SOME COMMENTS AND SUGGESTIONS FOLLOWING THE CYCLING STRATEGY MEETING ON 18 JANUARY 2008

TOUCAN ON A3220 
The repositioning of the proposed Toucan on the A3220 is welcome news. I understand that it will no longer be staggered and will now be close to the roundabout. I also understand that the underpass will remain open. 
NORTH – SOUTH CYCLE ROUTE THROUGH THE SOUTHERN INTERCHANGE

As TfL has indicated that there has to be a continuous N-S cycle route, the option of “Cyclists Dismount” is not available. Therefore the directors of Westfield cannot be faulted for choosing another option, the main argument which is holding up their liability and insurance problems. [There may also be DDA matters to be considered.]
CYCLE PARKING

It is good that Westfield’s proposals for cycle parking have not been accepted and are being re-examined. Landscape architects should be able to incorporate high quality cycle parking into the design, rather than relegating most of it to some unseen and unobserved backwater. Having the cycle parking close to the entrances is essential. I note that the Item on TfL’s website concerning Westfield [dated August 2007] says
New cycle routes are planned around the Westfield London development, as well as new cycle parks, which will provide approximately 570 cycle spaces and be situated at the main entrances to the development. In addition, a cycle parking facility will also be available at the new Wood Lane station.
http://www.tfl.gov.uk/assets/downloads/white-city-development.pdf
PLANS FOR THE UXBRIDGE ROAD TOUCAN / ASL’s
I have always pressed for a review of the arrangements for pedestrians and cyclists in the area of the Southern Interchange application which lies on LBHF Highways land, ie the Uxbridge rd / Shepherds Bush Green. In the Cycling Strategy the carriageway is considered not recommended for cycling as it is not indicated as a recommended route on cycle maps. Discussion at these meetings concentrates on the Westfield property and not the LBHF Highways land.
I understand that there was a meeting a few days before the Cycling Strategy meeting which discussed these Highways aspects, to which I was not party. It is pleasing to hear from Halcrow that there will be an ASL on the eastbound approach to the Toucan crossing on the Uxbridge rd, but unfortunately there will not be one for westbound cyclists.
I believe the Uxbridge rd Toucan crossing is too narrow [ie people standing shoulder to shoulder waiting to cross] and the location is needlessly pushed to the west. Waiting space is cramped by the proximity of buildings, and the space for people passing along the Uxbridge road is restricted by people waiting to cross. Cyclists are also using this crossing and there needs to be adequate space to reduce any conflict with pedestrians.
I believe that the crossing size and positioning is determined by the 48m queue length for buses turning left from the Uxbridge rd into the bus stands, and the 48m queue length for westbound buses that have left the bus stands and are waiting at the toucan crossing.

NEITHER OF THESE QUEUE LENGTHS IS ESSENTIAL.

The buses routes involved in these movements are:



buses/hr at peak
bus length/m

207 


10

18

607


6

18
237


7.5

9.9

260


5

10
total


28.5

[from http://www.londonbusroutes.net/details.htm]

At the moment the signal cycle length at the Holland Park Roundabout is 80 secs, giving 45 signal changes / hour. 

If the buses arrive randomly we can estimate the distribution of buses arriving over these time slots using the Poisson distribution. If we want to distribute 28.5 arrival events randomly over the 45 time slots in an hour, 28.5 / 45 = 0.633 is the probability of a bus arriving during a given time slot, and is used as the variable mu. This is plugged into the formula to give the distribution probabilities, and these multiplied by 45 to give the following occurrences - rounded to nearest digit.
Number of buses arriving per time slot


0
1
2
3

Number of times this happens / hr


24
15
5
1

The number of buses that arrive in these groups
0
15
10
3 
=28
ie in one hour there are 
24 signal cycles with no buses arriving

15 signal cycles with only one bus arriving, accounting for 15 buses
5 signal cycles with two buses arriving, accounting for 10 buses
and only 1 signal cycle when 3 buses arrive, accounting for 3 buses
[ see http://www.ciphersbyritter.com/JAVASCRP/BINOMPOI.HTM#Poisson]

Now the buses leaving the bus stands have to load at the 2 bus stops allocated for right turning buses, so it is unlikely that there will more than 2 buses leaving the bus stands in one light cycle. If there are more they can easily hold back to the next light change.
 [I note that the rear bus stand is only 24m long. Will this cater for the loading of two 18m buses?.]
For buses approaching  the bus station from the Uxbridge rd it is not a great hardship if once an hour when 3 buses arrive if one bus is held back at the toucan crossing lights.
So the maximum queue distance can easily be reduced to 2 x18 = 36m and perhaps add a metre for spacing =37m.
This would allow a review of the position and size and arrangements of the crossing, to the great benefit of pedestrians and cyclists
20 MPH LIMIT

As no complete cycle route is available E-W and W-E through the Southern Interchange Planning Application area, and a particularly difficult stretch lies to the west of the Toucan crossing, serious consideration should be given to a 20mph speed limit in the area.
ROAD PROFILE

I notice that for buses arriving from the Holland Park roundabout and turning right into the bus stands, the present road contours would mean that a bus would have to traverse the equivalent of a hump back bridge. I mentioned this to Joel Adams after the meeting and he said that the gradient profile is being studied.

CYCLISTS AS SHOPPERS
At the meeting I said that Dave Holladay had advised me of some data praising the value of cyclists as shoppers, and pointing out that the significance of this value was underappreciated. 
The article is 
“cycling: the way ahead for towns and cities” produced by the European Commission.  
[see http://ec.europa.eu/environment/cycling/cycling_en.pdf at p20]
Bicycles and shopping
The equation ‘vitality of commercial enterprises = access by car’ is very far from being borne out in the facts. The contribution made by customers who arrive by public transport, bicycle and on foot is greatly underestimated, as is the negative impact for our towns and for the urban environment of the building of large supermarkets and thousands of parking places on the periphery. 
A study carried out in Munster (Germany) reveals a number of unknown facts. The study concerned three supermarkets or self-service grocery stores (where the range of products available is sufficient for ‘a big shopping’ to be done once a week or every two weeks) and a department store which also sold other goods (clothes, boutique, luxury articles, etc.).

• Motorists are not better customers than cyclists, pedestrians or the users of public transport. In certain categories, cyclists are even the better customers. Because they buy smaller quantities each time they go, cyclists go to shops more regularly (11 times a month on average, as opposed to seven times a month for motorists) and are thus exposed more often to temptation.

• Motorists are in the minority (25 to 40 % of customers, depending on whether it is a weekday or a Saturday) in shops in urban areas. 
• Hardly 25 % of motorists leave a shop with two or more bags of goods (as opposed to 17 % of cyclists). Therefore, three-quarters of motorists have nothing to transport which would prevent them from using another mode of transport.

• Given the distances involved, the destinations which follow a visit to a shop, and the quantities purchased, the study concluded that a large number of motorists could often in fact do without their car when shopping.

It must again be stressed that the vitality of commercial enterprises is connected to the quality of the environment. In Berlin, more movements within districts were recorded after the general introduction of a 30 km/h speed limit apart from on major routes. The increased mobility sometimes reached 40 % for trips between home and the shops.

Similarly, a survey carried out in Strasbourg indicated that there was a more than 30 % increase of visits to the unchanged shopping area after pedestrianisation and closure to through traffic in the town centre.

A survey carried out among 1 200 consumers in Bern established as an annual average the ratio between the value of purchases made and the parking area used by each customer. The results showed that the ratio of profitability to parking was highest in the case of cyclists: EURO 7 500 per square metre. Motorists came next with EURO 6 625 per square metre.

This is paradoxical when we consider that cyclists have no boot in which to put their purchases and are thus forced to limit the quantities they buy.

I HOPE THIS IS HELPFUL
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