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Transport Committee – Wednesday, 8 November 2017 

 
Transcript of Agenda Item 5 – Motorcycle Safety 

 

 

Keith Prince AM (Chairman):  Our main topic today will be motorcycle safety.  I would like to welcome 

our guests.  I will start with Anna Zee, Director of Political and Technical Services for the British 

Motorcyclists Federation (BMF); Craig Carey-Clinch, Policy Adviser for the Motorcycle Industry Association 

(MCIA); Caroline Hazlehurst, Director of Operations for Deliveroo; and Philip Marshall, Co-Founder of 

WeRide London.  Welcome, everybody.  It is going to be a very interesting debate, but it is also very 

important because we know that there are serious issues around motorcycle safety in London. 

 

I am going to start and this is to all our guests.  The number of motorcyclists killed or seriously injured 

(KSI) in London has increased by 29% in the past two years.  Would you like to offer your reasons why?   

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  The 

increase in serious injuries shown in the statistics is more apparent than real because of the difference in 

reporting now and the Crash system and the case overview and preparation application (COPA) system.  

Serious injuries, it is known, is showing differences of up to 5% to 15% across the country. 

 

I did some work on this because I met somebody who was the author of the original feasibility study for 

Crash and she told me that because slight and serious injuries had been effectively reclassified to some 

extent, if you have a certain percentage being reclassified, there are a lot more slight injuries.  In this case, 

I have calculated this with 4% of these serious injuries and you reclassify them; then it brings you back to a 

figure--  What I did was to adjust the 2016 figures by 4%, reverse engineering it back to how it might have 

been last year, and then I added another 3% because that was the overall drop in casualties and so 

multiplied it up a bit.  My resultant figures were, for slight injuries, rather than the 4,574 which were 

reported for 2016, that came out to 4,873, which is very close to the 4,894 for 2015.  Then, in serious 

injuries, it was 506 as opposed to 504, so up slightly but probably not significant.  I am not a statistician, 

but this is basically on the methodology that was suggested to me by Heather Ward [independent road 

safety and injury prevention consultant].  That is why I am saying these figures are more apparent than 

real and, actually, serious injuries were probably being under-reported in previous years. 

 

Keith Prince AM (Chairman):  That is interesting.  First of all, before I say anything, can I welcome 

Lilli Matson Director of Transport Strategy at Transport for London (TfL)? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Thank you. Apologies for not 

being here earlier. 

 

Keith Prince AM (Chairman):  What you are saying is, basically, the stats that are claiming there has 

been a 29% increase in the last two years are a statistical bent rather than a reality? 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Yes, it 

is a function of the change in classification of injuries. 

 

Keith Prince AM (Chairman):  The recording process, yes. 



 

 

 

Caroline Russell AM:  I completely agree that there has been a total change in the way that these figures 

are recorded, but what it is telling us is that serious injuries were being under-reported in the past. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  I 

absolutely agree. 

 

Caroline Russell AM:  Therefore, while it is not a significant change, it is that we did not understand how 

many serious injuries there were in the past and now we do.  We do have a bigger problem than we used to 

understand that we had.  The point is that it has not just changed; it has been worse than we thought for 

much longer than we thought.  We still need to be worried about these levels of casualties -- 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Yes, 

we do still need to be worried, but there is not a significant change this year for 2016 as opposed to 2015.  

That is all I am saying, yes. 

 

Caroline Russell AM:  Yes, but all years are worse than we understood. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Yes. 

 

Keith Prince AM (Chairman):  It has always been bad, yes.  That is an important point, actually.  Craig, 

do you want to come in next? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Yes.  Firstly, the point you 

just made, Caroline, is extremely important.  We cannot suddenly say, “Everything is all right, then”.  

Actually, we have a better understanding of the way serious injuries have been recorded. 

 

The main point is that when it comes to developing a history from here on, we are only in year one, and so 

it skews what we knew before.  What we do know about deaths and serious injuries, if you look at the 

2012 - 2016 period, is that deaths fell by 2.2% and KSIs by 8.27%.  If you were to extrapolate backwards 

and reverse engineer the series injuries all the way back to 2012, you would probably find it would not be 

a huge change.  We still have that problem of not tackling serious injuries. 

 

During that period of time, the market went up in London’s new motorcycle market.  The two-wheel 

market went up by 18.1%. 

 

What is slightly worrying is if you look at the national picture minus London, during that period, fatal 

accidents fell by 5% but the overall market went up 40%.  What we are seeing is KSIs or serious injuries 

more or less mirroring what is going on in London.  The point is that what we are seeing outside London is 

that there are more people buying powered two-wheelers and fewer people getting killed or certainly 

getting serious injuries needing attention. 

 

The main difference, of course, is that outside London several local authorities incorporate motorcycles as 

part of their overall transport planning, particularly Northamptonshire.  Measures and investments are put 

in place to reduce rider vulnerability. 

 

That is an area we feel the Mayor’s Transport Strategy (MTS) should focus on as it moves forward, to 

continue what it is doing on safety with brilliant actions, especially the launch the other week at the city of 



 

 

the accreditation schemes, but the one missing element for the MTS is motorcycles recognised as a form 

of transport and investment in safety unlocked accordingly. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  Deliveroo has 4,000 riders on the road 

in London, 50% of which are motorcyclists.  What we are hearing from survey data and the feedback that 

we have from our riders from a safety perspective is the reasons for those accidents cited are things like 

aggressive driving of motorists; not enough space on the road, the need for sharing bus lanes, for example; 

poor weather conditions; poor street lighting in the suburbs.  The overarching number-one priority that we 

are getting from our riders is they think that road surfaces need more investment.  Potholes and badly 

tarmacked roads are cited as one of the primary reasons for accidents occurring in London. 

 

Philip Marshall (Co-Founder, WeRide London):  That is particularly true of smaller bikes, bigger bikes 

less so.  Our feeling is we would like a statistic to know where the fault lies, whether it is rider ability or 

whether it is drivers and other road users.  It would be quite an interesting statistic. 

 

We definitely are in favour of using all the bus lanes.  The statistics are pretty clear on safety.  It is 40% 

safer if you use bus lanes and so we think there should be a big priority on that. 

 

Also, one thing we have talked about a lot is whether to use the outer third of the bicycle box at the front 

of lights so that people are seen coming off because there is quite a lot of crashing there. It would make it 

safer for cyclists because you would have the faster bikes getting away first. 

 

We think there are quite a few small changes that could make a big difference.  Road surface is definitely 

high on our list as well. 

 

Keith Prince AM (Chairman):  Thank you.  Lilli, the question was: the number of motorcyclist KSIs in 

London has increased 29% in the past two years.  Why?  The evidence we are getting suggests that 

actually it is not an increase but the previous data that was collected was in deficit.  Therefore, we think it 

is as bad now as it has been for some time, which in a way is worse.  Do you have any comments on that? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes.  Thank you.  Good 

morning.  Apologies that I was not here at the start of your session. These are all really valid points that are 

made here. 

 

The most important thing I can say about casualties for riding motorcyclists in London is that whereas we 

have seen a downward trend for almost every other road user, the trajectory for motorcyclists has been 

much more stubborn in coming down.  We can say little quibbles here or there about the exact thing, but 

the point is that it has not been coming down at the rate we have seen for cyclists or the rate we have 

seen for pedestrians or the rate we have seen in particular for car occupants.  We know that this is our 

number one vulnerable road casualty priority and that is why it stands out and is given its own section 

within the draft MTS. 

 

Just to recap on some of the figures - and indeed to pick up to your point about who is having those 

collisions and the level of experience - fatal collisions did come down in 2016, but we are looking at  

year-to-date and I am not sure in this year that they are going to be below --  They are currently below 

2016 figures, but we know that these winter months are particularly dangerous, and so I am not 

complacent on that in terms of fatals. 

 



 

 

Keith Prince AM (Chairman):  Where are we on that?  Do you have that? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  The figure that I have here is 

that year-to-date there have been 27 fatal collisions involving motorcyclists. 

 

Keith Prince AM (Chairman):  What was the figure last year? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  At this time last year, it was 

24.  Although we may have a good autumn, the trends are not where we want them to be. 

 

In terms of KSIs, people being seriously injured as well as [people being] killed, there was this increase.  It 

does reflect reporting changes and when we do the back-casting we think we still will see a downward 

trend from our baseline, which is the 2005 - 2009 period, but it is just not coming down at the rate-- We 

have a vision-zero ambition set out in our MTS and so we need to totally change the trajectory of that 

curve if we are going to go anywhere near that.  This is the group that, if I am honest, we find it most 

difficult to know exactly how to target.  I will touch on in my answers hopefully to you how we aim to 

target that, but it has not been following the trajectory we want. 

 

Just in terms of picking up Philip’s [Marshall] point, one thing I would note which really shocked me is that 

in the last 30 months, from the information that we have had from the Metropolitan Police Service (MPS), 

they attribute 14% of motorcycle fatalities to what they call ‘bike life’ type activity.  It is a phenomenon in 

terms of groups of bikers getting together to perform stunts and high-speed activities or riding out in 

mass groups.  There was some concern that there might be activity around Halloween on this, in terms of 

mass gatherings and the MPS put together some initiatives to control that, but that is a huge number if 

you talk about 14% of fatalities in the last 30 months.  There is a particular type of activity and that is not 

to take away from just normal, tragic, other kinds of collisions that happen, but we need to identify that as 

one issue. 

 

In terms of where and how motorcycle collisions occur, these are not primarily the larger bikes.  We are 

saying around 80% of the casualties are on 125-cc or less.  Inexperience is a key factor: 19% of the riders 

killed had less than one year’s riding experience.  Where we can get access to this is through training.  That 

is why just recently we have been launching these training initiatives.   

 

Keith Prince AM (Chairman):  Do you have the stats on old boys like me returning to cycling?  That is a 

problem as well, is it not? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  It can be in terms of the use 

of larger bikes.  We know that loss of control is a very large factor in terms of fatalities, but we know that 

the older age group is much more willing and happy to come along to some of the training courses we run 

like Bike Safe.  That is not at all attractive to younger and inexperienced riders, and so we need to find 

other ways of accessing that market. 

 

Philip Marshall (Co-Founder, WeRide London):  Could I ask one question?  Do you have the statistics 

on whether it was the rider’s fault or the other driver’s [fault] for the ones that were collisions? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I think 50% - and I will look 

through here - of collisions involved a right-hook turn by another vehicle.  Whether you say that is entirely 



 

 

the driver of that vehicle’s fault or whether the motorcycle rider perhaps coming too fast up the offside or 

the outside lane, it does not do so. 

 

We have produced and published a very detailed fatality study, which was undertaken by the Transport 

Research Laboratory (TRL), which is a good consultancy on this and went in-depth into all the fatal 

records.  That kind of information is available in there.  It is very seldom that you can say it was just one 

person’s fault. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  You 

mentioned loss of control and an inexperienced rider certainly is that much more likely to find themselves 

in a situation where they do not have the experience and they do lose control.  However, motorcyclists do 

not normally lose control just like that.  There is usually some proximate cause.  I realise this is very 

difficult, but we have very little information about why a rider has lost control.  Some of the time, yes, you 

may be approaching a particular point too fast and so you do not have the time to take avoiding action, 

but some of the time it can be other things like road conditions and so on.  We do not really have enough 

information on that, although it is very difficult because whoever is actually filling in the Stats19, or 

whatever, may not be aware of what could have caused the problem in the first place. 

 

Keith Prince AM (Chairman):  Craig, did you want to just quickly come in? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Yes, some very good facts 

and figures there from Lilli, actually, some of them very interesting. 

 

I am interested in your focus on the bike life people because I have watched some of that stuff and it is 

really quite worrying.  It is one of these areas where: do we know enough about how to engage this 

group?  There is the issue of engagement as opposed to influencing.  The two are very different things 

and anything TfL can do to try to understand that matter better would be of interest. 

 

In terms of the group being stubborn, powered two-wheeler casualties, one only has to compare the 

relative investment between cycling and motorcycling and pedestrians.  The allocated specific funds for 

motorcycle safety are lower than they ought to be and I hope that can be addressed in the MTS. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I would like to talk about 

that, but we will come back to that. 

 

Keith Prince AM (Chairman):  Yes.  We are going to go into that in the next section, actually.  That was 

helpful.  Thank you very much.  

 

Caroline Pidgeon MBE AM (Deputy Chair): I want to pick up with you, Lilli, about the Motorcycle 

Safety Action Plan.  Is it still in effect?  It came in in early 2014.  What progress has TfL made against the 

many actions in it, including Operation Safeway every month, safety campaigns, the 40% uplift in the 

MPS’s Motorcycle Tasking Team, etc? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, indeed, and we are quite 

happy to - I do not know if we have in advance of this - provide you with a written update on all the 

actions. 

 



 

 

All actions are on track to be delivered.  There are two actions which we do not think will be delivered and 

I will explain to you why they are.  Yes, it was an action plan.  We are doing the actions in it because we 

know that they are targeted, to the best of our knowledge, at the causes of these kinds of collisions.  That 

includes the Motorcycle Tasking Team.  That includes investing in Bike Safe every year.  That includes 

producing the Urban Motorcycle [Design] Handbook. 

 

There were two actions around advanced technology on motorcycles themselves, which we are actually 

going to be looking to - hopefully - the manufacturers themselves to take forward because it is not 

actually very relevant for TfL to be innovating motorcycle technology.  There were two actions related to 

that. 

 

The third one was on a renewed fatality study of motorcycle collisions.  We have been tracking the recent 

causes since we completed the last fatality study and, actually, there do not seem to be any new or 

emerging trends or causes.  The problems that we have been talking about in terms of right hooks, loss of 

control, speed and causal factors like road surfaces are all exactly the same.  Actually, it does not seem 

that this is quite the right time to do another in-depth study of fatalities. 

 

Beyond that, all other actions are on track to be completed this year. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Lovely.  We would appreciate getting that detail from you 

after the meeting.  Are there any plans to update the action plan in light of what is in the draft MTS and 

ultimately will be in his final Strategy? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We are open to discussion 

with you and I would like to see what your report says. 

 

At the moment - and this is really important to recognise - the draft MTS moves beyond where we were 

with the Road Safety Action Plan in that it sets out a vision-zero approach.  This is about reducing the risk 

to all road users with the aim of bringing fatalities on London’s roads to zero by 2041.  That means taking 

a more holistic and integrated approach, which is characterised by our Healthy Streets approach. 

 

That is why we have a global investment programme on that, which is over £2 billion in investment, and 

that includes safety as a core component of that for our most vulnerable road users.  That is motorcyclists, 

pedestrians, cyclists.  There are not separate pots for each of these.  We are trying to make the roads safer 

by removing the risk.  Part of that will be measures which reduce risk for all road users, such as lower 

speed limits, such as different treatments of the road surfacing to make you aware that you are in a shared 

environment or an environment where you are more likely to have interaction with other road users.  

Therefore, in that context, we have been moving away from having bespoke and targeted, if you like, 

action plans for each road user because we are talking about the street environment in its collective whole. 

 

I am quite interested also to see what your Assembly finds and I am open to talking about that. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Before, we felt it was very useful you having that 

dedicated plan and very clear actions for this very vulnerable group, as you said at the start.  We all think 

of cyclists and pedestrians, but motorcyclists are up there and the numbers, as you say, are not going in 

the right direction. 

 

You said there a global budget.  You still do not have a dedicated budget for motorcycle safety? 



 

 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We do not have a dedicated 

budget for any one road user.  It is not like, “This is the pedestrian safety budget.  This is the cyclist safety 

budget”.  We have - and you will have discussed this as a Committee - investment within our 2016 

Business Plan on the Healthy Streets investment portfolio, which covers all works and improvements to the 

road network with a focus on improving the reliability, the network for buses, access by pedestrians and 

cyclists, and safety as a generic whole.  We are targeting that at the locations where people are vulnerable 

and the most vulnerable groups.  Within that, that is where the safety money sits.  There are specific sums 

that we spend every year, such as funding the Bike Safe programme or funding the Motorcycle Tasking 

Team, but they all sit within this global budget.  We do not account line by line, “This scheme is only 

about cycle safety and therefore we will put X pounds beside that”.  When we do a scheme, it should 

reduce the road risk for all the vulnerable road users. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  How much is the Healthy Streets budget? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  From memory, in the 2016 

Business Plan it is about £2 billion of investment, but we can write and confirm that. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  Over? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  The five-year period of that 

Business Plan, but we are in the process of revising the Business Plan as well.  Let me confirm in writing 

exactly. 

 

Caroline Pidgeon MBE AM (Deputy Chair):  The Healthy Streets budget, which I thought was cycling 

and walking, covers buses, covers motorcycles and covers every aspect of investment in roads? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  It is about streets, yes, and so 

it covers improvements to the street environment to deliver the kinds of outcomes we want: safer streets, 

more reliable streets for buses, the investments required to create a modal shift to walking and cycling, 

and safety as a core component.  It has a number of different outcomes that we would expect from 

schemes funded through that investment portfolio.  That was a bringing together of disparate funding 

streams within TfL.  That is how it was created. 

 

Keith Prince AM (Chairman):  Will you be able to share with us the proportion of that that is spend 

specifically on motorcycle safety? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  No, because, as I just said, 

within a scheme, we do not account pound-for-pound, “This piece of tarmac is specifically about 

motorcycle safety vis-à-vis pedestrian safety or car-driver safety”.  When we are reconfiguring streets, we 

are trying to improve the safety outcome for all of those users.  There are specific sums, as I mentioned, 

for issues like Bike Safe and I am happy to share that information with you.  But it is really important to 

understand that within the Healthy Streets investment, we are trying to achieve a number of different 

objectives with an overall emphasis on safety. 

 

Keith Prince AM (Chairman):  When you do this Healthy Streets business and you amend a junction or 

whatever, do you monitor if there has been an improvement? 

 



 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, we do. 

 

Keith Prince AM (Chairman):  Would you be able to give us some examples of where you have done 

some work and there has been a notable improvement, fewer casualties or whatever? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, absolutely.  All of our 

schemes are monitored for that and we encourage all of the boroughs, which manage 95% the road 

network, to do so.  We have something called the Traffic Accident Diary System (TADS) and for a number 

of years we have been recording the three years before and three years after monitoring survey data.  As a 

very general rule, we normally see around a 20% reduction in KSIs from engineering-type schemes, but we 

can give you more recent examples if that is helpful. 

 

Keith Prince AM (Chairman):  Just before I call in Assembly Member Devenish, do you ever get any that 

go the other way? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I would need to look at the 

data.  If we do, as part of the process of designing schemes, there is a road safety audit and, as part of the 

final stages of that, if immediately after the implementation of the scheme you were to be noticing that 

the junction or whatever was not operating as you thought it was, you would go in and take mitigating 

action.  Generally, no.  I do not want to promise you that it has never been the case, but the point is that 

we monitor it to take action if that has not delivered the outcome that we want. 

 

Keith Prince AM (Chairman):  Thank you. 

 

Tony Devenish AM:  I just wanted to ask if you have any National Health Service (NHS) data figures in 

terms of the cost to accident and emergency departments (A&E) of the serious injuries of motorcyclists?  

Would it be right to say that we probably spent hundreds of millions in NHS budgets to fix people when 

they have been injured while only spending single-digit millions in sorting out the TfL budgets so that the 

roads are safer? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I cannot right here give you 

those figures, but using the Department for Transport’s (DfT) own agreed cost of a life lost or cost of 

serious injury, you could easily calculate by the number of serious injuries or fatalities what the cost to 

society and to London is from these tragic collisions taking place.  We do also collect hospital episode data 

as well, which would suggest that - as one of the speakers was saying - the overall level of collisions is 

higher than is actually reported in the Stats19.  Yes, this is a very large cost to society. 

 

Tony Devenish AM:  Can anybody here give us some figures after the meeting so that perhaps we could 

lobby the Mayor on that?  If it is as simple as hundreds of millions of pounds in the NHS budget and 

single-million pounds in our budget -- 

 

Keith Prince AM (Chairman):  We will do that as part of the investigation.  That would be a relevant 

recommendation, I am sure, yes. 

 

Tony Devenish AM:  Thank you. 

 



 

 

Navin Shah AM:  My question to start with is to Lilli.  The Mayor has proposed in his draft MTS a London 

standard for motorcycle training.  Can you tell us what is different about it and also how TfL would ensure 

that there is good take-up by the riders? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Thank you for that question.  

The London standard and a new approach to training was launched by the Deputy Mayor [for Transport] 

about a week or two ago.  We do not have any ability to compel motorcyclists to take up training, 

therefore, we have to understand the barriers that might prevent them doing it.  From the research that we 

have undertaken to date, things like cost or lack of information or a, “It is not for me”, type of thing is 

often cited as a reason for not taking it. 

 

We specifically designed three different new courses, which aim to address those barriers.  The first is 

specifically aimed at younger, inexperienced drivers and it is about preparing for your compulsory basic 

test (CBT).  It is a short e-learning course and it is aimed at young drivers.  We are going to be promoting 

that through the people who train people for their CBT.  We are working with accredited trainers.  We have 

been working with the MCIA on accreditation of trainers and getting them to push out that type of course. 

 

There is another course, which is the one-to-one motorcycle skills.  It is two-hour tailored session - 

perhaps, Keith, more for your type of experienced motorcyclist - and for commuters.  We know that a lot 

of these very serious collisions are during the commute and so we really want to work with that audience.  

We will be pushing this through insurance companies and through the people who sell motorcycles to 

make sure that people know when they are purchasing a motorbike that these kinds of courses are 

available, and through London boroughs to make sure that they are advertising it. 

 

There is a final course, which is called Beyond the CBT, which is working with delivery riders.  We have 

been engaging with companies such as Deliveroo, Pizza Hut and other companies like that to try to 

develop bespoke courses that are specifically relevant to delivery drivers who have so many vehicle miles in 

the year. 

 

That is what is new.  They are all new and they are specifically targeted to address the barriers that we 

know exist and why people do not do training. 

 

Navin Shah AM:  Is this, in a sense, time-limited about what monitoring regime you will have and is there 

any cost to the participants themselves? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  These are in addition to Bike 

Safe and that is a paid-for course, although it can have a subsidised cost to it.  It is £45 and many are 

discounted at £25.  The e-rider learning ones and things like that are free courses. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  We have supported this range of 

initiatives and we think they can make a real difference to motorcycle safety on the road.  We think they 

are great steps forward. 

 

Within Deliveroo itself, we are a big fleet operator now in London and, as the company grows, our own 

internal processes are changing.  This year we have worked with companies like AA DriveTech, the largest 

provider of fleet risk management and driver education services, in order to review and update our safety 

and onboarding processes.  We have done a similar exercise with Brake, the road safety charity. 

 



 

 

What I would say is that we are very supportive of what the Fleet Operator Recognition Scheme (FORS) is 

doing.  However, as you know, this is set up to work for employed fleets and, therefore, with our current 

self-employed model, it is incompatible.  We cannot mandate that our riders take these training courses.  

The one thing that I would like to add is that we are very keen to continue talks with TfL on FORS and 

ideally adapt it or find a way to have it work for self-employed fleets.  We think that this could be 

something that we could then use to update our online training materials and that we could use during 

onboarding. 

 

Navin Shah AM:  Anna, what are the barriers you reckon to take-up of the training that is currently 

available?  Is there anything that you heard from Lilli [Matson] and Caroline [Hazlehurst] that you might 

want to comment upon? 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  The 

BMF has welcomed the introduction of these training courses.  We regard it as a valuable initiative.  The 

difficulty will be in encouraging the take-up.  A lot of the riders that we actually need to take part in this 

are very rarely members of the BMF, the Motorcycle Action Group (MAG), WeRide London or whoever.  

Therefore, trying to access them through what we would regard as ‘motorcycling channels’ is not 

necessarily going to be effective. 

 

I saw that TfL had advertised the courses in Metro, which is good.  Maybe you could use local radio as 

well.  Something like Metro is for people who are using public transport who usually read it, but at least if 

it is in there, maybe the wives, the girlfriends and other friends will see it and maybe encourage their 

friends if they know they are riding a bike to take it up.  It seems like an excellent initiative.  As I say, the 

hard part is going to be trying to get the message through to people and getting them to take the 

training. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Can I just add?  There is a 

role for the national Government here as well.  From our point of view, we are trying to raise educational 

standards way above what is actually required by national legislation.  We have been lobbying the 

Government to improve the requirements and the quality of the training for the CBT.  It is something that 

we have joined with the MCIA on to try to have accreditation for trainers and to raise their standards.  The 

DfT did do a consultation on improving motorcycle training about a year ago, but we have not heard 

anything since. 

 

If it is harder to get your CBT, if the barrier is a bit higher, if you feel that it is worth engaging in this 

training to get that valuable thing that you want, which is your ability to jump on a bike, then we have 

more levers to get people to do this training.  The Government needs to raise the bar and make it worth 

people looking at these courses and taking their safety seriously.  We really need the Government’s 

support on that. 

 

Philip Marshall (Co-Founder, WeRide London):  On that point, there was a lot of talk about making 

the standard test harder, but the interesting thing was that it was about making part 2 and part 3 harder 

and not really about the CBT.  I know Mike [Butler, Co-Founder, WeRide London], who is usually here, on 

his CBT four or five years ago, somebody crashed into a wall and still passed.  It is not the first time I have 

heard those sorts of stories.  The CBT really needs improving and needs to give a bit more safety and, also, 

the driver safety of other vehicles.  They are taught a lot about pedestrians and they are taught a lot about 

cyclists, but not that much about motocycles.  That could be improved. 

 



 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  I would just reflect some of 

the things here.  The barriers are the same in London as just about anywhere else.  There are people with a 

lack of time and money.  It is engaging this whole thing.  There are language barriers, for example. 

 

A key thing which TfL is addressing very heavily along with us is what faces you when you go for your 

CBT.  If you have that quality in place, if the standard of instruction is good, if the training school itself has 

a professional air about it and if you are getting value for your money, then you are more likely to engage 

that particular process. 

 

Beyond the CBT, of course, we need to look to the Government to offer incentives to take the actual test, 

but at this point in time let us get the CBT right.  I strongly welcome the work that TfL is doing here. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  The 

Driver and Vehicle Standards Agency (DVSA) has recently taken steps to try to ensure the quality of the 

CBT.  That has not been in place very long and so we may not be seeing much benefit from it yet, but 

certainly they have been taking those steps.  Hopefully, we will see some real results. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Just quickly to interject on 

that one, the Motorcycle Industry Accreditation Centre (MCIAC) is now being formally recognised and 

supported by the DVSA.  That means we can really roll out MCIAC much as it has been pioneered with TfL 

and so we can make that more of a national thing.  That can only impact positively on how people view 

taking training, getting into the CBT and entering the system as a whole. 

 

Navin Shah AM:  Lilli, does TfL have any targets set up for the London standard which is being 

promoted? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, in terms of participation, 

we do.  For the first year it is 400 to participate in the Preparing for Your CBT course.  For the one-to-one 

motorcycle skills, it is 500 riders.  For the Beyond the CBT, it is 250 riders.  That is on top of the Bike Safe 

London course we run, which has circa 1,500 or 1,600 riders every year. 

 

Navin Shah AM:  Do you think that is ambitious enough or do you have plans to go higher than that? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):   We would love to go higher.  

We need to understand that it is about addressing these barriers and understanding what works.  If we are 

getting a lot of take-up, then that it is good and we will promote it and raise our targets.  Any help that 

the industry and representative groups can give, we can bust those targets. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  We 

can use our social media to try to get the message out there.  Some of the target groups are not as likely 

necessarily to access our social media but, with a bit of luck, some of them will.  We will try. 

 

Philip Marshall (Co-Founder, WeRide London):  In saying that, the anti-acid attack groups and the 

anti-bike theft groups are pretty -- a lot of less-experienced riders are really involved in those.  I am sure 

they would be keen and we can get in touch. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  That is a brilliant idea. 

 



 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  In the same way that the 

whole push on cycling safety was generated by user concerns about safety and other aspects, one would 

hope we can channel a lot of the stuff that has been going on over the last year into more interest in what 

we can do to engage other people.  There is still work and research to be done.  It is engaging what are 

sometimes very hard-to-reach groups.  We still have to do more work on it and we will support TfL in any 

way we can to achieve that. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  From our perspective, we have 50 full-

time members of staff across the UK who help with safety issues.  These are people who are responsible 

for our safety and onboarding programmes and they co-ordinate local rider engagement events where 

riders can raise safety concerns and our safety staff can offer advice.  That is a channel that we can use to 

ensure that some of these initiatives are pushed to our riders in an engaging way.  We have other means as 

well like social media.  We have a rider microsite, which includes safety aspects, as well as things like 

partnerships and that sort of thing.  There is a fair amount that we can do on our side as well to support 

some of these initiatives. 

 

Caroline Russell AM:  For Deliveroo, you are finding it difficult - everyone is finding it difficult - to get 

people to take up training, particularly younger people.  Those are the kind of people who may well be 

riding for Deliveroo.  Have you thought about refusing to let people work for you unless they have done 

the basic training? 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  We do.  As part of the onboarding 

process, you have to do an online training video and we require that motorcyclists have done their CBT.  

We do not onboard riders unless they have done that basic training. 

 

The other thing I would say is about our kit policy.  We require that riders have a helmet, lights, a reflective 

jacket and a small and a large food delivery bag or box, which has to have some reflective element to it as 

well.  We do not onboard riders unless they have done the training and have that kit. 

 

Caroline Russell AM:  I have heard Deliveroo riders tell me that they have been encouraged to move to a 

powered two-wheeler rather than using a bicycle.  Is this just their perception or do you prefer people to 

be using powered two-wheelers rather than bicycles for deliveries?  It seems that with electric bicycles 

especially, there is no reason why Deliveroo drivers need to use powered two-wheelers at all. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  That is correct.  There is no real reason 

why a rider should use a motorcycle over a bike.  From our perspective, as I said, we are 50:50 in London 

bicycles versus motorcycles.  We are not offering that scheme in order to encourage riders to switch.  From 

our perspective, it is more about how riders engage with the work that we offer them.  Cyclists are less 

likely to be able to do as many hours or as many deliveries with us, whereas motorcyclists can work for 

longer. 

 

Caroline Russell AM:  Why is that?  I used to be a bicycle dispatch rider and I used to work long days.  I 

did eight hours a day of cycling all over London.  I do not understand why cyclists can do fewer hours.  If 

motorcyclists are doing more hours than people who are riding bikes, then that seems worrying from a 

safety perspective. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  They might be doing more hours than 

a bike, but the first thing I would start with is saying there are very few people who can cycle for eight 



 

 

hours a day.  It is gruelling and it is hard to cycle around for that long.  The reason that we offer that 

scheme is it gives choice to a rider who may want to upgrade their vehicle if they do find it hard to cycle 

around for that long.  That is really all it is. 

 

Caroline Russell AM:  Just from the point of view of the health of the people who are doing it, it is 

healthier to cycle.  From the point of view of air pollution in London, if deliveries are being made on 

vehicles that are potentially more dangerous and that also cause pollution, that just seems worrying.  It 

would just seem that, from a safety point of view, for Deliveroo to be encouraging as many people not to 

be using powered two-wheelers and to be on bicycles would potentially increase safety. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  The thing about the bicycle-versus-

scooter vehicle mix is, although we do have this one scheme that allows riders to move over from being on 

a bicycle to being on a scooter, actually the barrier to getting on the road with a bicycle is far lower.  What 

we have seen over time is the percentage of our fleet that is bicycle versus scooter has increased over time 

in favour of bicycles.  This time last year we were closer to 70% scooter riders.  As I say, that scheme is 

optional for riders.  I would not say that we are actively pushing it or encouraging it; it is one of a suite of 

things that we offer our riders to give them the choice.  What I would expect is that, over the coming 

months and years, that fleet mix is likely to continue shifting towards bicycles, as I said, because of the 

barrier to getting on the road and because of the type of work that it is.  It is flexible work.  Our average 

hours for riders are 15 hours a week.  The investment that is required in buying a scooter and paying for 

petrol and paying for insurance is far higher for a scooter.  Therefore, it is likely that actually you will see 

that shift continuing towards bicycles. 

 

Caroline Russell AM:  Do you or does TfL have any figures on the difference in the number of delivery 

riders involved in collisions, whether on scooters or on bicycles? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  That is not recorded on the 

Stats19 form and so we do not know that specifically in relation to delivery drivers, but we do know in 

relation to overall statistics that the rate of collisions per kilometre is higher on a motorcycle than it is on a 

bike. 

 

Caroline Russell AM:  Thank you. 

 

Philip Marshall (Co-Founder, WeRide London):  Can I address one small point there?  Motorcycles 

and scooters cause less than 1% of pollution in London.  They are more polluting than bicycles and they 

will not keep you as fit, but it is a minor figure of pollution in London. 

 

Keith Prince AM (Chairman):  Craig, you want to come in? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Yes.  This is one of these 

areas where you have a balance of costs and benefits.  We can look at it in terms of bicycles versus 

powered two-wheelers.  We can also look, as the Mayor has done quite interestingly in the draft MTS, at 

how we can look at the use of powered two-wheelers to shift freight from more-polluting transport modes 

downwards and over towards powered two-wheeler usage. 

 

For somebody who has been properly trained, has the correct corporate background and has a series of 

standards applied to them, as deliverers seemed to be doing and as TfL is encouraging, there is no 

particular reason why the risk of accident or injury it is going to be significantly greater than that of a 



 

 

cyclist.  As we can see, a lot of problems we have with powered two-wheeler safety and vulnerability can 

be addressed by a good framework to get people engaged in safety. 

 

However, for that particular person when it comes to a business benefit to both themselves and also the 

companies they work for, they can work greater hours.  Powered two-wheelers are much more flexible 

when it comes to the types of freight that they can deliver.  There is less rushing around going on.  Also, 

you have that potential to look at light-van deliveries and how much of that could be switched to powered 

two-wheeler usage, which I know the Mayor is very interested in looking at as part of the MTS.  It is one of 

these things where everything has a cost-benefit, but we can involve transport and manage transport in 

different and more creative ways rather than just looking at single paradigms. 

 

In the longer term, of course, the decarbonisation agenda is very much upon us as we move towards the 

2040 targets or 2035 targets in some cases for the Mayor.  If we look at developments within the industry, 

we are going to be looking at, within a short timeframe, an increase in the number of zero-pollution 

powered two-wheelers, as well as electric bicycles with better range.  Let us look at it in the round.  Again, 

it is one of those areas.  Where do powered two-wheelers play a part when it comes to the overall MTS as 

a whole?  On deliveries, there could be a significant role. 

 

Tony Devenish AM:  I wanted to ask if anybody in the insurance industry was working with you to try to 

push training by reducing premiums 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Not 

that we are aware of. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Insurance companies will 

take account of safety and training within the premiums and discounts are often offered for things like the 

Institute of Advanced Motorists (IAM) or Royal Society for the Prevention of Accidents (RoSPA).  In terms 

of a formalised structure, we do talk to the insurance companies, but the initiatives that we are currently 

pursuing are generally outside of those discussions. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Craig 

is right that insurance companies will give discounts for certain training, but this is usually for advanced 

training, IAM, RoSPA, the BMF’s Blue Riband and various advanced riding courses. 

 

One of the problems of take-up of a proper motorcycle test apart from just a CBT is that, although I am 

told that the insurance premium should be less if you have a full licence than if you just have your CBT, as 

far as I can make out the difference is not enough to provide any incentive for people to take a full 

motorcycle test, but that is on a slightly different— 

 

Tony Devenish AM:  Thank you. 

 

Philip Marshall (Co-Founder, WeRide London):  There was mention of zero emissions.  This is just a 

note maybe for a future talk, not for now, on zero-emission motorcycles and scooters particularly. 

 

My feeling is that there needs to be some future vision for this because they are incredibly fast.  The 

equivalent of a 125-cc electric motorbike is like an R1 up to 70 or probably an R6.  It is incredibly quick.  It 

is like a real, serious sport bike.  I tested one recently.  That is something that a 17-year-old with a CBT 

can get on.  That is just the note as a side note.  It needs thinking about. 



 

 

 

Keith Prince AM (Chairman):  That is a good point, thank you, that was helpful. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Can I quickly return on this?  

It is quite an important point.  We did a bit of work recently to look at electric bicycles in particular and 

into whether they comply with legal frameworks.  Now, a 125-cc licence category of electric bicycle is 

actually a motorcycle.  It is a powered two-wheeler and they are restricted in legislation to a top speed and 

power. 

 

One of the things - I will try to find the reference - was the electric standard offers that TfL was looking at.  

I will need to write to you about that.  I mentioned it in our response to the MTS.  Anything that TfL does 

in terms of incentivising the electric powered two-wheeler (EPTW) market has to state quite clearly what 

the rules are, particularly when it comes to electric bicycles themselves.  We are currently at the stage 

where we have settled the regulations in Government to make sure that EPTWs and e-bikes are compliant 

with bicycle regulations vis-à-vis motorcycle regulations, but I am not sure that necessarily the 

marketplace is fully aware.  When it comes to any incentivisation of electric bicycles in particular, it needs 

to be made clear what an electric bicycle actually is. 

 

Keith Prince AM (Chairman):  Thank you very much, that was very helpful. 

 

Joanne McCartney AM:  My question is starting with Lilli, if I can.  It is about accreditation of courier 

firms.  We noticed that TfL put out a press release just a few weeks ago saying that it is thinking of 

extending the FORS to motorcycle couriers.  Could you just explain a little bit about the initial work you 

have done and what response you have had from courier firms? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  This is based on the 

engagement that we are already having with courier firms such as Deliveroo, CitySprint and others.  We 

have ongoing meetings with such companies scheduled and we want to draw those together to form a 

working group to help drive this programme forward. 

 

Hopefully, you are familiar with the basic concept of FORS.  People meet certain standards and then have 

a recognition with the freight industries.  You have bronze, silver and gold depending on the level of effort 

and issues that you have addressed. 

 

The kinds of requirements that this might include for companies joining that kind of scheme would be: 

companies requiring all those who ride for them to do so with an MCIA-accredited training company 

because we have been working with the MCIA to up the standard of training so that the companies are 

steering their riders to use those accredited companies and we know they are getting good training; 

promoting our training courses, particularly the Beyond the CBT, so that you are going beyond the basic 

test and, as you were suggesting, they have taken certain training; and then potentially those companies 

prioritising those riders who have additional training, giving them additional access to work or maybe 

allowing them to work specifically scheduled longer hours or other ways that could prioritise the riders 

themselves. 

 

We are, again, trying to address those barriers and why people do not do this.  Then we would have more 

of a captive audience, if you like, where we can continually pump safety information to these people.  As 

we develop new products and opportunities, we will be able to work with this wider audience. 

 



 

 

This is exactly what we have done with the freight industry, where we have been able to really develop a 

collective movement and, as new learnings come on board or new technical standards, we are able to 

pump that out in a more effective way. 

 

Those are just some of the early thoughts.  It has to be developed in participation with those kinds of 

companies and it would be as part of a working group to take it forward, including some of those 

companies. 

 

Joanne McCartney AM:  It is in its embryonic stages at the moment.  Is that a fair comment? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes. 

 

Joanne McCartney AM:  What timescales do you think you are looking at?  Do you have the full working 

group up and running yet? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  No, it is to be formed.  We 

would like to get this done within the next 12 months, I mean the working group, to get it launched within 

12 months. 

 

Joanne McCartney AM:  Within 12 months? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes. 

 

Joanne McCartney AM:  Would the working group then develop the framework or is work going on in 

the next 12 months on a possible framework? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  It is to develop and launch 

the scheme by November next year [2018]. 

 

Joanne McCartney AM:  The working group is going to be meeting over the next 12 months and 

developing the framework? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, we want to get it up and 

running so that this time next year it is ready to go. 

 

Joanne McCartney AM:  Lovely.  What discussions have you had with any of these guys around the table 

at the moment? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  As I understand it - and I am 

personally not leading on this work - the engagement so far has been with representatives from CitySprint, 

Deliveroo, Pizza Hut, the Institute of Couriers, and the Chartered Institute of Logistics and Transport.  We 

have a meeting scheduled with Papa John’s in November [2017]. 

 

Joanne McCartney AM:  Fine.  Who is going to determine whether a firm will be accredited?  Will it be 

TfL or will there be another group set up out of the working party? 

 



 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Because this is still in a 

formative stage, I do not want to give you an exact answer on that.  That is part of the discussions with 

the group itself. 

 

Joanne McCartney AM:  Have you worked out targets for the number of businesses you are going to -- 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We need to let the working 

group meet.  I do not have all these answers yet because this is a programme to be developed, but those 

are the exactly the kinds of questions that they will need to address. 

 

Joanne McCartney AM:  Fine.  I had probably better stop that line of questioning then and we might ask 

further things.  Can I just ask the industry?  Is this something that you would welcome? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Very much but, as Lilli has 

said, it is one of these things that is at early stages.  It is a terrific development.  What we did at Guildhall 

to support TfL’s launch of the schemes the other week was really a launchpad for activities like this, but, 

yes, it is early days.  When it comes to the industry’s role in all of this, it is one of these things.  Where Lilli 

is going to write to you with more information, we would rather feed our answer into that same letter so 

that you get a fully rounded view of what is happening. 

 

Joanne McCartney AM:  Would you see a role for your organisation in the accreditation, as has perhaps 

been suggested? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  It is potentially possible but, 

again, subject to discussions as the whole thing develops.  Sorry I cannot be more clear, but it is early days. 

 

Joanne McCartney AM:  That is fine, yes.  Caroline, is it something that your company would welcome? 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  We would welcome it.  We are fully 

supportive.  As mentioned, we are already in talks with TfL on the scheme. 

 

As regards accreditation, as I mentioned earlier, we are currently not eligible with a self-employed fleet.  

However, we are very keen to continue those talks and would like to be considered for accreditation at 

some point further down the line. 

 

Joanne McCartney AM:  Thank you.  Can I just ask one other question, then?  When the Deputy Mayor 

for Transport was in front of us in July [2017], she said that she was seeking to raise motorcycle safety 

standards by the accreditation of couriers and said that she had a letter on her desk ready to go to the 

Government.  Do you know if that has been sent and what response the Government has -- 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I did not hear the first bit of 

your question and so -- 

 

Joanne McCartney AM:  When the Deputy Mayor for Transport was in front of us in July, she talked 

about a potential accreditation scheme.  She said that she wanted to get an improvement in the 

mandatory standard of training and that she had a letter on her desk to go to the Government right now 

suggesting that they look at that. 

 



 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We may be at cross-purposes 

but, as I was saying, we have been lobbying central Government about improving the CBT as part of the 

consultation that has been running.  It sounds from what you have described that relevant to that is the 

mandatory basic training and so it is not -- 

 

Joanne McCartney AM:  It is not that accreditation? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  It is not, yes. 

 

Joanne McCartney AM:  Thank you. 

 

David Kurten AM:  Good morning.  I would like to ask a question about street design and how that 

affects motorcycle safety.  It follows on a little bit from what we talked about at the very beginning.  

Particularly, TfL published something in 2016 called the Urban Motorcycle Design Handbook.  You are 

probably all familiar with that.  In that, there were five main safety challenges that it talked about: grip, 

visibility, roadside features, traffic calming and filtering. 

 

I would like, first of all, to ask Craig and then Anna [Zee], how effectively do you think TfL is implementing 

the guidance in this Urban Motorcycle Design Handbook? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  We were partly involved in 

the development of the guidance.  It drew on a number of specific things, most importantly the Institute 

of Highways Engineers’ motorcycle guidelines, rather than sought to rewrite the rules, so to speak.  There 

was also a useful training course for boroughs accompanying that. 

 

The issue is not so much how much TfL has rolled it out because it continues to do so, but the take-up 

amongst the boroughs where a lot of this much more specific activity is going to be applied on the roads.  

That is one area where more work needs to be done, pretty much amongst the boroughs, really.  Lilli, do 

you have anything to add about how we can try to do that? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  There is always a danger that 

you produce something and you think, “Now that is the job done”, but you have to keep it front and 

centre of mind.  I have design experts in my team or across the organisation who are now trained up and 

who are looking out and using this guidance much more effectively.  The boroughs are key to this, but we 

need to make sure that we are continuing to do it within our own schemes. 

 

I would say that, even with quite a large investment programme for the road network, we are amending 

very small proportions of the road network on an annual basis and, therefore, the overall user experience if 

you are on a motorcycle in London is not going to change that quickly as a result.  This is about how you 

implement new schemes and manage the network.  It does not address the existing network.  There, we 

need to think about maintenance regimes and survey regimes and, when people are looking at clutter and 

highway infrastructure, that they are also thinking about it in terms of replacing it with flexible bollards 

and those kinds of things.  It is not just as part of the new schemes.  That is certainly a dialogue we are 

having internally but, again, that is something that we really need to encourage the boroughs to do as 

well. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  It is one of those areas 

where there is a huge number of shared issues between cycle users and powered two-wheeler users, 



 

 

particularly it comes to junction design, road surfaces and things like that.  It is getting the boroughs to 

appreciate the fact that their own transport strategies and their own rollouts of their interpretation of what 

the Mayor is proposing needs to include powered two-wheelers and reducing rider vulnerability as part of 

that thinking.  There is a huge amount of work that could potentially be done in partnership with cycle 

groups here but, again, it is about getting that engagement. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  Lilli 

[Matson] has effectively answered the question that I had because my feeling has been that the current 

design of the Cycle Superhighways has not necessarily taken into account what is in the Urban Motorcycle 

Design guidance.  The thing is that these were being designed before this was published, but I am not 

convinced that some of the Cycle Superhighway implementation has necessarily been quite as considerate 

to motorcycles as it might have been.  Apart from that, one other question I had on this was whether you 

are continuing the training courses for the boroughs or have you run the programme and it has now 

stopped? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We have finished the first 

phase, but there is a need for ongoing engagement and we will be doing that.  Just to be really clear, this 

guidance does absolutely apply to cycle schemes as well as other schemes and that is exactly why we 

produced it. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  We 

have welcomed the existence of the design guidance.  It is excellent.  My predecessor at the BMF, 

Graeme Hay, attended one of the courses and said it was absolutely excellent.  If TfL can continue to keep 

rolling that out, then we thoroughly endorse it with no problem. 

 

David Kurten AM:  That was interesting.  You mentioned Cycle Superhighways and, Lilli, you also 

mentioned flexible bollards.  Are the flexible bollards that are you talking about to do with the Cycle 

Superhighways? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  No.  It could be, but it also 

could be as part of normal highway infrastructure.  Most pedestrian islands might well have a little thing 

that has an arrow on it.  It is just a general point.  One of the issues that the handbook raises, again, from 

a vision-zero perspective in terms of reducing risk, look at your highway network as an entirety and look at 

where you can remove risk in terms of, where possible, removing hard landscape features and all those 

kinds of issues.  If an accident does occur or a collision does occur, the consequences are going to be that 

much more grave. 

 

Caroline Hazlehurst (Director of UK Operations, Deliveroo):  I just wanted to say that we are so 

supportive of the continuation of rolling out some of these initiatives.  We are very supportive of the Cycle 

Superhighways not only for bicycles themselves but the secondary benefit that they narrow the roads and 

so there are fewer cars changing lanes and that is helpful for motorcyclists.  We also actively support 

lobbying the boroughs to allow motorcycles access to bus lanes.  That is very important. 

 

David Kurten AM:  Someone mentioned earlier using cycle boxes for motorbikes.  That would prevent 

right hooks.  Am I correct in my understanding of that? 

 

Philip Marshall (Co-Founder, WeRide London):  I mentioned it.  It is something that needs more work 

done to know, it was only a suggestion.  The difficulty is cyclists then wanting to turn right with a bicycle 



 

 

on the right side and so there is an issue.  We are just saying it is something that really needs investigating, 

whether we could use an area that we have dedicated for us. 

 

David Kurten AM:  At the moment the cycle boxes are in front of the red traffic lights. 

 

Philip Marshall (Co-Founder, WeRide London):  In front of the cars, yes. 

 

David Kurten AM:  In front of the cars and they are just for cycles, they are not for motorcycles. 

 

Philip Marshall (Co-Founder, WeRide London):  They are.  A lot of motorcyclists use them, wrongly -- 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  About 13 or 14 years ago in 

the early days of TfL, there was some research commissioned in Stratford, which we did alongside the cycle 

groups, London Cycling Campaign (LCC) and Cyclists’ Touring Club (CTC).  TfL funded it.  It produced a 

very interesting and positive results but, due to agendas moving on and various other reasons, it was not 

followed up.  If there is interest in taking that issue further and revisiting that work, then TfL has already 

done some baseline activity on this. 

 

David Kurten AM:  Lilli, what is your opinion of motorbikes being allowed to use the cycle boxes? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Currently, they legally are 

not.  One of the issues with cycle safety that we know is about trying to segregate in space and time the 

interaction of cyclists from motorised traffic and that is the rationale behind an advance stop box.  It is to 

give them those few seconds to clear if they need to turn right.  I do have worries about, if motorcyclists 

are trying to go straight on and they are on the right-hand side, how we would accommodate those 

movements.  There is a clear rationale as to why the advance stop boxes exist, which I would find difficult.  

I am happy to go back and look at this work that Craig mentioned -- 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Yes, it would be good to 

revisit it. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  -- which sounds like it 

predates my being at TfL. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  That was very early work, 

yes. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  There is an overall issue that 

we need to look at junctions in their entirety to make sure that they work for all road users.  I am not sure 

generically that proposal will work, but I am happy to look at it. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Sure. 

 

Caroline Russell AM:  I should probably declare an interest here.  I ride a bike to City Hall every day and I 

find sharing bus lanes with people on powered two-wheelers and motorbikes very difficult.  People go too 

fast.  They go much faster than 20 miles an hour and that feels very risky.  I just want to declare that 

before I start. 

 



 

 

Back in 2011 TfL made the first decision to allow powered two-wheelers and motorbikes in bus lanes and I 

understand that TfL is now trying to persuade boroughs to open up their bus lanes to motorbikes.  Lilli, for 

you: what is the case that you make to boroughs to persuade them to open up their bus lanes for powered 

two-wheelers and what are the reasons that they give if they are reluctant to do so? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  It is similar to the point I have 

just been making about separating in time and space vulnerable road users like cyclists at junctions.  There 

have been benefits seen in allowing motorcyclists their own safe access to bus lanes where they are then 

not interacting with general traffic. 

 

Caroline Russell AM:  Is that benefits for the motorcyclists? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes, I am taking it from that 

perspective.  The monitoring that was done for the two trials on motorcycles in bus lanes did not show a 

negative impact during that monitoring period on other vulnerable road users -- 

 

Caroline Russell AM:  On pedestrians or -- 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Cyclists.  On that basis and 

because it was seen to be advantageous to the motorcyclists and not deleterious to other road users, that 

was the decision.  It has been widely welcomed by those groups.  The problem we now face is that we have 

quite a patchwork of different regulations across London if you are going from one borough to the next 

across your journey and motorcyclists are therefore having to constantly check the signs to see whether 

they can be in or out. 

 

We have worked with boroughs such as Wandsworth, which had a particular issue with motorcycle KSIs, 

which subsequently have allowed motorcycles into to their bus lanes.  It has really been on a case-by-case 

basis, looking at it, working directly with those boroughs, but of course it is a policy within the draft MTS 

to encourage more boroughs to open up their bus lanes. 

 

Caroline Russell AM:  Have you been monitoring the collisions with cyclists or pedestrians?  When you 

have motorbikes in bus lane and if you have people crossing a road, they might not see a motorcyclist 

coming, maybe quite fast, in a bus lane if the other traffic is stationary.  Have you seen a rise in either 

collisions involving pedestrians crossing roads where motorbikes are involved travelling in bus lanes or 

collisions with cyclists?  Particularly, it tends to be at the junctions where the conflict comes with cyclists 

and so I suppose that goes back to the advance stop line (ASL) argument rather than them actually being 

in the bus lane, but if they have been in the bus lane, then they are occupying the left-hand part of the 

ASL or bike box, which is the bit that the cyclists would normally congregate in. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Yes.  I am not sure I totally 

follow the landscape that you have laid out there, but the basic point is whether we are monitoring it.  We 

monitor the whole road network.  That is a question I need to take away and just check. 

 

Caroline Russell AM:  Could you?  It is really important that we check.  If there is no increase in collisions 

involving pedestrians and cyclists where motorbikes are in bus lanes, then that is fantastic.  However, 

certainly Living Streets and LCC are really concerned about motorbikes in bus lanes and have raised with 

me specifically how it is compatible with the Healthy Streets initiative, where, for instance, noise is one of 

the factors that makes a healthy street.  If you have motorbikes in bus lanes, it is just increasing the faster, 



 

 

noisier traffic that is next to the people who are walking on the pavements.  Yes, if you can give us those 

figures, it would be fantastic. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We will have a look.  I will see 

what is possible. 

 

Caroline Russell AM:  Thank you. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Can I just comment on this?  

When it comes to the feed-in lanes at the left-hand side of a bus lane as you go towards the lights and the 

ASL box, that is a cycle facility, not a shared-use facility.  One thing we have always discouraged and 

actually made quite plain is that a motorcyclist should not use those.  The filtering element should really 

be on the outside. 

 

There is an interesting link to the ASL thing because, if ASL use was allowed, you would end up with a 

situation where the powered two-wheeler is alongside the bicycle and therefore no threat to the bicycle on 

pull-away, whereas at the moment you do have them coming from behind on occasions. 

 

The speed element is something which needs to be addressed continually as part of overall speed 

management and reduction.  Clearly, nobody is going to be supporting this big disparity of speed. 

 

In terms of commenting on the general acceptability, one of the interesting factors that came out from 

TfL’s research back in 2011 was that user surveys showed a much higher level of acceptability of 

motorcycles in bus lanes than the cycling groups were prepared to admit.  In fact, I remember sitting in this 

very room when there was an inquiry on it by a previous Committee and I had to basically ask the LCC 

representative whom he was actually representing.  There is greater acceptability than perhaps is apparent. 

 

I understand the issue of apparent threat and fear of vulnerability.  We have to continue working on and 

improving all the time the standards of motorcycle ridership within bus lanes and elsewhere, but the fact is 

that it does not overall impact on vulnerability and certainly helps to reduce vulnerability amongst powered 

two-wheeled users and that can only be a good thing.  It is one of those cases where rolling it out is 

important. 

 

In the boroughs, the patchwork does need to be addressed.  I have to say that a lot of that patchwork is 

down to some extremely strong views which are misinformed amongst certain transport committees in 

certain boroughs, and I do feel that whatever TfL can do to help shed a bit more pragmatic light on this 

issue can only be helpful in the industry.  I am certain the riders’ groups as well would support those 

efforts. 

 

Caroline Russell AM:  Would you support a 20-mph limit for those bus lanes for powered two-wheelers? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  The speed limit should be 

set according to the conditions of the road at the time.  This is a wider issue but whatever was agreed or 

decided as being best for that road’s environment we would support. 

 

Caroline Russell AM:  If this data that Lilli [Matson] is going to helpfully look for in terms of whether 

there has been a change in the experience of vulnerable road users - people walking and people who are 



 

 

cycling - because of the bus lane use, then you would see that that could be something that would need 

to be looked at again? 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Everything has to be taken 

in the round because do not forget that there is powered two-wheeler user vulnerability here as well and 

so -- 

 

Caroline Russell AM:  Of course.  I totally accept that. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Removing access actually 

increases our vulnerability as has happened in some boroughs and that is really a bad thing. 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  It is 

the consistency or it is the lack of consistency currently that may lead to issues because, depending on 

where you are, maybe there will be bikes in the bus lanes and maybe there will not.  People who ride or 

who travel on a regular route, for instance, if you are a car driver and you are used to driving down a road 

where only bicycles use the bus lanes, then you may not look for motorcycles on a bit of road where they 

can use the bus lanes.  It is consistency.  For riders themselves, it helps a lot if it is consistent: if it is a bus 

lane, we can use it.  If it was the same across London, that would be great. 

 

The lack of consistency at the moment is actually a problem, not just for motorcyclists but for everybody 

else because, unless you know the area, you do not know what to expect. 

 

Keith Prince AM (Chairman):  That is a good point.  I know Philip has been dying to say something. 

 

Philip Marshall (Co-Founder, WeRide London):  I have a few points and one of them was that and the 

weaving in and out of bus lanes.  There are quite a lot of roads where we can use a little bit of it and then 

halfway down that road we cannot use it and then we are back in.  It is incredibly dangerous -- 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  I would say the same. 

 

Philip Marshall (Co-Founder, WeRide London):  -- yes, for a lot of people.  If we were allowed to use 

all of them or none of them, there would be a clear rule; preferably all of them.  The statistics when it was 

done - I cannot remember the figures - were quite phenomenal.  The advantage to using the bus lanes was 

very high.  Those figures definitely need to go alongside each other. 

 

Lastly, TfL is very brilliantly doing all these training schemes.  It is not particularly in the tests.  Should the 

use of bus lanes and things be within there and how we interact with cyclists and pedestrians and buses as 

well -- 

 

Navin Shah AM:  The 2015/16 figures show about 11 boroughs allowing motorcyclists in bus lanes.  Do 

we have the most accurate figure or the latest?  Is it more than 11? 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I do not have an update on 

that.  I do know that in response to the draft policy within the MTS, a number of concerns about the 

proposal to open up all bus lanes have received some pushback from commentators and so there is a very 

live debate about this. 

 



 

 

Keith Prince AM (Chairman):  Thank you.  If we could have the updated data, it would be useful.  

Finally, collision data.   

 

Tom Copley AM:  My first question is: what improvements does TfL need to make to the way collision 

data is collected?  Anna, can I start with you on that? 

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  I am 

sure most of us around this table would appreciate a lot more data about motorcycle collisions.  I cannot 

really comment on exactly how they are doing this at the moment, but what is mentioned here - use of 

mobile devices and integrational collision statistics - sounds like possible advances.  Going back to things 

like loss of control, there are still things that, without some sort of awareness training or something on 

behalf of those who are actually doing this data collection, we may not pick up as rich data as we would 

like. 

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  It is fair to say that TfL 

being in the position it is in has been much more dynamic in terms of adapting and collecting different 

types of data than perhaps central Government has been.  It is interesting.  All the stuff that is being done 

we do welcome. 

 

We were having a think about this internally the other day about what else we would want to know.  There 

are always bits and pieces, but it is building it into an overall coherent set of data-gathering and research 

which is not always an easy thing to do. 

 

I suppose a bit more information about the backgrounds and the lives of the people involved in accidents 

so that we can understand the motivations better, and I know some work has been done on this in the 

past, would make an interesting study. 

 

Tom Copley AM:  Any further comments? 

 

Philip Marshall (Co-Founder, WeRide London):  I did the Bike Safe - it was very good - recently and 

one of the statistics I was surprised to hear, they had figures on the amount of concentration drivers have 

compared to what they used to have.  Something like - and I am paraphrasing completely here - 90% of 

your concentration was on driving 40 years ago or something and it is down to 60% because now we have 

mobile phones and stereos that we are changing, MP3s and whatever.  It is just down much further.  These 

statistics that they are doing on telephones and things like this are very important. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Can I just clarify one thing? 

 

Tom Copley AM:  Absolutely. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  We do not actually collect the 

data, that is a really important distinction.  It is actually the police that collect the data.  We process the 

data.  We talked a little bit about the new recording method.  That has lots of potential benefits in terms 

of the move to handheld devices.  That has not permeated throughout the whole force yet, but it will do.  

That allows -- 

 

Tom Copley AM:  Do you know when it will have permeated throughout the whole force? 

 



 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  I have been told that it is 

over the next five or six months but at the moment only about 2,000 are actually in use.  That will help. 

 

Where we can help is by making the data, once we have it, as available and as transparent as possible and 

that is where we come in.  That is why we have been trying to make it available online and make it more 

readily available on a quarterly basis as part of our general information. 

 

We have been doing some work with hospital episode data, which I have to say has not been incredibly 

enlightening, but we will continue to work with the health institutions to see if there is some chink of light 

in there that really begins to unlock some of these real causes and reasons. 

 

Tom Copley AM:  Are you integrating that data -- 

 

Keith Prince AM (Chairman):  Can I just interrupt for 30 seconds? 

 

Tom Copley AM:  You may, of course, Chairman. 

 

Keith Prince AM (Chairman):  Thank you.  I would just like to welcome our guests from Willowbrook 

Primary School Academy.  Hello there.  How are you?  They are from Waltham Forest.  We are the 

Transport Committee and at the moment we are looking at motorcycle safety and then, after that, we have 

the Deputy Mayor for Transport coming in to talk to us.  I do apologise. 

 

Tom Copley AM:  That is all right.  I was just wondering.  Are you integrating the hospital episode data 

with -- 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Analytically, yes, we are, but 

not in terms of reporting because there is a statutory framework in which we report collisions and 

casualties and so we are not muddying it, if you like, with hospital episode data.  Analytically, that is 

exactly what we are trying to do.  We are trying to find where it matches and where there are gaps 

because, where there are gaps, that is where we might learn something. 

 

Tom Copley AM:  Thank you. 

 

Keith Prince AM (Chairman):  Thank you.  Is there anything anyone else wants to add before we wrap it 

up?   

 

Anna Zee (Director of Political and Technical Services, British Motorcyclists Federation):  I 

would just like to say one thing with respect to the MTS.  It would help a lot in all aspects of safety if 

motorcycling was fully integrated into this MTS.  It is not at the moment.  There are a lot of good things 

for motorcyclists in the MTS.  Most of them the BMF has welcomed and MAG has probably welcomed 

them as well, but there is one fatal flaw: motorcycling is not a fully integrated part of that MTS. 

 

Keith Prince AM (Chairman):  That is a good point.   

 

Craig Carey-Clinch (Policy Adviser, Motorcycle Industry Association):  Talking about the update to 

the motorcycle safety strategy generally, we have it here.  It is called the Motorcycle Safety and Transport 

Policy Framework.  TfL in terms of incorporating safety training and accreditation is already following parts 

of it, but this outlines the very great benefits the Mayor would find, particularly for thinking about his 



 

 

wider goals and his need to achieve them by the targets being set that motorcycling can contribute to 

that, particularly as motorcycling decarbonises as we go forward.  Certainly, right now, here is a transport 

mode which is overlooked and we will continue to make the case to TfL and also to this Committee. 

 

Lilli Matson (Director of Transport Strategy, Transport for London):  Chairman, I would not want 

to leave you with the thought that the MTS is unintegrated in terms of motorcyclists because at the very 

heart of the MTS is the vision-zero objective.  That is what we have been talking about today and it is the 

focus element in terms of how we are addressing safety which is focusing on motorcycles.  It also talks 

about the role in particular - and it has been picked up - in terms of motorcyclists with deliveries in future 

and other modes.  It is considered as a full and important part of London’s transport network.  It has been 

a consultation and we will be responding to the comments that have been made and have been really 

constructive. 

 

Keith Prince AM (Chairman):  Thank you.  For our young guests, the MTS which everyone keeps 

referring to is the Mayor’s Transport Strategy.  The Mayor is now producing a new Strategy for the next 25 

years and he is consulting with people in London.  You can respond if you want to, if your teachers want 

to help you, as to what you think are the priorities for the Mayor and for London going forward.   

 

With that, thank you very much indeed to our guests.  Thank you very much.  It has really been very 

helpful. 

 


