60% to 70% of the way through the building of those first Cycle Superhighways.  

Particularly the North-South and the East-West are now showing up very clearly on the network as potentially 

safer and better designed routes for cyclists for those key movements across the centre of London.  We 



 

 

completed Cycle Superhighway 5 (CS5) and we launched that before Christmas.  The work on the other routes, 

as I said, is continuing.  From a standing start in 2014/15, we are now delivering at a substantial rate.  We may 

discuss some of the consequences of that in terms of traffic impacts, I am sure, during the session. 

 

Better Junctions was a process of selecting a number of junctions from a long list that we looked at three or 

four years ago where a combination of data around cycle casualties, separation of routes for cyclists and lack 

of connectivity were issues.  That work is well underway.  We are aiming and are confident that we will finish 

the 10 of the 33 in the first wave of Better Junctions by this summer and Aldgate, which is actually being 

delivered by the City of London, will finish in the autumn.  At Oval, all the works there are complete.  The 

works at Stockwell have just started.  The works at Archway, which is a big issue for cyclists and indeed 

pedestrians and other users, will start in a couple of months’ time.  Again, there is substantial mobilisation of 

project delivery for those Better Junctions and we have started consultation on some of the next projects in 

that programme. 

 

Quietways are the quieter routes connecting central London to inner and outer London for cyclists who may 

not be quite confident enough to cycle on the main roads, even with the Cycle Superhighways in place.  Those 

are underway as well.  They are in two phases.  Phase 1 has seven routes in it.  The first two of those routes are 

well advanced and should be finished in the next two or three months.  The remaining five in that first phase 

should be finished by the end of this year.  There is then phase 2, which is broken into separate phases, and we 

have completed most of the route rides for the first part of that next phase and will get going with that 

delivery subsequent to the end of this year. 

 

The Central London Grid - again, Martin [Low] and Councillor Acton may want to comment on this - is the 

central London bit of the Quietways network, if you like.  We have published a full network of about 

200 kilometres on the TfL website.  The first 100 kilometres of that will be delivered by the end of this 

calendar year, about 85 of which will be on the borough roads.  Quite a lot of that work has now been built.  

We have the designs, pretty much, for the rest of the first 100 kilometres and we are aiming, as I said, with the 

central London boroughs and some of the other delivery partners like The Royal Parks, to get that first 

100 kilometres finished by the end of the current calendar year. 

 

The Mini-Hollands are very substantial investments in a number of outer London areas and across a number of 

town centres.  Just to put this in context, the largest town centre improvement schemes are normally funded 

through the Local Implementation Plan (LIP) programme and might run to £7 million or £8 million.  That would 

be a substantial project certainly for an outer London borough.  The three boroughs in the Mini-Hollands 

programme’s first phase are getting around £30 million each and that is a very substantial increase in the 

amount that a borough would normally expect to spend on this sort of local improvement.  A typical LIP major 

scheme would take two to five years depending on how big it was from first inception to opening and so the 

timescales for the Mini-Hollands are broadly similar and they have a substantially larger level of investment 

than any normal major town centre scheme would be funded. 

 

Finally, we are doing lots of other things as well alongside the infrastructure like the Safer Lorry Scheme, 

training schoolchildren and adults to ride bicycles, cycle parking, improvements to the cycle hire and so on. 

 

Just finally a couple of headlines in terms of the outcomes of all of this investment.  First of all, we are now 

seeing over 600,000 trips a day by bicycle, which, to put it in context, is about 10% of the number of trips 

made by bus every day and around a fifth of the number of trips made by Underground.  Already, cycling 

represents quite a substantial way that people move around the city.  Very importantly, the trend in killed or 

seriously injured (KSI) collisions continues to come down.  2014 was the safest year on record for KSIs for 

cyclists.  It went down from 489 in 2013 to 432 in 2014 and the provisional data for 2015 is also encouraging. 



 

 

 

We have got going very quickly.  There are some issues around what a sustainable rate of delivery is and I am 

sure that you will want to ask us about future plans and funding.  However, on average, we are now at a steady 

rate of delivery and the signs in terms of outcomes in terms of cycle levels and safety are both very 

encouraging. 

 

Valerie Shawcross CBE AM (Chair):  Fantastic.  Thank you, Ben.  Welcome, Andrew.  The Mayor’s Cycling 

Commissioner has just arrived -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Hello.  Sorry I am late. 

 

Valerie Shawcross CBE AM (Chair):  -- pioneering just-in-time delivery!  Thank you very much for coming 

along, Andrew.  You have just missed the introductory presentation from Ben, which has a lot more detail in 

the written document but we shortened him a little bit there. 

 

Perhaps we could just kick off by going around our guests and asking you if any of you would like to make any 

opening comments, just assessing what you feel about the overall success of the Mayor’s cycling programme 

over the last eight years.   

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  I have been studying 

cycling for eight years and I have focused on London quite a bit as well.  We have seen substantial change 

recently.  This is the third time I have appeared before this Committee; it is about every 18 months.  We have 

seen a qualitative shift in terms, I think, of what is being talked about and also in terms of what is being done.  

We are seeing international-standard infrastructure on the ground with CS5, the North-South, the East-West 

and some of the Waltham Forest schemes that have gone in.  That is important and is a step forward. 

 

However, I would say that we cannot be complacent.  This is just the start.  There is a lot more still to do.  For 

example, in terms of injuries, it is good that injuries are going down, but if you look at Copenhagen, for 

example, it is a lot smaller than London but has very high cycling levels.  Most years, no one dies cycling in 

Copenhagen but we have 12 to 14 cycling deaths annually.  There are a lot of people who, if cycling were 

safer, would still be alive, would still have limbs and so on.  We need to remember that any delays will have a 

human cost.  This is really important. 

 

Secondly, on allocation of road space and resources, we do not have a coherent cycle network yet in London.  

We are still quite a long way from that.  Just to give one example, I have recently been looking at a case study 

of London Bridge, where allocation of road space is really telling and the same is true across a lot of London.  

At London Bridge in a northbound peak hour, you get now around 1,200 cyclists and around 2,400 bus 

passengers, who have to share 3 metres of space, which causes risks for cyclists and is starting to cause delays 

for buses.  This is not rational because the remaining 6 metres of space northbound is reserved for around 500 

motorists.  Our road space allocation needs to be rethought. 

 

Similarly, on the cycling budget, it is good that the cycling budget has increased substantially, but £100 million 

a year needs to be seen in the context of a TfL budget of around 60 times that.  We still have a long way to go 

in relation to those issues. 

 

Cycling needs to be part of our business-as-usual.  We have flagship schemes, but I do not think we have still 

not got to the point where it is business-as-usual across all of the boroughs, across TfL and so on.  Hopefully, 

we will get to talk more about that in a bit.  We still need a strong focus on cycling because we do not have 



 

 

that core network and we do not have the conditions that we would like to see, but it needs to be part of 

business-as-usual.  That is our challenge.  I will stop there for now. 

 

Valerie Shawcross CBE AM (Chair):  That was very helpful, Rachel.  Thank you very much.  Would our 

colleagues from Enfield both like to come in or just our councillor colleague? 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  I will 

just say a few words.  We are quite late in the day in the vision because the bids for Mini-Hollands were only 

put in at the end of 2013 and awarded in 2014 and so we are still at the very early stages of this 

implementation.  Being one of the three authorities, we are the ones who have to make it work and it is 

challenging. 

 

We have to bear in mind that we see this as part of a larger vision.  It is not just about cycling.  We have to be 

cognisant of all road users and it would be dangerous if it is just perceived - and many people have concerns 

about increasing cycling - as a very minority interest.  We understand that that is a challenge that we have to 

confront.  Any sort of vision of this magnitude needs to take into account those concerns. 

 

However, we see it as something that we endorse and support fully.  It is just the practicalities that we are 

having to work through at this moment in time, but we are of the view that the vision is bold and is one that 

we fully support.  We hope to make it a reality in the not-too-distant future. 

 

Councillor Heather Acton (Cabinet Member for Sustainability, City of Westminster):  I agree with 

Rachel [Aldred] that there has been a qualitative shift in cycling, but we also need a mental shift as well as a 

modal shift and that takes time, particularly in Westminster where things are pretty complex. 

 

I also agree with Rachel that there has been some inconsistency in the allocation of road space and that links 

with the whole mental shift.  We are facing resistance from many of our constituents on the shift to cycling 

and that is from both motorists and pedestrians.  The conflict between cyclists and pedestrians is an important 

factor and we need to start emphasising walking as a mode.  There is inconsistency on road space.  There are 

also some elements that need to be finalised.  For example, there is a gap on Vauxhall Bridge Road and that is 

annoying both cyclists and pedestrians. 

 

Earlier investment was needed.  We need a lot more investment.  £100 million is not enough if we are going to 

make this shift.  We have worked very well with TfL, but it has needed more resources, particularly for 

modelling so that we can say what is going to happen or is likely to happen. 

 

I agree with my colleague and we really support the vision, but the practicalities are very complex -- 

 

Valerie Shawcross CBE AM (Chair):  Getting it out on the ground has real challenges to it? 

 

Councillor Heather Acton (Cabinet Member for Sustainability, City of Westminster):  Exactly.  Martin 

[Low] wanted to mention Operation Safeway.  That has been important as well, but it needs more resources. 

 

Valerie Shawcross CBE AM (Chair):  Yes.  You would strongly support Operation Safeway, would you? 

 

Martin Low (City Transport Adviser, City of Westminster):  Definitely.  We saw no cycle fatalities when 

the two Commissioners introduced it.  It was a very resource-intensive process. 

 



 

 

The beauty of it was that it was targeting all road users who were behaving inappropriately.  It is staggering the 

number of motorists who drive around with a mobile phone, texting and the like.  It does cause problems when 

you are trying to get cycle facilities in if residents and businesses have experienced poor cyclist behaviour or 

have been involved in an accident where a cyclist has hit a pedestrian.  It is the minority of inappropriate cyclist 

behaviour that can cause a big backlash, which is to no one’s advantage. 

 

The other key important point to make is about transport modelling.  Despite the excellent work that TfL has 

been doing, the transport modellers in TfL need more time and more resources.  To give you an example, a 

model is only as good as the road network that is within that model.  If you look at the models that are being 

used for many of the schemes, they exclude many roads that have significant traffic movement on them.  That 

then makes it very difficult when we are dealing with local businesses, local residents and all road users, who 

say, “What is the impact going to be of this scheme for me?”  We need more time.  If we do not have more 

time, it is going to be to the detriment of London.  My plea is to make sure that TfL and any incoming Mayor 

devotes adequate time to making sure that the models are of a good, defined network.  At the moment, they 

are not.  I am not blaming TfL.  It is doing what it can in the limited time available and it can be extremely 

costly to have a model.  However, without that modelling work, we are prejudicing other schemes coming 

along in the future. 

 

Valerie Shawcross CBE AM (Chair):  That was very helpful.  Thank you very much, Martin. 

 

Andrew, I should ask you for your assessment of where things are.  What is coming across from the other 

guests is that it is still early days and we are still realising the difficulties in some areas and working them 

through.  Do you want to give us an overview assessment? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We have accomplished a remarkable amount, actually, 

in the just under three years since the Vision was published, TfL, the Mayor, Isabel Dedring - the Deputy 

Mayor for Transport - and I. 

 

We have four segregated Superhighways in build, all of which will be substantially complete within the next 

few months.  We will have nine or ten of the 33 Better Junctions completed and probably a further ten or so in 

consultation or in build, the majority or effectively about two-thirds.  We will have a new Safer Lorry Scheme, 

the first in the country to reduce the danger that lorries pose to cyclists, and we need to take that further.  We 

have seen a really sharp reduction in KSIs both in absolute terms and per journey cycled.  We have seen a huge 

increase in the number of people cycling.  We have done some great things with the Mini-Hollands and we are 

doing some great things with the boroughs as well. 

 

I am very pleased overall with the progress that we have made and I think most people would agree with that, 

but I agree with what Rachel [Aldred] said.  It is very important that we maintain that progress and there is a 

risk that we will not, actually.  I am concerned that both the mayoral candidates seem to be saying that they 

are going to prioritise the Quietways.  That is the least successful element of the programme so far.  I think 

that they think it is an easy way to get cycling.  My experience is that it has been more difficult than anything 

else. 

 

Valerie Shawcross CBE AM (Chair):  We are going to come on to some of the detail on the Quietways 

programme and so we will dig around into that. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  Broadly, I am very pleased about the present and 

I am cautiously optimistic about the future. 

 



 

 

Martin Low (City Transport Adviser, City of Westminster):  Could I just add something in relation to 

what Andrew has just said.  In terms of safety of all vulnerable road users, Westminster welcomes some of the 

work that is being done by our contractor, FM Conway Ltd, to bring across from the Continent some better 

vehicles that have much better visibility for the driver so that he or she can see the cyclists, pedestrians and 

powered-two-wheeler riders around them.  It has invested heavily with hundreds of thousands of pounds into 

that technology and is TfL’s contractor and a contractor for a number of other London boroughs.  Others can 

learn from what they are doing as well. 

 

Valerie Shawcross CBE AM (Chair):  Yes.  There is quite a wide-ranging number of things that need to be 

addressed. 

 

Andrew, if I can just put it to you, there was a change of direction in the Mayor’s programme in 2013 and a 

sudden focusing much more on physical infrastructure.  Do you think that that change of approach signalled 

the fact that it had not really got off the ground beforehand?  Was it misfiring? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is worth remembering that until very recently there 

was not a consensus in favour of segregated lanes.  I remember addressing the Islington branch of the LCC 

only about five or six years ago and saying that we need segregated lanes and getting a lot of disagreement 

from people.  There was a big movement inside the LCC and there are still some people inside the LCC, as you 

know, who do not believe in segregation. 

 

We have caught up with the change in mood very quickly, actually.  What we have done is to respond to both 

the changing demands of cyclists, which really have changed during this mayoral term alone, and also the 

changing needs of cyclists. 

 

One of the most important things to stress about cycling is that it is no longer a minority pursuit in central and 

inner London.  In the morning rush-hour, 65,000 people now enter central London by car but 36,000 by bike.  

In 2000, the comparable figures are 137,000 entering central London by car and 12,000 by bike.  The cars 

have more than halved and the cycling has trebled.  If those trends continue, then the number of people 

entering central London by bike in the morning rush-hour will overtake the number of people entering central 

London by car in a few years.  There is every evidence that that will happen. 

 

Valerie Shawcross CBE AM (Chair):  I certainly agree with you about the consensus around segregation 

because my experience of doing casework used to be that because different cyclists had different cycling 

strategies and capabilities, they wanted different types of support.  You could visit the same site with 20 

different cyclists and get 20 different views, but now there is much more coalescence around it. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  There is a lot more consensus.  TfL is a tanker and it 

takes a while to turn, but it has done remarkably well.  It really has.  I am delighted with the progress that it has 

made on the Superhighways and the junctions. 

 

Valerie Shawcross CBE AM (Chair):  I will just challenge you on one thing.  We can see that the total 

number of cyclists has gone up, but if you look at it as a mode share, it is stuck at around 2% and has not 

shifted since 2007 because the general population has been growing and the number of journeys has been 

growing. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is right. 

 



 

 

Valerie Shawcross CBE AM (Chair):  It is good that there are many more cyclists, but it does suggest that at 

the moment we are not seeing enough modal shift going on.  Why is that the case, do you think? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  As you say, it is a moving target.  The number of 

cyclists has gone up dramatically.  Cycling on TfL main roads is up by more than 60% since the Mayor took 

office.  Cycling in London as a whole is rising by 5% a year.  That is because the general movement of people is 

also rising, although not quite as fast.  We have increased the mode share, but we have not increased it 

enough to get to 3% overall yet.  It has gone from 1.9% to 2.2% or something like that. 

 

However, the real growth you are seeing is in central and inner London where it is taking a very significantly 

higher mode share than it once did.  In central London the mode share was about 1.8% or something like that 

and it is now more than 3%.  That is not far off a doubling and that is the kind of thing that you will see. 

 

We recognise that we still have a job to do in outer London, which is why we have allocated a great deal of 

money to the Mini-Hollands and other outer London projects.  There is a lot of cycling potential there that has 

not been reached yet. 

 

Valerie Shawcross CBE AM (Chair):  Yes.  The research does show that.  What comments do you have 

about under-represented groups in cycling?  We do have a bit of a stereotype of the young male professional 

who has taken up cycling.  Does hitting the modal share target for improving the number of people, 

proportionately, cycling mean that we have to make an impact on other groups over and above the white 

middle class? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is absolutely essential.  London is not mainly a 

city of white men.  The majority of people in London are not white or men.  If we do not get more people from 

black, Asian and minority ethnic (BAME) groups and more women doing it, then we will not achieve our 

targets. 

 

I am very glad to say that we are making real progress, particularly with BAME cyclists.  The proportion of 

BAME Londoners who cycle at least once a week is now 14%, which is higher than the equivalent for white 

people, which is 13%.  The proportion of BAME people who cycle frequently - three days a week or more - is 

8%, which is the same as for white people.  We have seen a massive uptake in BAME cycling. 

 

The proportion of Londoners from lower income households who cycle frequently - three days a week or more 

- has gone up, too, from 4% to 6%.  That is still below the average.  It is still more the middle class on average, 

but it is getting up. 

 

For women, we are making only mixed progress.  We have substantially more in numbers, but the proportion 

has not changed much.  That is why we hope that the routes we are putting in when they open - and of course 

most of them have not opened yet - will change that. 

 

Valerie Shawcross CBE AM (Chair):  Thank you, Andrew.  Does anybody else want to comment on this 

need to spread our social wings a bit?   

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  I wanted to say 

something about this because it is so important for a range of reasons to diversify cycling.  One reason is that 

the benefits are greater for people who are not white men.  Many of those under-represented groups have 

lower car access, for instance, and so it is particularly important for people to be able to cycle.  Older people, 

for instance, may have restricted mobility in other respects and so it is important that they can cycle.  It is good 



 

 

to see that the debate has shifted towards no longer seeing those groups as naturally not cycling but thinking 

about what we can do to enable them to cycle. 

 

That is supported by the evidence.  For example, in the Netherlands, women cycle more than men.  As people 

get older in the Netherlands, they cycle more.  The same is true to some extent in Cambridge as well.  In 

Cambridge, people might be interested to know, one in four disabled commuters cycles to work.  We 

sometimes assume that disabled people will not cycle, but this does happen not that far away. 

 

You also see, for example, that under-represented groups are often taking up cycle training, are often involved 

in recreational cycle and find cycling potentially more appealing.  We need to create the infrastructure and the 

environment where those groups will cycle because they do want to.  We need a mind-set change among 

planners, which Heather [Acton] referred to, and a mental shift towards seeing those groups as part of the 

cycling community. 

 

It was shocking, for example, for me to discover that there is little research on getting kids cycling.  We talk 

about how we need to get kids cycling, but there is virtually nothing on how you do that.  I conducted some 

research and found that, for example, having to cross busy junctions might be OK for a confident adult cyclist 

but could be really off-putting for children or people cycling with children.  There is a whole range of stuff that 

we need to do. 

 

Barriers to cycling matter more for under-represented groups.  I was involved in conducting a systematic review 

looking at evidence on preferences for being separated from motor traffic, for example, by cycle tracks.  The 

findings were that pretty much everyone likes being separated from motor traffic and that is part of the shift 

that Andrew [Gilligan] talked about, but women expressed stronger preferences than men.  If we create high-

quality infrastructure, it will help to shift some of these inequalities. 

 

Other data supports this.  When you look at, for example, cycle hire data on where men and women ride, you 

will see that women tend to choose - when they can - routes away from motor traffic.  Another example is that 

my own near-miss research has highlighted that women cyclists report higher rates of near misses per mile.  

People have these unpleasant experiences, which are often happening on a weekly or even daily basis.  That is 

more likely to put off women, potentially, than men. 

 

Just to highlight one other issue, one other thing that is important to under-represented groups is route 

directness.  We do not want to send people on routes that involve detours.  We need direct and safe routes.  

For example, I have been involved in a project that analysed English and Dutch travel survey data.  As journeys 

become longer, the propensity to cycle drops off.  That makes sense.  However, if you look at it by age and 

gender, it drops off more quickly for women and for older people.  If we lengthen those journeys by sending 

them the long way around, it will disproportionately reduce their cycling.  That is an important point. 

 

Just to give you a statistic from that research, if a quieter route creates a detour such that a 2-mile trip 

becomes effectively a 3-mile trip, younger men’s propensity to cycle that route will decrease by 11%.  

However, for younger women the decline would be 19% and for older adults 60-plus, the propensity would 

decrease by 35%.  Directness and safety are so important for these groups. 

 

Valerie Shawcross CBE AM (Chair):  That was very helpful.  Thank you very much. 

 

Councillor Heather Acton (Cabinet Member for Sustainability, City of Westminster):  We have 

benefited from the training investment and we are starting to see a shift with more BAME, more women and 

particularly more children at school going for cycling training.  We are starting to see a bit of a shift. 



 

 

 

One of the points you made was about access and access to cycles as well.  We have been asking for the cycle 

hire to move north in Westminster to where we have a higher proportion of BAME and people without, 

necessarily, access to bikes.  That would make a big difference. 

 

The other point I wanted to make was that I get complaints from older people who say, “I might hire a cycle 

but, actually, I can travel free on the buses”.  That might be something that you could consider when you look 

at Oyster cards for cycling.  Older people should maybe get -- 

 

Valerie Shawcross CBE AM (Chair):  Use your Freedom Pass on the cycle hire.  That would be fantastic.   

 

Martin Low (City Transport Adviser, City of Westminster):  I will just very briefly touch on what Heather 

has just said.  It is very important in terms of training.  TfL has invested heavily in training and has helped the 

boroughs.  Without that investment, we would not have seen the huge amount of training on offer.  The 

quality of that training is superb.  We are very proud of what we do in Westminster and we are very grateful to 

TfL for the funding that it gives us to allow us to do that.  It is a combination of working with older people and 

also working with children in schools and with parents. 

 

Valerie Shawcross CBE AM (Chair):  That is fantastic.   

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  I would 

say that very much we believe that kids have to be engaged in this and we are doing a lot of work in the 

schools to try to get them involved.  That of course engages ethnic minorities because that is where they are 

very well represented, obviously.  We think that if we can get kids to engage, it is going to help their longer-

term future.  We see this not as a project for today but really a project for tomorrow and we have to 

understand that. 

 

The low numbers of participation that Rachel [Aldred] drew attention to with some of the problems with 

putting them down backstreets is clearly what the Mini-Holland vision is about through main thoroughfares.  

We recognise that many people will say, “It is a chicken-and-egg scenario.  So few people cycle and so why are 

you engaging in this?”  The idea is that by creating the right facilities, you will hope to get more people 

involved. 

 

However, we would be kidding ourselves if we believed that overnight it is going to lead to a rapid change in 

direction.  It is going to take time.  The infrastructure has to be correct and it has to be seen as an appropriate 

alternative alongside buses, the Tube, trains and walking.  It has to be seen as opposed to just using the car.  

The clear thing we have to see is that it has to work to engage a variety of users.  There is not such a group as 

a ‘cyclist’ or a ‘pedestrian’.  We are all of those different possibilities at different points. 

 

Many of us have been discouraged from cycling in particular because of the safety concerns.  For us, because 

we will have segregated lanes, it has to be a positive contribution towards changing that attitude.  We think at 

times, “How would an eight-year-old cycle?  What would make them feel safe?”  Segregated lanes from traffic 

where parents feel secure are going to be a key factor in making it work. 

 

There is a lot of work to be done and attitude change is going to take time, but we have to bear all of those 

considerations in mind. 

 

Valerie Shawcross CBE AM (Chair):  Good.  There were some strong endorsements for the approaches 

there, Andrew.   



 

 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  One thing I forgot to say was that in some of the 

opposition to our schemes we have seen a ‘class struggle’ argument used that traffic reduction schemes are a 

conspiracy of privileged white male cyclists against everyone else.  In Waltham Forest particularly, the -- 

 

Valerie Shawcross CBE AM (Chair):  Do you know what?  I do not think we need to rehearse that one here, 

but we take your point. 

 

Can I just ask you to take one quick pot-shot, if you can?  What do you think would be a reasonable target for 

cycling modal share in ten years’ time?  Anybody can come in on this one. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  I am against setting arbitrary targets.  It is a moving 

target because it will depend on how many people travel by other modes as well.  We have a target to -- 

 

Valerie Shawcross CBE AM (Chair):  OK.  As a proportion of the population cycling, what would you be 

pleased to see in ten years’ time? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  I want to see dramatically more people cycling.  I am 

not a big believer in setting an arbitrary figure of 4%, 5% or whatever and saying that we have to do that.  

Actually, it is going to be tough to get to 5% because the use of other modes is increasing.  I am against 

arbitrary figures. 

 

Valerie Shawcross CBE AM (Chair):  Ben, do you have one? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I have 

just one other contextual point.  The UK in general and London in particular is often compared unfavourably to 

Holland.  The turning point in the Netherlands around this whole question of traffic management, road space 

and safety was in the late 1970s - 1978 in particular - and at that point the mode share for cycling was about a 

quarter of all trips.  Therefore, we are starting from a much lower base.  To add to Andrew’s [Gilligan] point, 

the first few per cent of increase is going to be relatively harder because you are having to re-engineer a 

substantial part of an existing road network.  We are making rapid progress considering where we started from 

and they have been doing it in Holland for 35 years.  We are trying to catch up with our European counterpart 

very quickly and of course the costs to the network at the moment. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  I want to pick up some points on the Cycle Superhighways.  

Perhaps I can start with Andrew and Ben.  What feedback has TfL had from cyclists on the design of the newly 

introduced segregated sections of the Cycle Superhighways? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It has had the extremely rare experience of being 

praised to the skies by cyclists.  It is not an emotion that we have normally experienced in this place, but they 

have, broadly, loved them.  They have a couple of little niggles about how they work, of course, but nothing is 

perfect and we are ironing out some of those.  They are, broadly, delighted by them.  I remember that one of 

the main cycling bloggers said that he cried when he first cycled over the new scheme we have open at 

Vauxhall.  It is a gigantic improvement on that hideous gyratory where somebody died in 2014. 

 

Valerie Shawcross CBE AM (Chair):  Yes. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  I have had very positive feedback.  I had an email even 

yesterday praising it.  It is obviously absolutely going in the right direction. 



 

 

 

However, clearly - and we have heard more today - the Licensed Taxi Drivers Association is launching its 

judicial review and legal challenge.  What impact could that have on the East-West Superhighway 

construction?  You have already started.  From earlier, Ben, in your presentation, you are 60% or 70% of the 

way there.  What impact could it have? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  What they are asking the judge to declare is that we 

should have sought planning permission.  They are not actually asking us to stop work; they are just asking for 

a ruling that we should have applied for planning permission. 

 

I have talked to the TfL lawyers and they seem pretty confident.  Of course, nothing is ever certain in the law.  

What the law says is that the improvement of a road does not require planning permission unless it has a 

significantly adverse effect on the environment.  Overall, of course, this does not.  There are localised adverse 

impacts, as there are with almost any scheme.  There are other technical grounds that we are arguing: that it is 

for local planning authorities, not the courts, to decide whether something needs planning permission and so 

on. 

 

We are not expecting to have to stop the work even if we lose.  If we do lose, we will probably appeal.  If we 

lose the appeal, we will seek a determination from the local authorities as to whether we do need planning 

permission.  If we do, we will apply for retrospective planning permission. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  It is not going to hold up the work and you are continuing 

to -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is broadly the case at the moment unless 

something really unexpected emerges in the judgement.  As I said, the TfL lawyers are relatively confident. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Thank you for that. 

 

Martin Low (City Transport Adviser, City of Westminster):  Westminster City Council is the local 

planning authority for a significant proportion of the East-West Cycle Superhighway and has made it very clear 

to TfL that, without the planning consent, it is proceeding at its risk.  The problem is that if you consult the 

public on a scheme that has been implemented, they get a bit upset and they feel that they should have had 

the opportunity to comment on the proposal before it was implemented. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Which they have, of course, on this. 

 

Martin Low (City Transport Adviser, City of Westminster):  We will await the outcome of the judicial 

review. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  There was detailed consultation before these were put in. 

 

Martin Low (City Transport Adviser, City of Westminster):  Yes, there has been quite a bit of 

consultation, but it was from a different point of view from a planning point of view about the impact on the 

park.  That is the main issue: Hyde Park. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  OK.  We have had reports in terms of the Superhighways that 

things like refuse collection vehicles and other vehicles have been blocking them.  What legal status, as it were, 



 

 

do the Superhighways have and what can be done to stop other vehicles using them, blocking them and 

stopping cyclists from using them? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is one of the niggles that I mentioned.  We have 

seen the odd bit of parking, for instance, on the North-South but that was before it was opened to the extent 

that it has been.  I have been on it since it opened up to Meymott Street about seven or eight days ago and 

there has not been that problem since.  At the moment, the answer is more enforcement.  It may have to be 

that there are physical measures to stop people getting into the Superhighways. 

 

As you know, we have largely abandoned the blue paint for the Superhighways.  We are still doing it on Cycle 

Superhighway 2 (CS2) because it already was blue.  I was never a big fan of the blue paint.  Westminster was 

not a fan of the blue paint.  There is something to be said for blue paint because it does distinguish the cycle 

lane from the rest of the road. 

 

We are watching that carefully and will take any necessary action to protect the integrity of the 

Superhighways. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Particularly when it is an authority or council refuse collection 

vehicle.  It is quite clear that you can have -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, but you can understand a bit of confusion to 

begin with.  It is the kind of teething troubles that I meant when I said that there have been a few niggles. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  You possibly have already touched on this, but with all the 

work you are doing to upgrade the Superhighways, are you going to address some of the concerns we have 

heard a lot before about there being gaps where suddenly the cycle lanes disappear?  If the full programme is 

implemented, that will all go and it will be seamless.  Is that right? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  The legacy plan that I am producing is going to 

suggest where new Superhighway routes should be constructed and there are some very obvious gaps in the 

network being constructed at the moment.  For instance, there is a route that goes up from Elephant and 

Castle up St George’s Road and then turns right into Lambeth Road to go up to Blackfriars Road at St George’s 

Circus. 

 

Also, at the moment we have just finished consulting on a new scheme at Westminster Bridge roundabout.  

Then, just north of Westminster Bridge of course is the East-West Superhighway.  In between that is only 

about a third or a quarter of a mile of road, Westminster Bridge Road, past the old MI5 building and Lambeth 

North Tube station, which does not have any kind of segregation.  That is a very obvious gap to fill and so that 

will be one of the things that I am suggesting. 

 

There are others.  There are going to be still a couple of junctions that we are having internal arguments and 

arguments with stakeholders about, which will be gaps in the network unless we can resolve those arguments.  

The legacy plan will talk about some of those as well. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Thank you.  There has been some media coverage that has 

tried to show that nobody is using the new Cycle Superhighways.  How do you respond to some of those 

reports that cyclists are avoiding them?  There were also suggestions by some that they should become 

mandatory. 

 



 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We have opened only one scheme, which is Vauxhall.  

The reason why nobody is using the East-West scheme on Blackfriars, for instance, is because it is not finished 

and there is a fence in the way to stop you using it.  However, the Vauxhall scheme has been extremely well 

used.  In the busiest peak hour, which is in the evening peak, about 95% of cyclists crossing Vauxhall Bridge 

are using the segregated track.  Overall, over the day as a whole, I would say that it is about 80%.  That figure 

may indeed have gone up since I last looked at it.  Anyone who says that the cycle lanes are not being used see 

the opposite by the simple journalistic expedient of going and looking at them. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  OK.  Finally, certainly I am - and I think the Committee is 

overall - very supportive of investing in cycling, but what we have seen is the impact that just putting in the 

infrastructure has had on congestion.  It is inconveniencing bus users, for example, and so on. 

 

Maybe this is for Ben.  What assessment has TfL carried out on the impact that this is having on levels of 

congestion?  What more could be done to mitigate that disruption, particularly as we have seen bus passenger 

numbers falling off?  Twelve routes were disrupted during the construction of the North-South Superhighway 

and 39 for the East-West and that does not include night buses.  It is a considerable impact and for quite a 

long time as well. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I would 

just add in regards to that that this is a moving picture and we have a lot of things going on in the background 

like the fact that traffic levels seem to have been rising anyway since the 2008 crash. 

 

We have a substantial number of different interests investing in the road network.  We are doing the cycle stuff 

and lots of other schemes as well.  The boroughs, Martin [Low] and his colleagues are doing substantial 

projects; Aldgate, for example, is actually a City of London project.  There are projects being funded by 

developers; Elephant and Castle is partly being funded by the developer there.  The utilities are upgrading their 

networks.  There is a very substantial amount of activity on the network of which the cycling programmes are 

part. 

 

Of course, if you are concerned about congestion, some of the most visible bits of that are the Cycle 

Superhighways because they are allocating road space differently in quite visible places. 

 

The response to that is, first of all, to understand as best we can before the work starts what the likely traffic 

and bus network consequences will be.  To Martin’s [Low] point, it is actually quite difficult to model the 

construction impacts very precisely.  We generally model the post-implementation effects of the scheme once 

they are real and are delivered alongside everything else that is going on. 

 

As the impacts start to materialise, we are essentially using the range of techniques we used during the 

Olympics to manage the consequences of those construction impacts on everybody else on the network.  That 

is a combination of using real-time traffic management from the control centre at Palestra right across the city 

so that we are managing where the congestion is taking place as far as we can in real time and that will vary 

from day to day depending on what is happening. 

 

We have engaged very extensively with businesses in and around the areas likely to be affected both by the 

works and by the traffic consequences that may be beyond that.  Some 40,000 businesses have been 

approached directly by the team that did the work for the Olympics.  We have spoken to 100% of the schools 

in the affected areas, too, because the morning peak is a key issue for school trips. 

 



 

 

As best we are able, we are seeking to understand before we begin what the consequences will be and then, as 

the consequences manifest themselves, using that full range of techniques to minimise the consequences for 

everybody else. 

 

Just specifically on the bus question, Caroline, we are now looking very closely with the operators at service 

changes to make sure that the reliability of bus services are maintained, terminating routes earlier, adding extra 

services.  We also have a £200 million bus priority programme and about £25 million of which is specifically 

designed to manage the consequences of the road modernisation programme more generally. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  You have now put in some of these big Cycle Superhighways 

or they are going in.  What you are saying is all fine or whatever, but are you actually learning from that to say, 

“This did not work.  We do not need to take quite so much road space when we are building that”?  Are there 

practical things that you are learning now that will mean the next phase will go in without so much congestion 

and disruption? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  

Absolutely.  We and the other people on the network - the developers, the boroughs and the utilities - are 

investing to upgrade the network for a variety of reasons on a scale that London has not seen for a generation.  

The traffic management processes that we are using - how much of the lanes we need to fence off, whether 

we really need to hold temporary signals or use permanent signals, whether we need lanes fenced off the 

whole time or whether we can take them in and out depending on the schedule - and all of that in terms of the 

construction works is being learned about in real time.  My colleagues in the Project Management Directorate 

are learning almost weekly about how to do this with least impact. 

 

Of course, as we go forward, we are understanding the implications of this for the rest of the network and for 

the users as the facilities are finished.  We are working out how to minimise the consequences for other users. 

 

However, what we are really trying to do is to improve - which is the point that Rachel [Aldred] has made - the 

quality of service and safety for the fastest-growing group of road users in a way that does necessitate 

changing the current operation of the network.  In some locations, it is absolutely unavoidable in terms of how 

we allocate the available capacity to make that safer, more attractive and more direct for a group that is 

growing faster than any other group of users. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is worth mentioning as well that a number of cycle 

schemes have been implemented often to minimise the impact on the buses.  For instance, 95% of the East-

West is on roads that are not served by TfL buses.  There are bus priority schemes involved in that scheme.  For 

instance, at Lancaster Gate, it will speed up the buses because they do not have to go around the gyratory 

anymore. 

 

Martin Low (City Transport Adviser, City of Westminster):  Can I add something about real-time traffic 

management or active traffic management?  At the moment, the TfL team is restricted to controlling traffic 

movement through the network of traffic signals and so there are some radial corridors into central London 

that have very few traffic signals on them.  The A40 would be a good example of one.  TfL needs to look at 

introducing more controls to be able to gate or to regulate the flow of traffic into central London.  At the 

moment, it is unable to do that. 

 

If you look at the schemes that are being implemented like the East-West Cycle Superhighway, they are 

designed to see a reduction of 50% in traffic coming along Parliament Street into Parliament Square.  They are 



 

 

designed to see a 45% reduction in traffic into the Lancaster Gate gyratory.  There have been some really 

good, innovative traffic management solutions being developed by TfL with the boroughs, which are helping. 

 

However, it is very important that we go back to the modelling point.  Unless we have good models fully 

defining the road network, then there are some roads that are going to take substantial increases in traffic as a 

consequence of the way in which traffic will have to distribute for essential traffic that at the moment are not 

reflected in the models because the roads are not shown in the models. 

 

The other important point is freight consolidation and waste consolidation.  TfL, the boroughs and businesses 

did a huge amount of work for the Olympic Games.  That is an essential piece of work to be done.  If you take 

roads like Old Bond Street and New Bond Street, just with waste collection, they used to have 57 separate 

companies collecting the waste along those streets.  There are now two.  We will have that sea-change if we 

look at the way in which people receive goods.  Many people receive goods in the workplace and that adds to 

the number of deliveries being made, which -- 

 

Valerie Shawcross CBE AM (Chair):  We have been doing some work on that, Martin, and we are at an early 

stage. 

 

Martin Low (City Transport Adviser, City of Westminster):  Again, unless we work closely together on 

those, we will not cope with the changes without huge increases. 

 

Valerie Shawcross CBE AM (Chair):  It is a plea for a much more managed road environment.  I think that is 

what you are saying. 

 

Martin Low (City Transport Adviser, City of Westminster):  Indeed, yes. 

 

Murad Qureshi AM:  Just coming back to the East-West Cycle Superhighway, we are expecting it to be 

opened in the spring 2016.  Can you tell me what progress there is on the latter half going to Acton via the 

Westway?  We know that there are issues there. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We will be consulting on that next month.  Essentially, 

the decision as to whether to proceed with it will be one for the next Mayor, but we will be consulting on it 

next month. 

 

Murad Qureshi AM:  What you are not doing is looking at the possibility of going under the Westway rather 

than on top of the Westway.  That would save, probably, a lot of time and hassle for TfL and cyclists to have 

the flexibility -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We have looked at that.  The difficulty is that what is 

underneath the Westway is filled with sports pitches and facilities that we would have to clear off and that 

would be quite unpopular. 

 

Valerie Shawcross CBE AM (Chair):  We are in danger of doing casework at the Committee and so you two 

can talk offline on that, but it is obviously quite an important point for that area.   

 

Richard Tracey AM:  Can I ask you for a bit more detail about the Vauxhall Bridge works?  I am in receipt of 

very large numbers of complaints particularly about the effects on the bus routes.  Do you know how many bus 

routes go across Vauxhall Bridge? 

 



 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The 36, the 2, the 185, the 136, the 436.  How many is 

that?  Six or seven. 

 

Richard Tracey AM:  Yes, then there is the 87 and the 88 that you have not taken in and probably some 

more.  Frankly, there are a lot of bus routes going across Vauxhall Bridge and the complaints I am getting are 

primarily from bus passengers who are experiencing an enormous amount of delay on these buses, especially at 

these times when you say there are a lot of cyclists going across.  Hopefully, the cyclists are in the segregated 

lane. 

 

I wonder.  Have you perhaps overdone the width of the segregated lane and taken away too much of the space 

that the buses ought to be using? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  My own observations of Vauxhall suggest that the 

traffic, although clearly disrupted during the construction works, is back to near where it was.  There has been 

a bit more traffic on Harleyford Road, which is the entry to Vauxhall from the Oval direction, but the actual 

overall effect now that the scheme is finished is not nil but is relatively small. 

 

Valerie Shawcross CBE AM (Chair):  There is an issue about schemes settling in and then presumably TfL 

will have to do some kind of review.  Do you do a six-monthly review? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I just 

need to distinguish again the construction impacts of the schemes, particularly when they are running in 

parallel with other schemes close by on the network as opposed to what the situation will be once they are 

settled down and implemented.  Clearly, there is a moving picture because schemes are starting as other ones 

finish, but we are doing whatever we can as the construction impacts feed through to manage those, 

particularly around bus service changes, which are generally temporary. 

 

Valerie Shawcross CBE AM (Chair):  The question was: after it has settled in and has been up and running 

for six months, are you going to do a six-month review to see -- 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes.  

We will see what happens to the traffic and the bus service consequences that Mr Tracey has pointed out and 

will look at further mitigations in terms of bus priority measures and/or further service changes that our 

colleagues in buses will manage with the operators. 

 

Richard Tracey AM:  You mentioned, Ben, earlier that you might consider, for example, not completely 

physically taking out the segregation but allowing buses particularly to go into the segregated lanes at some 

times of the day. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  No, that was never on the agenda. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I do 

not think I said that, no. 

 

Richard Tracey AM:  I am sorry.  There definitely needs to be some flexibility.  There are times of the day, 

clearly, when cyclists are not using -- 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Sorry.  

If I gave that impression, I did not mean to.  I do not think it would be in any way sensible to allow vehicular 



 

 

traffic into segregated cycle lanes at times.  That would be a recipe for serious confusion and danger.  The 

routes where we have put segregated cycle lanes in are routes where either the actual or the potential level of 

demand for cycling is high enough to justify that and where the level and volume of traffic on that road means 

that cyclists would be reluctant to cycle there if they were not confident unless there was some physical 

segregation.  Not all the routes we are putting in, like the Quietways are segregated, but on the busier roads it 

clearly has been an imperative. 

 

Valerie Shawcross CBE AM (Chair):  Dick has now logged that as one to be looked as it settles in.  Is it 

functioning well? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, 

indeed. 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  Just a couple of points 

on whether Superhighways should be part-time.  It is very important that routes are 24/7.  We would expect 

that as cycling becomes more diverse it will become less tidal and there will be more cycling at different times 

of the day.  This is particularly true for women and older people, who make more trips in the inter-peak period 

proportionally, and so it is particularly important for those groups. 

 

I would like to see more consideration of the way in which creating segregated Cycle Superhighways might 

assist buses.  When you get the very high volumes of cyclists sharing with buses that we are now seeing on 

some corridors at peak, then potentially removing those cyclists from the bus lanes may in itself generate some 

benefits, which will have to be set off against other disbenefits for buses. 

 

I wanted to say something about modelling because that has been raised and it is an important point.  The 

results from what we are doing and what London is doing is uncharted space for London.  We are changing 

things dramatically and it is important that the data on what happens to journeys is recorded and shared and 

then is used to feed back into modelling.  However, it is important not to assume that modelling is an exact 

science or will ever be an exact science.  There are many things that we do not know and there are many things 

that will take us a long time to incorporate in modelling. 

 

For example, our modelling of cyclists is very poor.  We cannot route cyclists across the network in our 

modelling.  This is important for predicting delays and predicting what happens in schemes.  There is the issue 

of ‘disappearing traffic’ or ‘traffic evaporation’.  Official reports in the 1990s - including an official report by 

Phil Goodwin [Emeritus Professor of Transport Policy, University College London] with hundreds of case 

studies - found that often predicted delays did not materialise and that some people, for example, changed 

where they were going.  The types of trips that people make change after you get an intervention. 

 

It is important also to look at doing live trialling and making data available.  Make changes on the network, 

particularly for some of these neighbourhood schemes and see what happens.  See where the traffic goes and 

then potentially change the scheme in response.  Waltham Forest’s Mini-Holland has done some of this in 

terms of its village schemes. 

 

Martin [Low] mentioned what we do not have in our models.  One thing that we lack is data on traffic volumes 

in residential streets.  We just do not know the extent of rat-running.  In many parts of London, there will be 

substantial benefits from reducing motor traffic volumes on residential streets for residents, for cyclists, for 

pedestrians and so on, but we just do not have the data.  We do not know on many of these streets how much 

motor traffic there is and that is a big problem. 

 



 

 

Darren Johnson AM:  Moving on to the Quietways, to what extent, Andrew, has the Quietways programme 

been scaled back since first announced, particularly in central London with the Central London Grid? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It has not been scaled back but it is the programme 

that has gone the slowest, clearly.  On the Superhighways, we will be in place to have four new Superhighways 

and an upgrade of an existing Superhighway by spring 2016.  We will be lucky if we get one Quietway in 

delivery by the spring.  That is partly inevitable because there are more moving parts.  They are mostly on 

borough roads and we have to work with three to four boroughs, on average, on most of the routes.  That is 

why it has been slower. 

 

Also, on the Superhighways and the junctions, TfL has its own dedicated projects teams that have done 

outstanding work and whose job is to deliver the schemes, to be proactive, to manage stakeholders and to 

anticipate problems.  The people at TfL doing the borough programmes are just as good but there are far 

fewer of them and they do not have the capacity to manage the programme as directly or as proactively.  

Indeed, in some cases the boroughs do not want them to and the boroughs want to manage the programmes 

themselves.  I think that is the reason why we have made slower progress. 

 

Darren Johnson AM:  A year ago when you came before the Committee you did say how concerned you were 

about the slow progress on the Quietways.  Are you still as concerned or are you hopeful that things are 

starting to speed up a little? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We have made significant progress on the Central 

London Grid, which is the Quietways in central London.  Westminster has consulted now on nearly all of its 

routes and I am very happy with the designs that I have seen for things like Wellington Street, where there is 

going to be an improvement to that very heavily used cycle cut-through by the Theatre Royal. 

 

The Quietways outside central London are in progress.  As I said, we will probably have one by May 2016 and 

we will probably have a few more by the end of the year, I hope.  It is the programme - and I have always been 

clear about this - where we have made the least progress and it is the programme that I am most worried 

about.  That remains the case. 

 

Darren Johnson AM:  Thank you for that, Andrew.  If I can turn to Westminster, is Westminster supportive of 

the programme or do you have any particular concerns? 

 

Councillor Heather Acton (Cabinet Member for Sustainability, City of Westminster):  We are 

supportive of the Quietway programme.  Andrew is right.  Eleven of the 12 sections have already finished 

consultation or are out to consultation.  There is one that has not quite and is going to start in February 2016. 

 

There is a risk around Cycle Superhighway 11 where we need to know what is happening because of the 

linkages that are going to be made with the Quietways.  That is a potential stumbling block. 

 

Again, as I mentioned earlier, we do face resistance from both motorists and pedestrians feeling that the 

Quietways are going to take road or encourage pavement use of space for cyclists at the cost of both motorists 

and pedestrians. 

 

Martin Low (City Transport Adviser, City of Westminster):  Perhaps I could just add that in terms of the 

network as a whole Westminster consulted on a draft network for the whole of the City of Westminster.  Then, 

quite understandably, in terms of resourcing, TfL top-sliced that so that we have a network to be implemented 

by December 2016. 



 

 

 

In terms of the concern about one of the Quietway routes - or two, in effect - that interact with the East-West 

Cycle Superhighway and Cycle Superhighway 11, the importance of the transport models should not be 

underestimated insofar as at the moment TfL has some excellent models but the model output is conflicting 

with other models.  For example, work being done on the Baker Street two-way working scheme is showing 

something and then work being done on a different model that TfL has used for Cycle Superhighway 11 is 

showing something completely different.  It is not that TfL is incompetent.  It is extremely competent.  It 

probably has some of the best modellers in the world.  However, it is the resources that it has and it goes back 

to the network itself. 

 

This goes back to the point that Rachel [Aldred] made about rat-running traffic.  Because so many roads are 

not included in the model, the model does not actually show where that traffic goes.  Unless you do that, it is 

very difficult to reassure affected parties about what the scheme will do.  It is so important where you have a 

network where minor roads become important to the network and the functioning of the area that that model 

is increased.  Do not underestimate it.  Unless the modelling is changed, we will not see the development of 

the measures to the extent that we all want because the public will not have the confidence in what is going to 

happen.  Where is traffic going to go?  At the moment, the model does not show you where the traffic is going 

to go.  It is not evaporating; it is in a hole because the network cannot push it to the other roads that it will go 

through. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I was 

just going to build on what Andrew [Gilligan] was saying, which was that the delivery model for the Quietways 

is both different from and more complicated than the Cycle Superhighways because, as Andrew mentioned, the 

roads in question are borough roads and the boroughs are using our money to design on, consult against and 

then change the designs and then agree them with us and deliver them on their roads with their contractors.  

The delivery chain has at least one additional link in it. 

 

There is another issue that colleagues from the borough can comment on, which is that the available resources 

in some boroughs at least to do the design and consultation and then manage the projects are quite 

constrained because they have taken a series of cost savings over the last four to five years.  One of the things 

we are looking at very closely is where we can either provide our help with their delivery or indeed directly fund 

posts for particular projects.  For example, in Enfield we are working with council officers around the 

consultation process where that has been important. 

 

It is a more complicated model.  Andrew [Gilligan] is right that it is moving more slowly than the other 

programmes.  The rate of delivery is picking up and, as Andrew said, there is a distinction between the Central 

London Grid and some of the Quietways in outer London where some of the resources are slightly more scarce. 

 

Darren Johnson AM:  Are you providing extra capacity and support where you think it is needed? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  We are.  

As part of the project funding in cases where there is a gap in the local staff resource, we are providing funded 

posts for things like, for example, project management and design support.  As Martin [Low] said, we are quite 

often working with the boroughs to validate some of the modelling that they are doing and to check that the 

models are producing reliable outcomes.  It is unavoidably a more complicated delivery process.  As we go 

forward, we need to work out how to make it move as fast as it possibly can, given the fact that it is being 

done on local roads. 

 



 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The other element is political leadership.  The key to 

delivering cycling schemes is political leadership.  I am delighted with the level of leadership that Heather 

[Acton], Martin [Low] and Philippa Roe [Leader of Westminster City Council] have been exercising at 

Westminster.  We have had very constructive discussions with them. 

 

I am much less happy with the level of political leadership being exercised at some other councils.  Broadly, 

some boroughs are willing but not capable and others are capable but not willing.  Only a minority, probably, 

are both willing and capable.  Any scheme - any worthwhile scheme, anyway - generates resistance and some 

of the boroughs are not willing to stand up to resistance.  That is a key variable in the delivery of the Quietway 

programme as well in parts of outer London particularly. 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  I wanted to say 

something about the Quietways because Ben [Plowden] earlier mentioned that Quietways for cyclists who 

maybe would not be confident to cycle on a main road even with a Cycle Superhighway.  If you look at the 

Cycle Superhighways East-West, North-South or CS5, they are suitable for a wide range of people.  People are 

cycling on these with children. 

 

My concern is that when you look at the Quietways that are being put in, they do not offer that level of 

service.  The Superhighways - the ones that are being built now - have been very successful in creating an 

inclusive cycling environment, but the Quietways have problems.  For example, when they hit busy roads, often 

there is not protection or priority for cyclists.  That is important because in the research I have done parents 

told me that they would not be willing to let their children cycle across that busy road.  They were not willing 

to let their children cycle on residential rat-runs.  They would not be willing to let their children cycle in a 

painted bus lane on a busier road.  I am concerned.  TfL should be doing more to set the criteria for a good 

enough Quietway and it needs to be good enough along the whole length of the Quietway for people to cycle 

with children, for instance.  We are not getting that at the moment. 

 

It feels a bit to me like, for example, the bus priority network, which is on borough roads and on the TfL Road 

Network (TLRN).  It is almost as if boroughs can say, “We do not like bus lanes.  We will not have any of that 

kind of thing”.  There needs to be more direction from TfL and there needs to be a clear standard.  What is the 

acceptable level of motor traffic on these routes?  What should junctions look like?  Many of those routes will 

go along for a bit, will dogleg a little bit on a main road and will then come off again.  What should happen 

there?  It needs to be suitable for children and for a range of cyclists and that is not happening. 

 

Just linked to that, there is a point that I want to make about cycling being more strategic and being seen 

strategically.  We need to have this overview of the network.  For example, in the regular Travel in London 

reports, you have a page on key performance indicators.  Those deal with things like speeds and delays for bus 

users, train users and car users on the road network and so on, but there is nothing for cycling or, for that 

matter, for walking.  We do not have data on what proportion of the core cycle network is available and is 

suitable for eight-year-olds, what speeds are being achieved, what the delays are and so on.  I feel that the 

Quietways are a symptom of the lack of strategic thinking and integration of cycling. 

 

Darren Johnson AM:  Let us put that back to TfL. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  That is 

not strictly true, with respect.  The Quietways are in build, as Andrew [Gilligan] said.  They are not going as 

fast as we would like.  A critical part of the design of the Quietways has been to make sure that at points 

where the quieter backstreet routes bump into the TLRN or other busy roads, we put facilities in that will allow 

precisely that level of safety and confidence for a range of cyclists to take place. 



 

 

 

In terms of the process through which that is being done, the TLRN junctions are generally more difficult and 

complicated than the quieter backstreet routes by virtue of the fact that they are colliding with a busy 

network.  Those schemes are going to be delivered later in the programme just procedurally than the bits on 

the quieter routes. 

 

The whole point about the Quietway network both in the Central London Grid - where the same process 

applies - and in outer London is that they are designed to provide precisely that continuity of reliable and safe 

routes across the network so that you do not then get these breaks, which has happened previously. 

 

Darren Johnson AM:  You are building that in as part of the design stage from the off? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  

Absolutely, yes.  Both the Quietways and the Central London Grid include substantial changes to some of the 

junctions where the Quietways or the Central London Grid cross the TLRN.  Those, by virtue of the fact that 

they tend to be busy roads, need careful modelling and need design that takes account of the consequences of 

that, but that is absolutely part of the intention of both of those networks. 

 

Martin Low (City Transport Adviser, City of Westminster):  Perhaps I could add very quickly that the 

development of the Quietway routes has been very much in partnership with TfL.  On some of the Quietway 

routes that cross the TLRN, like those across Edgware Road, we have tried to make sure that we consult the 

public not only on the measures off the interaction with Edgware Road but also at that junction.  The public is 

seeing what would happen through the work on the junction and on the rest of the network.  It is so important 

that they do that, which is why we have delayed the consultation on one of the Quietway routes.  It is 

impacted by the proposals for Cycle Superhighway 11. 

 

Darren Johnson AM:  Are you running your own consultation or is that through Sustrans and Westminster -- 

 

Martin Low (City Transport Adviser, City of Westminster):  No, we are running our own consultation but 

in partnership with TfL.  If someone goes on the TfL website, they can come to us.  If they come to us, they 

can go to TfL.  It is good.  It is working well. 

 

Darren Johnson AM:  Thank you.  Can I ask how effectively Sustrans is engaging with boroughs and local 

residents about implementation, Andrew? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We have had some complaints from some stakeholders, 

from Val [Shawcross CBE AM] and from Members of Parliament as well about some of the consultations that it 

has conducted.  In Dulwich, for instance, there was quite a lot of rather unnecessary ‘aggro’ about what was 

proposed.  Actually, what is proposed is pretty modest in Dulwich and people had the idea that it was not.  

However, it is a symptom of the fact that we need to manage the programme more directly ourselves. 

 

Darren Johnson AM:  You will be taking more of a direct lead on the consultation? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  In Dulwich, for instance, I went down and talked 

to people.  TfL’s Community Engagement Team is talking to people directly as well about some of the 

Quietways and has become more involved.  We need to increase that level of involvement. 

 



 

 

A lot of the time when people are against the principle of something, they will complain about the process.  I 

accept that Sustrans is sometimes caught in the middle of that but, at the same time, we have learned some 

lessons from the engagement process that we need to apply more widely. 

 

Darren Johnson AM:  Thank you.  Finally, what are main risks on the much larger second phase of the 

Quietways programme with the remaining 33 schemes? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  They are the same.  Essentially, to do anything 

meaningful does usually get somebody annoyed somewhere.  It will involve taking out parking or filtering a 

road.  There was quite a big row even in very cycle-friendly Hackney recently about a filtering scheme that the 

council was proposing for Middleton Road. 

 

Darren Johnson AM:  Yes, we had some mail on that one. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We had the spectacle of liberal England - like the 

Political Editor of the Guardian and people like that - rising up against us, which I thought was funny.  Any 

worthwhile scheme will involve probably not that level of opposition but some opposition.  It is up to the local 

authority how it wants to handle that and that will probably always be the case.  The schemes are contingent 

on how willing the individual political leadership in the area is to bear with that kind of opposition. 

 

Martin Low (City Transport Adviser, City of Westminster):  As well, it is important to remember that with 

the current funding we are working very closely with Andrew, TfL and our colleagues in the London boroughs.  

We are looking at the resource level.  The 2016 network was to deal with the TfL allocation.  It has meant that 

as you develop the network, as you engage with the public and other interested groups, you might find a great 

example of where we could do the network slightly differently but make a big difference - this goes back to 

the point that Rachel [Aldred] was making about more direct routes - but there is a reluctance then to change 

the network because of the cost implications.   

 

Moving forward, we need to make sure that any Cycling Commissioner, TfL and the boroughs have that 

flexibility built into the programme so that the Mayor will allow them to vary the network slightly if there is 

good reason to do so rather than just say, “The budget cap is X and we are not going to move from that”.  

There may be a very good reason for moving it.  You can then decide how you are going to implement to keep 

within the resources available.  At the moment there is a delay that is no fault of TfL and no fault of the 

Cycling Commissioner but it has implications when a good route or potential route comes up and is not being 

developed. 

 

Valerie Shawcross CBE AM (Chair):  Can I just pick up, Andrew, the point about lack of information about 

modelling?  While I accept what you are saying, there will be some people who will always be afraid and 

worried about this, equally you want to avoid all unnecessary conflict.  Some unnecessary conflict is not just 

about bad process; it is about people not feeling confident that you know what you are doing or that they 

have the data. 

 

The issue of displacement of traffic is obviously a big one.  Do you think that TfL needs to get on top of some 

of this detail around traffic displacement at local level? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  As you know, you always get a lot of arguments 

by people making claims that are not really evidenced and it is important to come along from the beginning 

with the evidence.  We have been very focused on delivering the Superhighways and the junctions, which are a 

huge amount of work, a gigantic amount of work.  In most of those cases we came along with the evidence 



 

 

and we showed modelling evidence showing that there would be impacts but they would not be as great as 

people feared in most cases, and that helped in managing stakeholder interactions there.   

 

Because we have been so busy with the Superhighways and the junctions and because they are smaller 

schemes, of course, we have not done that to the same extent with the Quietways.  Maybe we should.  

Broadly, it is my experience that more or less whatever you propose and however strong the evidence in its 

favour, you often will get very heated opposition to relatively modest changes.   

 

Valerie Shawcross CBE AM (Chair):  Absolutely.  However, you cannot dismiss all opposition -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is right. 

 

Valerie Shawcross CBE AM (Chair):  -- as being unfounded.  For example, I am getting complaints at the 

moment from people that they got letters from Sustrans on 23 December 2015 with a response time of 

11 January 2016.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Where is that? 

 

Valerie Shawcross CBE AM (Chair):  Now I think, “Yes, that is unreasonable”.  Are you going to be 

reviewing the performance?  That is in Streatham. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  The whole way we deliver the Quietways 

programme does need to be looked at.  At the same time I would also say that these sorts of problems we are 

seeing with the Quietways programme do show why it would be a mistake to make that the mainstay of your 

cycling programme.  Some of these problems are inevitable.  They are simply the consequence of many more 

political actors.  The average Quietway route crosses into three or four boroughs.  It involves those three or 

four boroughs, TfL, Sustrans and me; there is a much more complicated level of political interaction.  That is 

why it is important that we -- 

 

Valerie Shawcross CBE AM (Chair):  Andrew, can I just put to you that sometimes when people have seen 

things working well, they then improve their -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is right.  Hopefully, once the first Quietway 

routes are opened - and the first one will be opened, I hope, before the end of the mayoral term - they will see 

that.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Val, 

briefly, just to your point about the consultation, that should not be happening and I am sorry to hear that did.  

Andrew mentioned that the consultation team that sits with my department is now working quite closely with 

Sustrans to make sure that the way that they are engaging and the timetables they are adopting are consistent 

with what we would do if it was a scheme being managed on our roads.  That is very helpful feedback and we 

need to make sure, to Andrew’s point, that we are doing it as least as well as we would do for a major scheme 

on our own roads. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Some of the misunderstanding that sometimes occurs 

is that people do not understand what a Quietway is.  They think it is going to be like a Superhighway.  That is 

something that has not been explained. 

 



 

 

Valerie Shawcross CBE AM (Chair):  When people have seen them, it will be easier to have a conversation 

about what they are.   

 

Martin Low (City Transport Adviser, City of Westminster):  Briefly, on the operational network evaluator 

model - which is referred to as the ONE model and had all of the schemes that people wanted to see come to 

fruition, including Cycle Superhighways, Baker Street as a two-way and so on - that detailed model is for a 

relatively small area of central London.  The good news is that we understand TfL is extending the boundary of 

that ONE model out to the North Circular and South Circular.  What we are not sure about is how quickly that 

can be done, but the sooner the better.  That would be good news. 

 

Richard Tracey AM:  I just wanted to follow up your point, Val, about Sustrans and its behaviour towards 

particular areas because it is really very important with Quietways that you talk to the public, the ward 

councillors and the residents’ associations as an absolute essential.  Clearly they are going to be much more 

affected than the local businesses are.  I just get a feeling that in Wandsworth, where there is a Quietway being 

talked about, there are fears that so far that has not happened.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

very helpful feedback.  Can I take away an action?  I will take away an action to have a proper look at the 

combination of our consultation resources, the boroughs, which quite often lead the consultations for the 

schemes that they are doing on their roads with our money, and the Sustrans effort.  To your point, Val, people 

need to feel they are being given the right information with enough time to respond. 

  

Richard Tracey AM:  Yes, indeed. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Even if, 

to Andrew’s [Gilligan] point, they do not like what they are being asked to comment on, if they also do not 

think the process is reliable or fair, they will necessarily feel uncomfortable about the outcome if it does not go 

in their favour.  That is very helpful and I will take that away.   

 

Richard Tracey AM:  The Crossrail 2 route consultation is finding this also, particularly in south London.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Indeed. 

 

Richard Tracey AM:  We are seeing plenty of that.  You really have to give the public, the population and the 

residents the details so that they can assess it for themselves. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, 

that is a very fair point.   

 

Murad Qureshi AM:  One of the most difficult things to do must be modelling cyclists because one of the 

reasons why a lot of cyclists take up cycling is that they want the flexibility.  When they see a traffic jam, they 

can dart on and off.  I am not going to place too much weight on modelling in itself.   

 

My real concern is some of the other things that TfL is doing on the roads and the knock-on effects they are 

having on the Quietway routes.  It was just mentioned earlier about the change in the gyratories and a 

particular one at Baker Street.  That has not been thought through in the way it should have been.  Certainly 

as a local resident I do think the impact there has not taken on board what it will do to the Quietways.  

Essentially, cyclists will want to get over that major road very quickly and not go along it and that has not been 

taken on board. 



 

 

 

I just wondered, Heather, given that that is your constituency, what views do you have on TfL pushing this 

two-way proposal on Baker Street and Gloucester Place and the knock-on effect it may have on cycle 

Quietways. 

 

Councillor Heather Acton (Cabinet Member for Sustainability, City of Westminster):  The Baker Street 

two-way of course has not yet been implemented but we have worked very closely with TfL on ensuring that 

the Quietways would have very good junctions to go across both Baker Street and Gloucester Place.  At the 

moment neither Baker Street nor Gloucester Park has been designed with segregation.  That, apparently, just 

cannot be fitted in and so that is a potential issue for cyclists.  It is being designed with mandatory cycle lanes. 

 

This goes back to the modelling of the whole of that Baker Street two-way design.  If Cycle Superhighway 11 

shifts a lot of vehicular traffic back into the Baker Street two-way, then that is a potential threat for that 

scheme.  That is why it is really important to look at the whole area. 

 

Kemi Badenoch AM:  My questions are about the Better Junctions programme in particular.  I have quite a 

few.  The first set is around completion and progress towards targets.  They are probably questions for Ben, 

really.  We have 33 priority junctions in the Better Junctions programme.  How many have been completed 

now?  You had a target of ten for 2016. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  

Andrew [Gilligan] mentioned it earlier on.  We have consulted on 26.  Ten of those we are confident will be 

finished by this summer and then Aldgate, which is a borough scheme being managed by the Corporation, we 

think will be completed certainly by the end of the calendar year.  About one third of the 33 initial Better 

Junctions will be finished by the end of this calendar year.   

 

Then, as Andrew mentioned, we are now starting the process of consulting on the next phase of those 33.  

That programme, in a way like the Cycle Superhighways, has from a fairly standing start now got some serious 

momentum.  We will see those improvements coming online -- 

 

Kemi Badenoch AM:  How many have been completed now, as of today? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I am 

not sure.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is probably none at the moment, Kemi, but in the 

next few months it will be about ten. 

 

Kemi Badenoch AM:  OK.  Have you identified any safety improvements at these locations? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  The 

original long list of junctions that ended up being the 33 were looked at through a variety of different prisms, 

for example, historical cycle collisions and indeed pedestrian collisions and collisions more generally, and the 

extent to which the junction was a barrier to the sorts of direct routes that Rachel [Aldred] has been 

mentioning.  A whole set of criteria were applied to the big junctions in London.  That was how the original list 

was generated.   

 

Certainly the way that routes will have been designed is to deal with those issues and bring down the casualty 

rates, for example by providing new or better crossings, reducing traffic speeds and reducing traffic volumes, 



 

 

but also often - for example in a place like Elephant and Castle or Aldgate - putting in quite substantial public 

realm improvements around the change to the layout of the road.  These are often locations or gyratories that 

were put in in the 1960s and early 1970s when the priority was to keep moving large volumes of traffic 

through the city.  There is no doubt that that priority is changing in terms of what not just local authorities but 

what developers want and the kind of city that people want London to be.  In that mix you have to keep the 

bus network moving and you have to keep vans and lorries delivering goods and services to hospitals and 

shops and schools, but the intention is to address those issues at those locations based on the design.   

 

Kemi Badenoch AM:  OK.  Thank you.  In terms of the entire list of 33, I know that the target is by 2022 to 

complete all of them.  Does TfL now have a date for each of the 33 junctions in terms of completion?  I know 

you did not have that before. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, as 

far as I know.  I can confirm this subsequently but the people who are either designing or contracting to build 

the schemes will have an end date for each project.  Each of those projects will be reviewed regularly internally 

to make sure that that schedule is being adhered to, that the costs have not gone up and that any design 

changes that have come through consultation are built into the schedule.  Each one will have a schedule as 

well as there being an overall schedule for the build for the 33. 

 

Kemi Badenoch AM:  They will have a schedule but that is not yet available? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  They 

are on the TfL website.  I think so, yes. 

 

Valerie Shawcross CBE AM (Chair):  The computer has recently said no to us, Ben. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Has it?  

OK. 

 

Valerie Shawcross CBE AM (Chair):  If there is a draft provisional programme, we would really quite like to 

see it. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  OK.  I 

thought it was -- 

 

Valerie Shawcross CBE AM (Chair):  We understand that it is draft and provisional and that the new Mayor 

could profoundly affect what happens. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Indeed, 

yes. 

 

Valerie Shawcross CBE AM (Chair):  Thank you. 

 

Kemi Badenoch AM:  The next set of questions is around a review of everything that is happening so far.  We 

have the 33 priority junctions but, on the original 100 junctions, which was where we were starting from, when 

will TfL have completed its review of those and what are the next steps after the review?   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Sorry, I 

do not know that particular question.  We may have finished the review of the 400 but we may not necessarily 



 

 

know when they are going to be put out to consultation and so I am leery.  I had better come back to you on 

that because I do not know that, I am afraid. 

 

Kemi Badenoch AM:  OK.  Are there any innovative safety features that you are introducing in this? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes.  

We have used the opportunity of these changes, not just on the junctions but also on the highways, to put a 

whole lot of new and innovative things in such as two-stage right turns.  Some while ago we tried the early 

start at Bow, which is now being applied more generally.  For example - and I came in this morning on my bike 

- at the Oval we have now very clear signal separation between cyclists going straight ahead and left-turning 

traffic.  All of these are at the cutting edge of what you can do within the current regulations.  We are also 

talking to the Department for Transport (DfT) about the extent to which we can trial things that are not 

technically currently allowed as quickly as possible.  We are absolutely using the opportunity.   

 

It goes back to Martin’s [Low] point about being flexible.  As these schemes roll out and as these innovative 

designs go in, we need to see how they work in practice, talk to cyclists and other users about how they have 

experienced them and whether they have produced the benefits we thought, and then either modify those 

designs or just adopt them as standard practice going forward. 

 

Martin Low (City Transport Adviser, City of Westminster):  It is probably worth pointing out that in 

terms of the East-West Cycle Superhighway coming through Parliament Square, whilst the route is focused on 

the north side of Parliament Square the scheme includes improvements for cyclists on all approaches to 

Parliament Square and they are under construction now.  That will be a good example of a Better Junctions 

programme where cyclists will see a noticeable difference in traffic movements coming into Parliament Square. 

 

Another big challenge for TfL and Westminster City Council is Lambeth Bridge Roundabout North.  We are in 

discussions with TfL about that other Better Junctions site and how we might implement a proposal there.  

That involves more innovative cycle crossing facilities, parallel with pedestrians, but it requires significant 

traffic changes because TfL’s current proposals would exclude all cars and all heavy goods vehicles from using 

Horseferry Road, which is a major link in the area.  It is a big challenge to find where that traffic would be 

pushed.  Not large numbers of heavy goods vehicles, fortunately, but they need to be relocated as part of that 

scheme.   

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  When Ben [Plowden] was 

talking about monitoring the impact of those different types of design and so on, it is really important that we 

monitor the equalities impact and whether different user groups - people with children, cargo bikes or older 

cyclists - are happy to use them.  In some of the research that I did around cycling with children and, say, the 

armadillo segregation, the light segregation, there was a feeling that the jury was still out on that in terms of 

cycling with children compared to kerb separation.  If we are really building for a broader, diverse community 

of cyclists that needs to be measured in terms of both who is using it and different groups’ views on it. 

 

Kemi Badenoch AM:  My last question - thank you, Martin [Low], for that - is about the opposition to these 

new junction designs.  Have you heard from any road users - motorists, bus operators, pedestrians - any 

opposition in particular?  I ask this bearing in mind that the Elephant and Castle gyratory is something that I 

have received quite a number of emails on.  Val, you will know more about this than I do, but the complaints 

about traffic there are enormous.  The newspaper is talking about it being misguided and badly designed.  

What have you learned from that and is there any opposition to the new ones? 

 



 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  There 

are two parts to the answer.  One is that there is extensive consultation, which we are bound by law to 

undertake, in relation to the schemes before they are confirmed and then built.  We will get a huge amount of 

feedback, sometimes thousands and thousands of comments, all of which we analyse and put into our 

consultation report for each of the projects.  That is part of the decision-making process about whether to 

proceed and what design to proceed with.  Yes, we absolutely know where concerns are expressed, either 

about the generality of the scheme, whether it is a good idea or not and then some specific aspects of the 

design, on which you often get quite detailed comments from a variety of users.  That will be the freight 

industry, the bus operators, individual residents locally, cyclists; pretty much anyone with an interest.   

 

Then there is a slightly separate point, which we have touched on before, which is when the scheme is being 

built - which is certainly what is currently the case at Elephant and Castle - there are often traffic 

consequences, at least for the period of the build.  The Elephant and Castle work has been quite impactful, 

there is no doubt, because it is one of the largest bus interchanges certainly in south London and probably in 

the whole of London.  A number of routes pass through and/or interchange there, and they interchange with 

both the Underground and the Overground.  We are very well aware of those concerns.   

 

We are also getting the same sort of feedback that you are getting, I think, around implications for bus journey 

times.  We are doing whatever we can, in relation to the answer I gave to Caroline [Pidgeon MBE AM] earlier, 

to mitigate those while the build goes on.  Then, as I said in response to Val also, once the scheme is in and 

finished, we will look very closely at how the traffic then operates around the finished junction and tweak, for 

example, the signals timing, which is the thing you can often do most quickly to make sure that the traffic and 

the bus services can flow through the new design as quickly as possible.   

 

Can I make one point on monitoring?  It has come up several times.  There is a substantial programme of 

monitoring.  One of the things that we were asked to do by the TfL Board when we had the programme 

approved back in 2014 was to make sure that both for individual schemes and the for programme as a whole 

we understand not just the volumes of cyclists that then will use these schemes but questions around, on 

Rachel’s point, casualties and user views.  We put quite a lot of resource and effort into planning that and 

gathering the ‘before’ data and we will obviously go back and look at the ‘after’ data once the schemes are up 

and running and see how they have played through. 

 

Valerie Shawcross CBE AM (Chair):  Definitely.   

 

Murad Qureshi AM:  Yes, just the point about the Baker Street one because that is significant.  There is a lot 

of local hostility to the two-way proposal from residents and businesses.  The thing they would like to see, if 

there was a continuation of what there is -- there is enough road space as it is at the moment, when it is four 

lanes rather than -- one lane rather than -- 

 

Valerie Shawcross CBE AM (Chair):  OK, I think -- 

 

Murad Qureshi AM:  -- two ways and two lanes on either -- 

 

Valerie Shawcross CBE AM (Chair):  You have logged your views on that, Murad.   

 

Murad Qureshi AM:  Yes.  It is a critical local issue.  Heather [Acton] would know that. 

 

Valerie Shawcross CBE AM (Chair):  There is a tension between talking about things in the generality and 

coming up with some examples. 



 

 

 

Murad Qureshi AM:  Yes.  I did not want to turn this into a Westminster transport committee meeting but I 

think some others have. 

 

Valerie Shawcross CBE AM (Chair):  We hear what you say and let us move on.   

 

Richard Tracey AM:  As we have said earlier, the whole idea of Mini-Hollands was approved at the beginning 

of 2014.  We are now at the beginning of 2016.  What we are interested in is progress being made. 

 

First of all, there were the three winners in the competition, Enfield, Waltham Forest and 

Kingston-upon-Thames.  Where are you at on those three boroughs?  We have two representatives, a member 

and an officer, from Enfield, but generally on those three where are you? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Waltham Forest is furthest ahead.  It has completed 

the Walthamstow Village scheme.  As you know, there was quite a lot of opposition to that.  It seems to have 

settled down substantially.  The opponents lost a court case.  The predictions that it would cause the ruination 

of Orford Road have not come to pass.  In fact, four new shops have opened in Orford Road.   

 

Enfield had a very successful consultation on its A105 Palmers Green scheme with 60% in favour of that.  It 

has started work on one of its Quietway proposals to Meridian Water.  Kingston has started on its scheme on 

Portsmouth Road.  I am pleased with the progress that is being made on the Mini-Hollands.   

 

Richard Tracey AM:  Yes.  Just this very day or yesterday we had some statistics through about where you 

would be by the end of 2016 and the number of projects that would have been finished; 14 out of 51 in 

Enfield and six out of 17 in Kingston are the statistics that we have here. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  By the end of this financial year Waltham Forest will 

have spent about a quarter of its money, Kingston about a sixth and Enfield about a tenth.  As I say, 

Waltham Forest is furthest ahead.  It has consulted now on one of its major schemes, which is the Lea Bridge 

Road Superhighway, and that had a favourable response and so I am very pleased about that.  It will be getting 

going on that quite soon. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

worth reiterating - I made a point about it at the very beginning - that the scale of the funding involved with 

these three projects and the range of projects within them is four to five times bigger than the largest normal 

town centre improvement scheme a borough wold bid for through the LIP process.  Those schemes typically 

take a minimum of three years from inception to opening and so the timescales that the boroughs, including 

Enfield, are delivering on are broadly comparable with a major town centre scheme but there is substantially 

more complexity in scale, area and money involved.  Relative to the size of what they are being given to spend 

- and they are moving at slightly different rates - these are moving relatively quickly, although it may not look 

like it if you are looking at it from the outside. 

 

Richard Tracey AM:  I had the impression when Andrew was speaking that there may be some 

representatives of Waltham Forest here in the public gallery.  You will no doubt hear from them. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Anything worthwhile always creates opposition.  We 

had this very clearly in Palmers Green in Enfield.  There was a very big campaign against that, which made the 

statement that the scheme was massively unpopular, that nobody wanted it and that only 1% of people cycled 

now.  When the consultation result came back, it was 60% in favour.   



 

 

 

Richard Tracey AM:  Can I come back to Enfield?  We have two representatives and we do indeed have some 

independent information that I would like to put to you in a moment.  The other thing is the funding of the 

Mini-Hollands.  Apart from the three winners you had various runners-up.  Where has the funding got to on 

those?  I have one interest that I should declare, which is Merton, but there are a number of others.  What has 

happened to the funding there? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  You are right, 18 of the 20 outer London boroughs bid 

for it.  We could only give the full funding to three but we did fund some of the schemes in the bids of the 

unsuccessful ones.  We are funding, for instance, the A315 scheme - it is essentially CS9 - in Hounslow.  We 

are funding the Ealing town centre scheme from Ealing’s bid.  We are funding the Twickenham town centre 

scheme from Richmond’s bid.  We are funding the Stratford gyratory scheme from Newham’s bid.  We are 

funding the Wimbledon town centre scheme from Merton’s bid.  We are funding crossings of the A406 in both 

Redbridge and Brent.  The funding is allocated for all of those.  Those schemes are proceeding.  Ealing has 

done the modelling and it is now going to detailed design.   

 

Richard Tracey AM:  What is the total funding so far, then?  It was about £100 million that was talked about, 

was it not, at the beginning of 2014? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is right.  Basically, the amount allocated for the 

Mini-Hollands programme was £100 million.  We decided to award £90 million to the three boroughs and then 

use the remaining £10 million for some of the runners-up.  Obviously that will not pay for all the runner-up 

projects I just listed but some of the rest of that money is coming from the Quietways budget, for instance.   

 

Richard Tracey AM:  I see.  Is there a deadline for the works to be progressed in the planning and so on?  Is 

there a chance that TfL could withdraw funding from any of the boroughs? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Our funding is dependent on high-quality schemes.  If 

a borough wants to do a scheme that is not worthy of the funding then we will not fund it, but so far we have 

not seen that at all.  We have seen some great schemes, really good schemes, schemes that will transform their 

areas, not just for cyclists.  That is why the scheme in Palmers Green had the support that it did.  Obviously the 

vast majority of people in Palmers Green do not cycle but the reason it had 60% support is that 60% of people 

realised that it was to benefit everybody in Palmers Green, not just cyclists.  I, in a way, ended up very grateful 

to the opposition.  It galvanised quite a lot of support as well.  We have a lot to thank them for. 

 

Richard Tracey AM:  I see.  You are pressing ahead in that particular case? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We are absolutely pressing ahead. 

 

Richard Tracey AM:  You may hear something about that.  Can I turn to Enfield?  There has been a lot of talk 

of this in the regional press, the Evening Standard and indeed the local press.  Why has there been significant 

opposition to the Enfield plans?  Councillor Anderson, I imagine you will want to say something first but we will 

certainly hear from David Taylor as well. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  Yes.  I 

would question the issue of ‘significant’.  There is a significant voice of a minority group who are clearly 

opposed.  Look, we have to be real: any sort of scheme of this magnitude is going to attract a significant 

minority opposition.  We can have arguments about whether it does not have broad support.  We disagree with 

that.  As Andrew has said, the official consultation we did showed a clear majority who did support it.   



 

 

 

Really, the objective of our consultation is to elicit what the concerns and the fears are.  Many people 

expressed - and I can go through what those concerns are; they perhaps would not surprise us - fears about 

business, fears about congestion, fears about parking, the impact on pedestrians, the impact on the elderly and 

things like that; common things.  To be honest, it is a very helpful exercise to understand.  There will always be 

people who will just not agree with the principle and, as was said earlier by Ben [Plowden], there is a way 

things can get conflated.  Opposition in principle gets conflated with disagreement with the schemes that are 

being proposed.  Many just do not agree with this because they argue it is for a minority of people and it is not 

in the best interests of anyone.  We have to understand that.   

 

We had a robust three-month consultation exercise and, as we have said, of that, over 1,600 people gave us 

full, comprehensive comments on what that was about and what they fed into.  We sent out 14,000 letters to 

local homes and businesses along the A105 route.  This is in stages.  We have to understand it is quite a 

comprehensive scheme in different stages.  The A105 is the first element.  That is Palmers Green through 

Winchmore Hill.  We sent out 60,000 leaflets to homes.  There was tremendous opportunity.  People could go 

online and fill in the detailed consultation forms or they could request paper copies.  We made that available.   

 

The opposition would say to us that many people have not commented and that that is such a small return.  

They draw attention to the Member of Parliament who did his own referendum.  We have made clear that it 

has never been a referendum.  He sent out 17,000 leaflets to try to get people to comment and of that only 

17% returned.  That was a very simple return and yet so few people responded.  It did not elicit to us any help 

with what is required to make this work.   

 

We have a draft proposal.  It has to meet up with the proposals of a Mini-Holland.  It has to meet through main 

thoroughfares.  We cannot go through just back streets for all sorts of reasons.  We were quite clear what was 

required but we also wanted to hear from people those sorts of concerns about what they fear and ensure that 

in the eventual scheme -- and we have spent a few months working on that feedback.  It is quite extensive and 

it takes some time.  We will be proposing alterations in light of that feedback.  We have listened, we do 

understand and we recognise that some people will never be happy. 

 

Richard Tracey AM:  Yes.  I gather that the most favoured option for the Enfield Town part of it was 

withdrawn early on.  Is that the case? 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  Yes.  

Enfield Town, we are obviously still working on the responses on that one.  That only closed last month and 

again that was an extensive consultation.  We have not yet come forward with what the detailed feedback is.   

 

Yes, there were a number of proposals put forward and we tried to test the water to see what TfL and what we 

think would work for us.  Clearly option 4, which you are talking about and which is the one that many people 

were talking about, was not considered to be radical enough with regards to what the Cycle Enfield or the 

Mini-Holland programme was seeking to address.   

 

That said, I think it is premature at this stage to say what the eventual scheme will look like.  It will evolve.  The 

proposal that we have that was put forward was option 1 and option 6 out of the previously available options.  

They themselves will be subject to analysis.  I cannot rule anything out at this stage with regards to the extent 

of that.  It would be premature to say to you what the scheme will look like in practice will meet exactly what 

was consulted upon because the consultation will evolve it. 

 

Richard Tracey AM:  Mr Taylor, as a professional and independent officer what is your take on this? 



 

 

 

David Taylor (Head of Traffic and Transportation, London Borough of Enfield):  On the Enfield Town 

options? 

 

Richard Tracey AM:  Yes, and the general opposition that appears to have come up. 

 

David Taylor (Head of Traffic and Transportation, London Borough of Enfield):  Yes.  The two 

schemes are slightly different in the type and the level of opposition that we have received.  As we have 

mentioned, we have analysed in detail all the comments we have had back from the Green Lanes and 

Winchmore Hill consultation.   

 

The common themes that have emerged from are, first, a concern about the impact on business, particularly in 

Palmers Green and Winchmore Hill.  We are responding to that by commissioning some independent review of 

the town centre vitality and what the impact of that might be.  Secondly there are concerns about congestion, 

which we have heard about from others today, and how that is being properly understood and communicated 

to those affected.  There are also some quite specific, very detailed issues around the design of the bus stops 

and potential conflicts with pedestrians.   

 

We have sought to go through that in some detail, getting independent assessment done on air quality, for 

instance, so that we can then inform the decision-makers in a fairly comprehensive way what the impact of the 

schemes is thought to be.   

 

Enfield Town, we are still at the stage of going through all those comments in detail so we get a similar 

understanding of the issues.  We are fully aware of some of them.  We do want to have a conversation with TfL 

about what scope there might be to do something slightly different in response.  That is the right and proper 

thing to do. 

 

Valerie Shawcross CBE AM (Chair):  Sorry to interrupt you.  Can I just welcome Chadwell Primary School 

into the Chamber.  We, the Transport Committee Members, are talking to experts from local councils, from TfL 

and academics about the Mayor’s programme to increase the number of people who cycle in London because 

it is good for your health and it is good for the environment.  It makes London quieter and cleaner.  A quick 

show of hands: how many of you cycle at the moment?  Quite a lot of you.  That is really good.  Do any of you 

cycle to school?  Very good.  I am very pleased to hear that.  Of the people who do not cycle, would you like to 

be able to cycle if you could?  Yes.  It is pretty much everybody who would like to do that.  Thank you very 

much.  That is very interesting.  Sorry, Dick. 

 

Richard Tracey AM:  No, that is fine.  A process of regional democracy going on here.  Now we are just going 

back to Enfield. 

 

What is a bit worrying to me is perhaps the process.  Councillor [Daniel] Anderson mentioned opposition.  He 

mentioned a local MP and I must confess I have had some information passed to me by the local MP.  He is 

saying that 75% of the respondents to his referendum were opposed.  You are saying that he had only 17% of 

people responding. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  Let us 

take this into account.  We had a consultation exercise that was quite extensive, which ran for three months 

from July to October 2015.  The MP - we have three MPs and he is the only one who is engaged in this 

process - did not co-operate with us along the line.  He had ample opportunity to do so if he was going to run 



 

 

this referendum.  I would question it.  My point is that he has submitted this three months after the closing 

date when we had been working extensively to consider what the response would be.   

 

My point would be that so few people have commented, given how many he sent out.  The criticism has always 

been said to us that if we had done what the MP did so many more people would have contributed.  My point, 

as I said earlier, is that 83% of that 17,000 did not respond to a very simple postcard that would not have 

given the sort of detail that our consultation did.  I question the value of that process. 

 

I recognise - and I am quite clear about this - that a number of people are just opposed to the principle.  I do 

not accept that is the majority.  The majority, even from the process of David Burrowes’ [MP for Enfield 

Southgate] leaflet campaign, are either neutral on the matter or quite content with it because they did not 

respond.  It is a challenge.  Consultation is a challenge.   

 

Richard Tracey AM:  Yes, of course. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  To be 

honest, the fact that 1,600 people contributed in that way, with detailed comments on top of letters, is more 

than any other consultation process that councils generally run.  Budget consultations, if we are lucky, get a 

couple of hundred, if that.  This is significant in a small stretch of area.  If you take into account the other 

consultations that will take place, in total there are likely to be quite a few thousand people who will be giving 

detailed feedback.   

 

We will use that to shape the programme but, look, it is a judgment call.  We, as the Council, believe with a 

passion in the idea of this vision.  We understand we have to make it a reality.  That means we have to show 

leadership and we are taking a leadership stance on this one.  Ultimately people will judge for themselves when 

it is implemented whether we deliver. 

 

Valerie Shawcross CBE AM (Chair):  We particularly appreciate the fact that for the early boroughs doing 

this you are having to be pioneers because people’s fears are obviously at the maximum for a programme that 

they have not actually seen.  I think we all understand that this is always going to be difficult.  I would not 

want us to make any process worse at this Committee.  What we want to do is work out how to make things 

work better for the future. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  Yes, 

that is right. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Part of the purpose of consultation is to find out what 

people’s legitimate concerns are.  There was a concern, for instance, that parking would be lost in Palmers 

Green town centre and we have worked with the Council to ensure that parking will not be lost.  There will be 

more parking in the town centre.  Equally there was concern about a left turn being banned at Winchmore Hill.  

Again, we have worked with the Council.  That left turn is not going to be banned.  That is the kind of thing.  

Consultation is as much about getting the details of the scheme right and responding to people’s legitimate 

concerns as about doing a referendum on -- 

 

Richard Tracey AM:  Yes.  The final question I do need to ask, and we touched on it about Quietways, is 

about the experience of engaging with the local community as distinct from the Councillors or the officers: the 

residents, the ward councillors and so on.  Are you going to change your approach?  You said you were going 

to over some of the Quietways consultation.  What about the Mini-Hollands? 

 



 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  I have been very happy with the way Enfield has 

consulted on the Mini-Holland.  They had a very large number of responses, 1,650 responses to their 

consultation, which is very high for any local consultation.  It is clear that the views of the opponents did not 

represent the views of the community as a whole.  A lot of noise is made but it should not be confused with 

numbers. 

 

Richard Tracey AM:  The only thing is that the opposition on the Council are all against it.  Is that not right?  

I do not know how big your opposition is. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  That is 

an interesting point.  We would not have had the bid awarded if it was not joint-signed by both sides and the 

principles remain.  To be honest it is disappointing because as far as I am concerned this is best for everyone.  

It would be helpful if it was not politicised.   

 

To be frank, we are a Labour Council with a Conservative Mayor.  We understand the vision, we think that it is 

right and we should be working together to get this right.  It is disappointing in that way.  The doors are always 

open as far as I am concerned to work with our opposition to make this a reality.  They signed it.  The leader at 

the time saw the vision of that.  It is important that we get this right because it is for future generations.  The 

kids who were back here who were indicating that they would like to cycle more, that is what it is really about.  

We have to get this right and it is a vision that we are proud to support.   

 

Caroline Pidgeon MBE AM (Deputy Chair):  Can I just pick up – from Andrew, maybe - that, as 

Westminster Councillor Acton mentioned earlier, this is about a mental shift as well?  This is a very different 

concept.  Do you accept that there needs to be a lot more very intensive, specific work on the general concept 

before getting into the detail with communities?  Will you perhaps take that approach when looking at other 

schemes going forward? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  There is a need to convey to people that these 

schemes are not just for cyclists.  In the most successful consultations, as in Palmers Green, that is what we 

have conveyed.  As I said, the vast majority of people who supported the scheme were probably not cyclists - 

cycling levels in Palmers Green are low at the moment - but they recognise that it gave benefits to many more 

people: to pedestrians, to -- 

 

Caroline Pidgeon MBE AM (Deputy Chair):  In general.  I do not want to get into specifics.  There are 

clearly concerns about Enfield and wherever.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  That is the approach that we need to -- 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Going forward, more of the broader benefits and that mental 

shift before getting into the minutiae of ‘my junction, my street’ so that people have that broader buy-in to 

what you are trying to achieve? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  I do agree with that.  That is the approach Enfield took 

in Palmers Green, which is why the consultation was successful.   

 

Caroline Pidgeon MBE AM (Deputy Chair):  OK.  I do not want to get back to that.  I am talking about 

moving forward. 

 



 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  One of the things I find frustrating is that people 

sometimes see cycling as separate from the rest of the transport system.  Everybody who starts cycling is 

somebody who is no longer driving a car on the road and taking up so much space or no longer taking up 

space on the Tube.  That is a message we need to get across more clearly.   

 

My case broadly for the cycling measures we are doing, particularly in central London, is that with the 

population growing at 10,000 a month the status quo cannot work.  If we did nothing at all we would end up 

with congestion on the roads of unacceptable levels.  There are two ways to make London work with a 

population that has grown by 25% since the beginning of the last decade: we can build more roads, which is 

politically and physically impossible, or we can make better use of the roads we already have by getting people 

onto vehicles like bicycles that take up less space.  That is an argument that I think most people would get if it 

was presented to them in that sort of way.  That is what I have been trying to do but clearly some of it has got 

bogged down in details about specific schemes. 

 

Valerie Shawcross CBE AM (Chair):  These are very dramatic changes.   

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  In 

Enfield’s case we have seen over 40,000 more people move into the borough in the space of a decade and that 

is increasing all the time.  People say, “We want things to stay the same”.  Things do not stay the same.  

Things change anyway.   

 

On one point I take a slightly different angle to Andrew.  To be clear, there is a difference between 

consultations and referendums.  I think many people get confused. 

 

Valerie Shawcross CBE AM (Chair):  Yes. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  We do not want to get into that whole issue.  I am just 

saying -- 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  Yes, 

but my point is that it is not about how many people favour this, it is what they say in their concerns.  To make 

these things work we have to get people to understand the rationale behind what is going on here.  It is about 

change - I do not think we can be secretive about that - and it will lead to some people saying, “I do not like 

change and I do not want my livelihood changed in any shape or form”.  We understand that but we have to 

recognise that the future is changing all the time and standing still is not an option.  We have to engage with 

the process and move forward in that way. 

 

Valerie Shawcross CBE AM (Chair):  Thank you.  A very good note to move on, Daniel.  Thank you very 

much.   

 

Tom Copley AM:  I want to move on to the cycling budget and specifically the underspend last year.  If I 

could ask Ben, have the issues that have previously caused TfL to underspend its cycling budget been fully 

addressed? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  They 

have.  Just to put the numbers in context, the budget for cycling in total we published for 2014/15 was 

£88 million.  We ended up spending about £60 million by the end of the year.  I have a couple of points to 

make around that.  One was that the cycle hire consultations, as we discussed right at the start of the session, 

did not even happen until the autumn of that year and so to some extent we were predicting spend against a 



 

 

programme that did not get out in terms of consultation until the back end of the financial year.  Some of the 

difference was due to some very welcome reductions in the cost of the cycle hire scheme during the course of 

that year.  There was undoubtedly a gap between what we predicted and what we spent but part of that was 

accounted for by the cycle hire savings. 

 

Tom Copley AM:  Sure, but the entire budget for the cycle hire scheme is less than the underspend.  How 

much of the underspend was accounted for by the cycle hire scheme?   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I do 

not know that number.  I am acknowledging that probably the bulk of the difference was the fact that we got 

going with the big spend on the Cycle Superhighways slightly later than we thought, in part because we did 

some additional consultation during the course of that year.   

 

For this year, to answer your principal question, the budget for total spend is £145 million.  As of quarter 3 we 

had spent £102 million and we are confident we are going to come in pretty much on £145 million.  That is 

partly because of two things.  One is that 80% of the cost of most construction projects is the build.  The 

design and consultation costs are a relatively small part of it.  As we are now on the network doing the build, 

that is where the big money is going out the door.  Secondly, we now know much more about the rate of 

delivery, the cost of delivery, where the boroughs are and where we are.  Our understanding of how quickly 

money goes out the door is much better than it was even a year ago. 

 

Tom Copley AM:  Sorry, can you tell me how much of the underspend was a result of spending less on the 

cycle hire scheme? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I do 

not know. 

 

Tom Copley AM:  You do not know? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I can 

certainly get back to you.   

 

Tom Copley AM:  I would have thought you would probably think we would ask you about the underspend. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  No, but 

I am happy to acknowledge that part of it was that we overestimated how much we would spend during the 

course of that year, partly because we were doing the major consultations quite late in the year.  We were more 

optimistic than we ended up being in terms of how much we would actually spend.  This year we are pretty 

much on the money, we think. 

 

Tom Copley AM:  OK.  Does that mean you also cannot tell me how much of the underspend was due to 

rephasing other cycling investment programmes? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  No, but 

I can tell you that as well. 

 

Tom Copley AM:  You can? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes.   



 

 

 

Tom Copley AM:  Excellent. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  No, not 

now but I can -- 

 

Valerie Shawcross CBE AM (Chair):  Write to us because there are a few things, Ben, that you need to come 

back to us on. 

 

Tom Copley AM:  In that case, this question is going to rather short, then.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Sorry. 

 

Tom Copley AM:  Maybe you could write to us with those figures so that we could see the breakdown. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes. 

 

Tom Copley AM:  Could you finally tell me why it was necessary to rephase the spending on TfL’s cycling 

programmes? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Partly 

because we did additional consultation on the Cycle Superhighways and partly because we got going with the 

major spend - partly on the borough stuff but also on the Cycle Superhighways - later in the year than we 

thought.  If you recall, the TfL Board only gave approval for the programme as a whole, in terms of its actual 

constituent elements, in February 2014.  We had already pretty much set the budget for that financial year at 

about that time so we were estimating to the best of our abilities how much we would spend during the course 

of the year where there was quite a lot of uncertainty around how quickly we would get going, when we would 

start the build on some of the schemes and when the consultations would end.  We were slightly -- 

 

Tom Copley AM:  It was because you started late? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, we 

started late and some of the spend for Cycle Superhighways moved into the current financial year.  That was 

part of the rephasing. 

 

Tom Copley AM:  Is all the underspend being moved forward into the rest of the cycling -- 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes.   

 

Tom Copley AM:  It is being retained in the cycling budget? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  

Absolutely.  Subject to what a new Mayor may want to do and broader questions around the Comprehensive 

Spending Review (CSR), any money that has not been spent will be rolled forward within the £913 million, yes.   

 

Tom Copley AM:  OK.  If you could write to us with those figures that would be great.  Thank you. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, I 

shall do that. 



 

 

 

Martin Low (City Transport Adviser, City of Westminster):  Could I just add in terms of the cycle budget, 

one of the things that Councillor Acton touched on earlier is the importance, in our view, of rolling out the 

former Barclays cycle hire station sites to the rest of the City of Westminster.  We know the community in the 

north-west of the City of Westminster is very keen to see that infrastructure there.  We understand TfL does 

not have -- 

 

Valerie Shawcross CBE AM (Chair):  We have some questions on that, actually, Martin.  You are not the 

only borough that wants to see that. 

 

Martin Low (City Transport Adviser, City of Westminster):  If there are underspends, it is quite 

important that that particular scheme is rolled out. 

 

Richard Tracey AM:  On the Chancellor’s Spending Review and the Autumn Statement a few weeks ago, we 

want to hear from you what the implications of that are, as far as TfL is concerned, for cycling.  In the last few 

days we have taken evidence in our Budget Committee from the Mayor himself and also from Mike Brown, the 

Commissioner for Transport.  Mike Brown said that he was rather disappointed by the Autumn Statement, 

which is not surprising because clearly there is a projected serious reduction in the overall means being sent to 

TfL by the Government.  The direct question is: what are the implications for TfL’s expenditure on cycling? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I do 

not know the precise answer to that question, Dick.  The cash consequence of the Spending Review was the 

removal of our revenue grant, which was running at roughly £700 million a year, over five years.  In the first 

three years it will go down in increments until it is, in the fourth year, then gone completely.   

 

That is quite a substantial chunk of money that we would otherwise have had that we are not going to have.  

That affects obviously the full range of TfL’s activity, not just cycling.  The immediate cash consequence of 

that for the next financial year is less than it will be cumulatively over the subsequent two or three years 

because obviously we will take the first part of that cut in 2016/17.  We will need to set a budget for next year 

as a minimum, which we are obviously legally obliged to do.   

 

Where the CSR bumps into the new mayoral priorities I think will be when that question gets answered.  At the 

moment, it is part of the conversation, there has been no specific suggestion that we should change the 

quantum of investment in cycling in London.  A Mayor may want to change that priority up or down, and we 

need to look at how we are going to save that amount of money over the course of the business plan 

generally.  The short answer is that I do not know what it will be but at the moment -- 

 

Richard Tracey AM:  Clearly, from what we heard, the capital grant for TfL as a whole may well be reduced 

because of the move to retaining 100% of business rates.  That is the indication we had.  Indeed, we discussed 

that in the Budget Committee.  The other thing is this £913 million figure, which was stated three years ago, I 

suppose it was - three, maybe four years ago - as the Mayor’s Cycling Vision. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes. 

 

Richard Tracey AM:  At this particular stage do you believe that is still there or do you think that that may 

well be reduced? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  That 

number eventually needs to be changed anyway because we have spent quite a bit of that and will have spent 



 

 

quite a bit of it, obviously, in the coming year.  As we roll forward the longer-term business plan in the light of 

the CSR and in the light of what an elected Mayor may say in his or her manifesto, we will need to think about 

the total quantum of investment in cycling going forward.  We may come back later in the session to how we 

ensure there is an appropriate level of continued investment in cycling and what that quantum might be. 

 

There is a degree of uncertainty around the overall priorities within TfL’s expenditure, partly because of what 

you mentioned about business rates, obviously, but partly also because of the advent of the new Mayor.  I 

cannot tell you precisely but at the moment that £913 million is the number we have in our business plan and 

there is no proposal to change that.  Obviously that may change in the next year, or certainly the year after.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Cycling is pretty cheap, Dick.  It is a very small share of 

TfL’s overall capital budget but it is very effective because it delivers a lot of transport for the money.  There 

are some people at TfL who have their eyes on it.  They tried to have a go at it in the previous CSR and they 

were fought off by the Mayor.  Ultimately it will depend what the new Mayor wants to do.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  To pick 

up Andrew’s point before about the comparison of cycling activity, if the 645,000 trips a day made by bike - 

10% of bus journeys, 20% of Tube journeys - went back onto those two networks, the cost of accommodating 

that change would be very substantial.  To Andrew’s point, the marginal cost of providing a trip on the network 

on a bike is relatively low compared to many other forms of transport, partly because the capital costs per trip 

are relatively low.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The illustration I always use is that on the 

Embankment where we are building the Superhighway, that is going to have a capacity of 3,000 people an 

hour.  If you wanted to add an extra 3,000 people an hour to the Tube lines running underneath the same road 

you would be talking a sum probably 100 times more expensive than putting in the Superhighway.   

 

Richard Tracey AM:  You could put them on buses, though, going along the Embankment.   

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We are pretty close to the limit of what we can do with 

buses in central London.  In central London the pressure is to take them out of places like Oxford Street rather 

than to put more in. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I am 

not sure these are either/or choices, either.  Given the growth in population, we are going to have to do all 

these things.   

 

Richard Tracey AM:  The other area of course that is of particular interest to the boroughs is the LIP funding, 

the local investment programme funding, from you.  To what extent do you think that is going to be affected 

by the Spending Review?  I will ask the same question of the boroughs, if I may.   

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  For 

next year, I am glad to say that the answer is that the Mayor announced just before Christmas that the current 

historic rate of £147 million would continue.  That, at least for 2016/17, will be the level of funding.   

 

The answer to your question is that, again, the total amount of investment in the road network, including the 

boroughs road network, will fall out of a combination of the change in our funding from DfT, potentially the 

change in the arrangements around business rates, as you have suggested, and also what a Mayor may want to 

do depending on his or her priorities in terms of which activities and which outcomes should be favoured.   



 

 

 

Richard Tracey AM:  Yes.  Now then, shall we take Enfield’s view on LIP funding?  Then we will have 

Martin Low’s from Westminster.   

 

David Taylor (Head of Traffic and Transportation, London Borough of Enfield):  Obviously, we are 

fairly concerned about what the implications of the CSR could be for the LIP funding because we still have a 

situation where the LIP funding is for TfL a revenue budget and for the boroughs it is capital.  There is that 

confusion.  It is vulnerable, clearly.   

 

I just want to also make the point that in terms of the investment that we are planning to do as part of our 

Mini-Holland programme, as well as the £30 million coming from TfL we are also looking to invest our LIP 

funding over a number of years in various aspects of that programme, including some of the softer measures as 

well, to make sure that once we have the infrastructure in place we can also encourage people to use it.  That 

is working with the schools and various other initiatives to promote cycling.  Yes, we are very concerned about 

the potential impact that could have on the things that we think we need to do to make this programme 

successful. 

 

Richard Tracey AM:  Of course you are an outer London borough and, as I understand it, the outer London 

boroughs are expecting greater hits than the inner London boroughs. 

 

David Taylor (Head of Traffic and Transportation, London Borough of Enfield):  I am more worried 

now you have said that.   

 

Richard Tracey AM:  I have heard it particularly from Kingston, which, as we heard, is one of the major Mini-

Holland schemes.  Kingston believes that it has been pretty hard-hit.  Indeed, Richmond, too, is saying the 

same.  I imagine Enfield could well be in the same boat.  I am sorry to worry you.  Martin, what about 

Westminster and LIP funding? 

 

Martin Low (City Transport Adviser, City of Westminster):  The LIP funding is an essential component 

for Westminster and every other London borough.  If that were to disappear it would be a disaster in terms of 

trying to implement the Mayor’s Transport Strategy.  Any incoming Mayor needs to think carefully about how 

schemes are going to be funded if he or she decides not to maintain the levels.  My real feeling is that a lot of 

the London boroughs have been working with partners in their areas.  They have looked at those that are 

investing through developments.  The Community Infrastructure Levy is coming in across much of London, as 

opposed to the section 106 funding of before.  You have to look in the round at all the methods of funding. 

 

Back to the core point about cycling, the cycle training is funding through the LIP and that is essential.  We are 

going to need that.  In Westminster we have a churn of a third of our residents moving in and out of the City 

every year and so we have a real need to maintain that training because other residents are coming in regularly.  

That really is very important. 

 

Also what has to be borne in mind is that the schemes being implemented through the LIP are then maintained 

by the local authority through revenue expenditure and all the revenue budgets across the whole of London 

are going to take a massive hit, understandably, and so anything that can be done to try to make sure that we 

have the infrastructure funded through the LIP is going to be the encouragement the boroughs need.  Without 

it, you will not see as much progress as has been made over recent years. 

 



 

 

Caroline Pidgeon MBE AM (Deputy Chair):  In terms of the cycling budget for next year, I realise it is 

subject because you are going through the budget process at the moment.  Is it £167 million that TfL put in its 

submission to this Committee, which, presumably, you signed off, Ben? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  I have 

£155 million here, but -- 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Leon Daniels [Managing Director - Surface Transport, TfL] 

wrote to the Committee on 17 December 2015 and said that it was £155 million, but the submission that came 

through to our Committee, preparing for this, said £167 million. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  My 

apologies if there is a discrepancy.  I will check and, amongst the other things, I will confirm which one that is.   

 

Valerie Shawcross CBE AM (Chair):  There was a discrepancy. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Caroline, which is the submission?  Do you mean any 

subsequent written material we sent? 

 

Valerie Shawcross CBE AM (Chair):  Can you write back to us about that, then?  Thank you. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, by all means, of course. 

 

Darren Johnson AM:  Moving on to the Safer Lorry Scheme, how many lorry drivers have received fixed 

penalty notices or fines for non-compliance under the Safer Lorry Scheme since its introduction in 

September 2015? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Only a small number because compliance is extremely 

high at the moment.  As you know, we consulted at length on the Safer Lorry Scheme.  By the time we 

implemented it, the vast majority of lorries were compliant.  They had become compliant over the previous 12 

months or so, which is a factor in the -- 

 

Darren Johnson AM:  The announcement of the scheme led to a behavioural shift beforehand? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The announcement of the scheme led to people 

getting ready for it and by the time it was implemented in September 2015 we think that about 90% were 

compliant.  In the first month we found 10% non-compliance.  That has now gone down to 3% in 

December 2015. 

 

Darren Johnson AM:  How effectively are police enforcing this scheme, do you think, Andrew? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  There have been several thousand stops - probably 

about 5,000, from memory, or something like that - since we brought it in. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  There 

have been 5,600. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, and they are intelligence-led and are targeted.  

We will stand out on the street and watch as well, but we will also look at particular operators and sectors that 



 

 

we believe to be particularly delinquent.  On the whole, I am very happy, actually, with the level of compliance 

with this.  We are going to move to the next stage shortly.  We are about to consult on the second stage of the 

Safer Lorry Scheme. 

 

Darren Johnson AM:  Thank you.  What impact do you believe a rush hour lorry ban, something that a lot of 

cyclists have been calling for, would have? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Obviously, we are looking at measures to reduce the 

impact of lorries and continue to look at that, as well as the Safer Lorry Scheme, with things like requiring them 

to follow certain routes or avoid roads where there are more cyclists and maybe freight consolidation schemes.  

My view of a full morning rush-hour ban is that it would be a distraction.  2015 was an unusual year in that 

four out of the nine deaths did involve lorries in the morning rush hour, but that was exceptional.  Most years 

it is none or a very small number.  In 2014 it was none out of 14.  In 2013 it was 3 of 14.  In 2012 it was 1 of 

14. 

 

My view is that we would have to spend a huge amount of time and political capital fighting the haulage 

industry to get a ban and we might well lose; we might well lose in court, for instance.  Even if we won, it 

would not make a vast amount of difference.  You would have a flood of lorries onto the streets after the rush 

hour, so there are fewer cyclists at that time, but there are more pedestrians.  You might get fewer cyclists 

being killed, but you might get more pedestrians being killed.  You would have impacts on health in other ways 

as lorries delivered at night because they could not come out during the morning rush hour, that sort of thing.  

I am of the view that it would be a bit of a distraction. 

 

Darren Johnson AM:  This is something that this Assembly has had a very significant number of 

representations on, and we did vote unanimously in favour of this, in principle, subject to a full impact 

assessment.  Is TfL undertaking an impact assessment? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  There is work going on in TfL to examine the 

practicalities of all sorts of schemes.  I mentioned some of them.  That will include this. 

 

Darren Johnson AM:  It will include this?  It will look at a full range of impacts -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We are going to run the numbers again.  We have been 

doing that.  We continuously keep this under review, but I do not think the numbers, on the whole, massively 

stack up for a morning rush-hour lorry ban. 

 

Darren Johnson AM:  Does anyone else want to come in on this particular point?   

 

Martin Low (City Transport Adviser, City of Westminster):  I would like to briefly say that we need to 

review the powers available for direction of traffic by traffic marshals; where you have a large construction site 

and you have marshals out there to try to direct the traffic, safely allow heavy goods vehicles to enter and 

leave the site.  One of the problems at the moment, the marshal has no more power than you or I to stop the 

traffic, and about the only way that you can legally do it is to put temporary traffic signals in and they operate 

those temporary traffic signals.  They are then breaking the law if they do not stop when asked to do so.   

 

We do need to think carefully about who is empowered to direct traffic and how that is done in a structured, 

sensible way so that we reassure the public of the importance of sometimes doing that, but do not rely on a 

uniformed police officer to do it, because that is the only individual, other than the school crossing patrol, that 

has the powers to stop and direct. 



 

 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  I just want to say briefly 

that I do hope that the rush hour lorry ban will be looked into and will be looked into in a timely way because, 

as Darren says, there have been a lot of calls for it.  We do currently have, obviously, restrictions on lorry 

movements in London at night time and therefore it would not be a case of introducing something that does 

not exist in terms of hour restrictions but changing when the hour restrictions take place.  It should be under 

consideration. 

 

It is worth pointing out, also, that the risk to women cycling in central London from HGVs is disproportionately 

high and that is of concern, particularly in relation to inequalities in take-up. 

 

Darren Johnson AM:  Thank you for that. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  In November 2015, Andrew, the Mayor said that in 

January 2016 there would be a consultation on extending the scheme to include bigger side windows where 

the lower panel of the door is converted to a window to improve visibility.  Is that going to happen?  When can 

we see it? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, I think it is due to start on 18 January 2016.  The 

Mayor has to sign it off at his meeting today, in fact.  We are having a meeting today about it.  If he does that, 

we will consult on it.  It is 18 January 2016.  Am I right, Ben? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The consultation will be a consultation in principle on 

whether these things should be required and then, if you believe they should be required, how you think it 

should be implemented, whether by charging a higher congestion charge for vehicles without them, whether 

by the Low Emissions Zone or whether by, as we in the end decided with the Safer Lorries Scheme stage 1, a 

simple ban. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Thank you for that.  I look forward to that.   

 

Murad Qureshi AM:  I have to declare an interest.  I have a key for the scheme.  I did use it on Christmas Day.  

Would you believe it? 

 

Anyway, I just want to start with Ben.  What difference do you think Santander has made with the new 

sponsorship deal, apart from turning the town red with the red bicycles? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It has 

been a very positive relationship.  It has been in place for just under a year.  It is a seven-year deal, as you are 

probably aware.  It is just over £6 million a year for the core sponsorship - in fact, it spent more than this in the 

first year - plus about £1 million a year for what it calls ‘activation’, which is broader promotions around the 

cycle hire project and cycling more generally.  So far it has been very positive and it is a very enthusiastic and 

active partner in thinking about cycles hire.  You may or may not have seen the Star Wars tie-in video, which is 

advertising this project it funded called the Laser Light, which is one of those laser things. 

 

Murad Qureshi AM:  Can you drive into space on one of them? 

 



 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  

Basically, they have done a promotional film that you can see on YouTube, which is advertising the new Laser 

Light scheme, which basically projects an image of a bike onto the road ahead of the cycle hire bicycles with a 

little laser; a very bright green icon of a bike.  They are a very enthusiastic partner.  It has been a very good 

first year and I think that will continue.   

 

Murad Qureshi AM:  How important is this to the bicycle initiative?  We have 2% overall.  When you put 

publicity out, you have always had the total number of journeys, but that in itself does not say much.  As a 

percentage, is it 2%, 0.5% or 1% of journeys daily being used on -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  On the Santander cycles? 

 

Murad Qureshi AM:  Yes. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is pretty small as a proportion of overall cycle 

journeys, but the importance of it is that it raises the profile of cycling, it encourages new people to cycle, and 

it is about getting the kind of people we want - which is not just young men in Lycra, it is people in their 

ordinary clothes.  You can get on these bikes, they are quite clunky, they are quite slow and you can ride on 

one in a suit.  That is the kind of cycling I want to see a bit more of, and it has enormously raised the profile of 

cycling. 

 

Murad Qureshi AM:  For me personally, the reason why I do it and why a lot of others do it is that we do not 

have to walk around with a lot of gear. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  You do not have to anyway, but that is the kind of 

image it has. 

 

Murad Qureshi AM:  That is the image that cyclists have to lug their cycles around and wears and what have 

you.  That comes to the whole issue about the subsidy, given it is such a small proportion of users and it is a 

specific type of Londoner that is using them.  Do you see moves to reduce the financial subsidy from TfL? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, the subsidy is very small at the moment. 

 

Murad Qureshi AM:  Is it £6.5 million?  It is £10 million, is it not? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is £10 million.  We expect it to go down to about 

£6 million and so a 40% reduction next year.  That is partly due to the efforts of the sponsor.  We have made 

some real improvements in cycle hire in the last year.  We have done a dramatically better deal with the 

sponsor, of course; 25% more in real terms, 45% more in absolute terms, we are getting.  That has helped 

reduce the subsidy, or will help; and a much more engaged sponsor.  Usage has regularly broken records.  We 

have also done a lot to iron out some of the niggles that you kept hearing about maybe about 18 months ago.  

There has always been the standard about how you could not get a bike or the racks were full, or whatever.  

We have done quite a lot of work behind the scenes to iron that out.  It has not of course completely 

eliminated it and it never can do, but it has been dramatically reduced.  All that is reflected in higher usage and 

lower subsidies. 

 

Murad Qureshi AM:  Reducing the subsidy, who is expecting to pick up the gap? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  The taxpayers, but every -- 



 

 

 

Murad Qureshi AM:  Are you expecting people who use the bikes or are you expecting Santander to increase 

its sponsorship? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  No, the deal we have done with Santander is a great 

deal and it is a fixed deal for the term of the contract -- 

 

Murad Qureshi AM:  It is a fixed deal? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  -- although it is in fact putting in more marketing 

spend and committed to do £1 million a year on top of the £6.25 million it is paying us for the sponsorship; 

£7.25 million in total.  In fact, it is turning out that it is doing about £2 million or £2.5 million, which is why I 

am so pleased.  It is really engaged and that is part of the reason why the subsidy is reducing.  I completely 

defend the subsidy.  It is a mode of public transport; all public transport gets subsidy. 

 

Murad Qureshi AM:  I have no problems with that.  I am just asking where we are expecting that to come. 

 

Can I have a bit of an academic bent, Rachel, if you do not mind?  We were talking earlier about how to bring 

people into cycling and is this not really the way to do it?  Yet it is costing £90 to buy a key.  It is only really 

geographically available to those of us, I would say, living in central London.  Are there lessons to be learnt? 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  Yes, there is some 

research on this and it talks about the fact that take-up of the cycle hire scheme is relatively equal in terms of 

the areas in which it is operating, but where it has been rolled out has been often disproportionately in more 

affluent areas in terms of residential areas.  We do need to think carefully about expansion and about being 

able to extend those benefits to other areas.  I appreciate that in London, as you increase the concentric rings, 

the area gets bigger and bigger, but I would hope TfL is thinking about which areas to prioritise for expansion.   

 

That is also the case with cycle infrastructure.  There is a lot of work in the United States looking at where the 

good cycle infrastructure is.  Is it in the disadvantaged communities?  Often it is not.  We need to look at that 

for infrastructure and for cycle hire because potentially this is a great way that people who might not have a 

bicycle can get access to it.  I would agree, though, with Andrew’s point as well, about normalisation, but that 

is also important in terms of thinking about expansion, because some of these areas may be areas where 

cycling is not so normalised, it is lower.  Having access to cycle hire in those areas might be particularly 

important.   

 

I just wanted to make one other point.  Heather [Acton] has gone, but she made a point about cycle hire 

potentially being part of a Freedom Pass, and whether we use that specific idea or not, I think it is really 

important to integrate cycle hire within the broader pricing system and to think about it as not being 

something on its own; it is part of a multi-modal journey.  We should have integrated pricing.  For example, 

employers sometimes make season ticket loans to employees.  The cycle hire should just be part of that and 

the employer can say, “It also covers the cycle hire”.  It is part of public transport, as Andrew [Gilligan] said, so 

it needs to be seen as part of that. 

 

Just going back the point about where it operates as well, we should think about where public transport is 

sparser and where people have fewer options; can we put cycle hire there?  Obviously there are challenges, but 

I hope it is being looked at. 

 



 

 

Murad Qureshi AM:  Thank you for making my next point.  Just the observation, it is noticeable that, for 

example, students at Westminster University do not use the bike hire scheme, they have their own bikes.  If 

you look at all the bike hire things, they do not use it and that is quite clear.  Ben, when are we going to get 

Oyster and contactless payments available on the cycle hire scheme? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  There 

are two issues.  One is making sure that we get a suitable contract in place to take over the current contract 

which runs out in summer of 2017, and as part of the process of looking at that contract we are continuing to 

look at the scope and the cost of including Oyster and contactless payments.  That is very expensive to do.  I 

do not have the precise number here.  We have decoupled the question, making sure we do not lose the 

continuity of the current contract to run the current service, from continuing to look at the cost and 

implications of including contactless or Oyster payment.  Of course, that is evolving very quickly as contactless 

payment numbers keep increasing. 

 

Murad Qureshi AM:  Sorry, Ben.  Are you saying that it is not part of the present contract we have? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  No. 

 

Murad Qureshi AM:  It would have to be in a subsequent contract in 2017? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes, we 

wanted to make sure that we did not fail to get a new contract based on the core scheme by trying to work out 

how to incorporate contactless in that as part of the contract.  It is very expensive to incorporate either Oyster 

or contactless in the running of the service.  We wanted to make sure that we were having continuous service 

from a contractor to run the current core scheme while we continue to look at the cost implications of 

attaching it to the Oyster or contactless -- 

 

Murad Qureshi AM:  Essentially, it is for the next Mayor to decide whether they want that? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  Yes. 

 

Murad Qureshi AM:  It is feasible? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

technically feasible.  It is very expensive. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is very expensive. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

very expensive and you would need to -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Unbelievably expensive. 

 

Murad Qureshi AM:  The point that needs to be made here, though, let us face it, is that cyclists are not 

cyclists; they are also pedestrians, they are using the Tube and what have you.  Very often, the most people 

that I see using it is at the latter stage of their journey.  A commuter can be using it for the last part only, and 

that ease of doing it would make a huge difference to a lot of people who do use it regularly and I would 

welcome the Oysterisation of the cycle hire.   

 



 

 

The final question is that I hear TfL is on course to deliver another 1,000 docking points or stations by 2016 or 

the early part.  Progress, Ben?  How and when is this happening? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  As far 

as I know, that is on target.  The docking points, not stations.  A thousand docking stations will be a lot more 

than 1,000 docking points. 

 

Murad Qureshi AM:  I see. 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

actually docking points. 

 

Murad Qureshi AM:  How many docking stations is 1,000? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  It is about 30 or so.  What are we talking?  Thirty or so, 

yes.  It is not necessarily new docking stations, Murad.  It is like expansion of existing ones.  There are going to 

be some new ones.  We are going into the Olympic Park, for instance.  There are going to be 10 new docking 

stations and 350 new docking points in the Olympic Park.  That is coming quite soon.  That is part of the 

1,000.  Quite a lot of it is going to be implemented on existing docking stations. 

 

Murad Qureshi AM:  Finally, are there any other local authorities that are going to be signing up to it?  Last 

year local authorities were paying £2 million to have it extended into their -- 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We are talking to Southwark about expansion in 

Southwark.  You look at the map of the inner city and that is the one bit where it does not go out as far as 

anything else. 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  There is Rotherhithe, as 

well.   

 

Murad Qureshi AM:  It is going out to Rotherhithe? 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  Camberwell. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  We are talking to the council about it, yes.  If we can 

do a deal with it, and I hope we can, then we will bring it out there. 

 

Murad Qureshi AM:  At the same kind of prices that other local authorities have paid? 

 

Valerie Shawcross CBE AM (Chair):  Martin [Low] did make a very useful suggestion about how, if there are 

some overspends hanging around, there is plenty of demand from the boroughs for this.  It is very popular, is it 

not? 

 

Ben Plowden (Director of Strategy and Planning, Surface Transport, Transport for London):  It is 

very important not to confuse not having spent the money in one year with that money then being available 

for something else; that is just money that will be spent on what you really planned to spend it on. 

 

Valerie Shawcross CBE AM (Chair):  I know, but it was a point worth making.   

 



 

 

That is just bringing us towards the end now and so thank you for your patience.  Just a couple of wrap-up 

questions.  Thank you, all of you, for coming in today; you have been fantastic.  The impression is that the 

cycling revolution is underway, but it is still early days, really, and there is a lot of very difficult work that needs 

doing and thank you for all of you who are struggling to get that difficult work done.  If it is going to succeed, 

it has to continue.  That is something we would agree on.  Andrew, you did promise us a cycling legacy plan 

that a future Mayor can look at. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes.  I will certainly be doing that. 

 

Valerie Shawcross CBE AM (Chair):  When would we see that? 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  I admit that I am running a bit late on that, but it will 

be very soon because I am very keen to ensure that this carries on after the current Mayor leaves and there are 

a few things we have to talk about in terms of legacy. 

 

I have to say that I am keen that the Quietways progress, but if that becomes a centrepiece of the programme I 

do not think that would deliver the capacity we need.  We need to continue the Superhighway programme.  

Also, given some of the things being said by the candidates, the next Mayor will need to have another serious 

think about bringing down traffic levels in central London.  Both mayoral candidates have backed the closure 

of Oxford Street.  Sadiq [Khan, Labour mayoral candidate] has also proposed the part-closure of Parliament 

Square.  The City of course wants to close Bank to everything except bikes and buses.   

 

They are great plans and I wholly support them, but we cannot implement even one of them, probably, and 

certainly not all three, with the current levels of traffic we have in central London.  Those commitments by the 

candidates and the City should be a catalyst for a new conversation about how we get more traffic out of 

central London and that will also help us deliver more for cyclists. 

 

Valerie Shawcross CBE AM (Chair):  That is very helpful, Andrew, because we have noticed on this 

Committee that congestion is rising and there is a serious problem. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  There is a whole series of things.   

 

Valerie Shawcross CBE AM (Chair):  We have to get back on the modal shift programme. 

 

Andrew Gilligan (Mayor’s Cycling Commissioner):  Yes, the Superhighways get blamed for it, but of 

course they get blamed for it because they are thing you can see.  They are not the main reason.  The main 

reason is the growth in the economy, the growth in the population, the fall in the price of petrol and the rise in 

the number of construction vehicles, internet delivery vehicles and Uber taxis.  That sort of thing is the reason 

why congestion is starting to rise again.  That is the kind of thing we have to think about doing if we do want 

to close those streets. 

 

Valerie Shawcross CBE AM (Chair):  Thank you very much for that, Andrew.  Can I just give the rest of you 

an opportunity to pass a message on to a future Mayor, then?  What would you like to see a future Mayor do 

on cycling?  Of any political party, I should add. 

 

Councillor Daniel Anderson (Cabinet Member for Environment, London Borough of Enfield):  I will 

say, clearly, you have to invest the money if you are going to make this work.  You have to be committed to 

the programme; you have to be prepared to accept that you will not have an easy ride.  The question is, if you 

buy the vision, if we understand what we are talking about, if we really want to address things like pollution 



 

 

and also the obesity crisis and get more people engaged in these things, then you have to embrace this and 

take it forward.  It should not be a question about which political colour.  It should be shared by all, and really I 

would hope that all candidates would accept this and support it, whoever gets elected in May. 

 

Dr Rachel Aldred (Senior Lecturer in Transport, University of Westminster):  Yes, we have talked 

about how the consensus in favour of separating cyclists from motor traffic has shifted in that direction, and 

there are three basic types of routes separating cyclists from motor traffic.  There are segregated routes on 

main roads, which increasingly the Superhighways are doing, there are green way routes through parks and so 

on, and there are roads with very low levels of motor traffic.  The last is what we are having the most trouble 

with, I think, and we need to do some work on that because for cyclists to be sharing routes that have 

thousands of motor vehicles a day with painted lanes or paint on the carriageway is not a high quality cycle 

route and we need to move forward on that.   

 

I would like to see better integration of cycling, as I mentioned.  We need this vision of a core, a strategic cycle 

network.  We need it mapped, we need to know what it looks like and we need to know how good it is.  

Therefore, we need simple key performance indicators on availability and quality.  This can help resolve some 

of the problems with Quietways.  There are differing views on how good the Quietways are.  They should be 

cyclable by a 12-year-old.  Are they?  We should be able to see whether they are or not and what needs to 

change.   

 

Also, given the importance of separating cyclists from motor traffic, we need to be able to map motor traffic 

across the network.  We need to see that.  For example, if a Quietway previously had 200 motor vehicles per 

day but then routes change and so on and it suddenly has 4,000 motor vehicles a day, it is a massive decline in 

quality of service.  We need to know this; there needs to be some overview of it.  At the moment we do not 

have that.  Also, it would be really helpful for residents because then people would know the extent of rat-

running and the extent to which there is non-local motor traffic on their roads.  That would be really 

important.   

 

Also, integrated planning, prioritising different parts of the network.  Buses are important, freight is important.  

We need to have this overview and to be able to say, “Okay, cyclists are being prioritised here, buses are being 

prioritised here.  This is how we manage these modes together”.   

 

Valerie Shawcross CBE AM (Chair):  Thank you very much indeed.  You agreed quite a lot with Andrew’s 

[Gilligan] comment there.  Martin, you have already asked for better modelling or extensive modelling and 

total management of traffic control. 

 

Martin Low (City Transport Adviser, City of Westminster):  All of that, and I stand by it. 

 

Valerie Shawcross CBE AM (Chair):  Some more money for the Cycle Superhighway. 

 

Martin Low (City Transport Adviser, City of Westminster):  Yes, but the other thing that the panel has 

not touched upon today is cycle parking.  If we are going to be successful in encouraging more people to come 

in and move around by cycle, Murad’s point about better use of cycle hire facilities is a very important one.  

There will still be people who want the independence of having their own cycle. 

 

One of the things Westminster Council did several years ago was to convert an off-street car park to a cycle 

parking facility.  It is called H2 Soho in Dufours Place off Broadwick Street.  If the Committee has not seen it, 

you should go and see it; it is a fantastic facility.  The same operator is now providing a facility close to Victoria 

Station.  For those who have not been, people can go in, park their bike in there, shower, change.  They can 



 

 

leave their bike to have routine maintenance done on it, or they can go there to just do keep fit.  I think that is 

a good way of trying to break some of the barriers down to people who might in the past not want to come in 

by bike because they would like to shower, perhaps, before they go to work.  That sort of facility exists now in 

London.  More of it should.   

 

The Mayor could encourage that to happen on some sites that might remain vacant before major 

redevelopment, maybe for a five-year period, because the operators of such sites do not want to sink their 

money into a site that is only going to be there for five years.  However, if the Mayor were to part-fund some 

of the interim works, it might make a big difference in actually trying to increase the amount because we will 

struggle to provide space on the street.  We have already provided a huge amount on the street and we are 

having to provide more in order to help cyclists and in order to help others. 

 

Valerie Shawcross CBE AM (Chair):  Thank you very much, Martin.  I will certainly take up that invitation.  I 

do not know if my other colleagues would want to, but I definitely will do that.  Cycle parking is something we 

have not talked about today at all and there are probably some planning issues around that as well that we 

need to look at in the London Plan. 

 

Thank you, all of you, for your time today.  I am sorry we overran, but that was a really valuable session and it 

was very appropriate that we gave it some quality time at the end of this current Mayor’s two terms.  Thank 

you to all of you. 

 

 


