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Chair’s comment
It sure is an interesting time in the world
of cycling in Cambridge. Consider the
recent decision by the City Deal Board to
not fund any bicycle routes that would
allow people to cycle more than two
miles. Two-thirds of the people cycling
in South Cambridgeshire do more than
this every day. Thousands of people are
proving the board wrong. We argue that
these routes are economically important
for everybody.

If you like what you see in this newsletter, add your
voice to those of our 1,100 members by joining the
Campaign.
Membership costs are:
£3.50 Budget (no paper newsletter will
normally be provided)
£17.50 Individual
£22.50 Household
£100 Donor

We look at the problems caused by
building terrible bicycle infrastructure. A
good case in point is the ‘other busway’
between Luton and Dunstable. Built by
the same people, it even has a
maintenance track. But simple design
choices have made it less than useful. It
doesn't provide a viable alternative to
sitting in traffic jams.

For this, you get six newsletters a year, discounts at a
large number of bike shops, and you will be supporting
our work.
Join now on-line at:
www.camcycle.org.uk/membership

We also have lots of discussion about
buses. This may appear strange for an
organisation that cares about people
cycling. This is because the City Deal
Board has prioritised bus transport along
major routes. I fear this may mean
removing bicycle lanes and replacing
them with bus lanes, as well as
removing trees. This is despite buses
being less space-efficient than bicycles,
and most of the delays occurring at
junctions and at bus stops. We also
consider that the best way to solve the
bus priority problem is to stop

Cambridge Cycling Campaign was set up in 1995 to
voice the concerns of cyclists. We are not a cycling club,
but a voluntary organisation promoting cycling for
public benefit and representing the concerns of cyclists
in and around Cambridge.
Registered charity number 1138098
Our meetings, open to all, are on the first Tuesday of
each month, 7.30pm for 8.00pm until 10.00pm at the
Friends’ Meeting House, Jesus Lane, Cambridge.
Elected Committee Members
and Trustees 2014-2015
Chair (and Charity Chair) – Robin Heydon
Co-ordinator (and Charity Secretary) – Vacant
Treasurer (and Charity Treasurer) – Chris Dorling
Events Officer – Vacant
Liaison Officer – Martin Lucas-Smith
Membership Secretary – Sue Edwards
Planning Officer – Colin Rosenstiel
Press Officer – Vacant
Recruitment Officer – Tom McKeown
Schools and Outreach Officer – Vacant
Web Officer – Neil Spenley
Campaigners – Richard Burgess, Monica Frisch, John
Hall, Oscar Hughes, Richard Jennings and Al Storer

congestion happening at those junctions
and stops in the first place.
Of course, it is not all bad news. Work
has finally started on the new Cycle
Point at the old station. I'm hoping that
my prediction of its 3,000 spaces filling
up won't be reached too quickly. I did an
entirely unscientific count of bicycles
parked at the station the other week and
counted over 1,000 at about lunch time.
Admittedly, some of those were hanging
from a forklift truck moving them around
the building site. Once the Cycle Point is
open, I'm sure we'll all be happy. But
until then we have that excellent game
of ‘find my bicycle parking’ to play.
Work on the new station is going to be
delayed. These delays are mostly selfimposed. The station has moved from
being a county council project to being a
Network Rail project. This means at least
a four-month delay so that Network Rail
can reapply for planning permission. But
it also means that there is a significant
opportunity to educate the railway
infrastructure company about safe cycle
routes to the new station, and not just
ignore those who cycle to a station.
Campaigning for cycling is not getting
any easier, but with your help we can at
least make sure that everybody knows
the facts, and the ideas we have for
solving Cambridge's traffic problems.
Robin Heydon

Campaign Strategy Day
In order to focus and use our resources to the best extent possible, we are pleased
to announce a Campaign Strategy Day on 26 April. More details can be found on
CycleScape at: http://camcycle.cyclescape.org/threads/1698 . If you would like to
attend, please indicate accordingly at the following URL:
http://doodle.com/bqkuviyaewndxppv .
If you think we could do something different, campaign for something new, or
change the style in which we currently are campaigning, then please consider this
your invitation to make a difference.

Contacting the Campaign
Cambridge Cycling Campaign
Llandaff Chambers, 2 Regent Street
Cambridge CB2 1AX

Also in this issue

(01223) 690718
www.camcycle.org.uk
contact@camcycle.org.uk
Twitter: @camcycle
Facebook: CambridgeCyclingCampaign
Newsletter Editor – Paul Unwin
This newsletter is printed on FSC approved paper by
Cambridge Copy Studio
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City Deal and the Chisholm Trail

Cyclists riding across Ditton Meadows east of the site of the proposed bridge.

[Reach Ride 2014]

At the City Deal Board's meeting of 28 January the Chisholm Trail was
included for prioritisation in the first five years of Greater Cambridge City
Deal projects. This is a huge step forward for a project the Campaign first
proposed in 1998, and vindicates 15 years of campaigning for this route.
The £8.4 million approved unanimously by the City Deal Board will
enable the Campaign's vision to become a reality. The Campaign looks
forward to working with the Greater Cambridge City Deal Board,
associated councils, planners and landowners to resolve implementation
details and deliver the Chisholm Trail.

KEY to routes shown
Track beside existing Busway
Indicative route in Campaign
briefing note
Indicative route in draft local
plan

The Chisholm Trail is the Campaign's proposal for a world-class cycling
and walking route joining the north of Cambridge city to the south. It will
provide a direct cycling and walking connection between numerous
employment, retail and residential areas, and two major transport hubs
upon completion of the Science Park station.
By replacing many difficult driving routes with a new attractive, easy and
quick cycling route, it will free up road space and reduce congestion.
Accordingly, it will benefit both people on bikes and those in cars. The
central section offers opportunities to create a linear park: adding
greenery to the city, and providing opportunities for both leisure and
utility trips, on foot or by bike.
Two key sections of the Chisholm Trail have already been built, again as
a result of our long-term campaigning efforts. These are the sections
from Trumpington to Cambridge Station and from Orchard Park towards
Huntingdon. Construction of a third section, from Orchard Park to the
new Cambridge North (Science Park) station, is also underway. This
approval by the City Deal Board will complete the final, central section.

Green Dragon Br.

Riverside Br.
Abbey

The Chisholm Trail, named for its proposer and principal campaigner Jim
Chisholm, alludes to a nineteenth-century cattle trail in the American
Midwest. Far from driving cattle to slaughter, Cambridge's Chisholm Trail
will breathe life into the city: connecting communities, opening up new
green space, and relieving daily congestion issues.
Tom McKeown

Background map
© OpenStreetMap

Ditton Meadows. The proposed bridge over the River Cam will be
close to the existing railway bridge.

Location map.
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Progress on vital link
There has been significant progress on the Abbey to Chesterton Bridge, a vital link in the Chisholm Trail. Indeed, the Atkins
feasibility study says ‘it is considered that the construction of
any other discrete sections of the proposed routes would yield
few benefits for cyclists and pedestrians without a new crossing of the River Cam. These sections would provide routes
with a higher proportion of Off-Road cycleway, but with only
slight reductions in journey lengths.’

close to the existing railway bridge would be preferable to one
further away, but this is subject to the constraints of Network
Rail, the possibility that the existing railway bridge might need
to be altered at some point, and concerns about safety.
Discussions are continuing.

Issues

Now, not only has full funding been secured for the bridge,
with the agreement of the City Deal, but a specialist firm of
architects has been appointed. It was announced on 25
February, at a public meeting about the bridge, that Knight
Architects ( www.knightarchitects.co.uk ) had just been chosen.
Knight Architects specialise in designing bridges and as such
are familiar with the challenges, including, for example, trying
to reconcile demands from wildlife experts to keep lighting
levels really low, to avoid light affecting bats and other
wildlife, with the desire for better lighting from the Highways
Agency. Their director was responsible for the Millennium
bridge: a pedestrian and cycle bridge over the River Tyne,
linking Newcastle and Gateshead, which tilts to allow shipping
to move along the river. [see photo]

As the architects have only just been appointed there are no
designs for the bridge yet, but they were made aware, at the
public meeting, of many of the issues that will influence the
design. There is much concern that the bridge, and more
specifically the access ramps, will spoil the beautiful riverside
landscape of Stourbridge Common and Ditton Meadows, and
harm the wildlife. Indeed, the first objective of newly-formed
Friends of Ditton Meadows is 'to protect Ditton Meadows from
the current threat of development, namely the proposed new
bridge across the meadow'. Here, may I correct an error in our
briefing note about the bridge ( www.camcycle.org.uk/
campaigning/cycleroutes/chisholmtrail/ ). Our research was
not thorough enough and we overlooked the fact that the
Central Conservation Area was extended in 2012 to include
the Stourbridge Common and Ditton Meadows areas.

It also became clear at the meeting that negotiations with
Network Rail may mean that the new bridge can be closer to
the existing railway bridge than originally thought. The
consultation suggested it would be 30m to 60m from the
bridge. It seems generally accepted that a new bridge quite

There are also worries about the impact of construction on the
meadows. A compound would be needed, with welfare facilities for workers such as toilets, and including access for
construction vehicles and materials. The county council
officers at the meeting emphasised that contractors would be

Key
Indicative route in Campaign briefing
document

N

Indicative route in draft local plan
Main off-road cycle routes
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500 metres
Detail map of of Stourbridge Common and Ditton Meadows.

Base map © OpenStreetMap contributors
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to the railway line
could reduce traffic
on the path through
the middle of the
area, from the river
to Wadloes Road.

More importantly,
the bridge must be
seen, as explained at
the meeting, in the
broader context of
the growth of Cambridge and the need
to keep Cambridge
moving. It is, as
already stated, an
important part of the
Chisholm Trail (see
map) and will enable
Proposed location of new bridge over the River Cam east of existing railway bridge (looking south).
many more people to
move easily between
required to survey the site for the compound and to reinstate
the city centre and the east of Cambridge (Abbey Ward) across
it to the original condition once work had finished. We note
the river to Chesterton, the Science Park, the station now
that work on the Sheep's Green bridge and access ramps was
being built nearby, northern Cambridge and further afield. Nor
completed in spring 2014 without lasting damage to the
is it just for cyclists; pedestrians will also benefit. It was
environment.
explained at the meeting that discussions had already begun
about accessibility requirements and making it suitable for
wheelchair-users and others with disabilities.
The bridge in context
Cambridge Cycling Campaign believes that a well-designed
bridge would blend in and enable more people to enjoy the
meadows. We are confident that it can be designed and
constructed to avoid spoiling the meadows or harming the
wildlife. Indeed it may be possible to include enhancements to
the habitats as part of the project. Furthermore, a route closer

Our new briefing note, prepared especially for the meeting,
provides more background to the Chisholm Trail and its many
benefits, and some of the issues around the bridge. It has been
circulated to key stakeholders and can be downloaded from
our website.
Monica Frisch

Introducing the new editor
As a member and supporter of the Campaign of several years, I
have for some time considered volunteering my time to
become more involved. After reading the recent
announcement that the Newsletter was without an editor, I
decided to offer to take on the role. I work currently as a
postman in Cambridge and was, until recently, one of the few
people lucky enough to ride a bicycle as part of my working
day. Before moving to Cambridge, I spent several years
overseas as a magazine staff writer and English editor.
My predecessor, Monica Frisch, has stepped down as editor
after leading the Newsletter for seven years, and I am sure you
will agree that during her tenure the quality has been
consistently high. I have always felt when reading the
Newsletter that it is the product of a very dedicated and
experienced team – and this has only been confirmed since I
began work on the last issue. This edition will be the first time
that I have seen the whole process of newsletter production
through from start to finish – I hope you feel it reaches the
usual standards, and continues to represent Campaign issues
in an engaging and informative way. In future I wish, in
particular, to build on the visuals and presentation of the
Newsletter – partly by including more high-quality images
from our volunteers. If you would like to contribute with this
then please let me know.

It is clear to me that we have many committed members who
provide the Campaign with much knowledge and experience. I
have already met some of you, and I look forward to meeting
many more of you in the future. I am sure you will be able to
assist in highlighting the matters you feel most worthy of our
attention. If you do have a particular article in mind, I would
certainly be interested to hear about it: I can be contacted by
email on contact@camcycle.org.uk.
I would like to thank Monica Frisch for her continued
assistance with all newsletter issues. It has been very valuable
for me to have the benefit of her advice and expertise,
particularly in areas where my experience is limited. I have no
doubt that the Campaign as a whole would like to give thanks
for her great commitment in so successfully producing the
Newsletter for such a long period. Monica continues to provide
her support as a campaigner. John Hartland has also provided
me with a great deal of help, and many thanks to him for
agreeing to continue for a time to lay out the Newsletter, and
for involving me in the process. Thanks also to the newsletter
team, who are ever-ready to correct, comment on, and
scrutinise the articles we produce. These are all vital tasks in
maintaining the high standards we have come to expect.
Paul Unwin, Newsletter Editor
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CLOCS away
Lorry and cycle safety scheme takes off in
Cambridge
Some may know that last year there was a series of fatal
crashes in London involving construction traffic and cycles,
and unfortunately these accidents are continuing to happen.
Fewer will know that within London for a number of years
Crossrail has run a scheme requiring higher standards of driver
training, and reporting of traffic incidents for construction
traffic involved with that project.
This scheme has been developed and extended by both
Transport for London(TfL) and some London boroughs, and it
will soon be extended to Cambridge which, as I understand it,
will be the first location outside London.
There are three components of the London scheme that have
come together under a CLOCS (Construction Logistics and
Cycle Safety) banner, although each component can be
operated independently. Many major construction projects
within London now require all drivers and vehicles, and
reporting of incidents, to meet these higher standards, be they
for contractors or subcontractors.
First and foremost is driver training. All those operating large
goods, passenger or utility vehicles are required to have
continued training in order to maintain their licence. One
option is a registered Certificate of Professional Competence
‘Safe Urban Driving’ (SUD) module. This normally involves half
a day desk training and half a day on a cycle in a local urban
street network. That sort of environment would assume Level
3 Bikeability competence. This SUD option must form part of
their training.
Secondly, all vehicles must be equipped with the latest
standard of mirrors and side-guards. Retrofitting mirrors,
including ones to help drivers see the vulnerable area just in
front or on the left-hand side, is cheap and easy. Currently,
national law exempts certain construction vehicles, such as
tipper, skip and concrete lorries, from having side-guards. This
is because such vehicles may go off-road where such guards
could risk grounding, either causing damage to the guards, or
stranding the vehicle. In fact, very few such vehicles now
encounter such conditions. In addition, many construction
vehicles have greater ground clearance leading to a higher
cab and consequential reduced close visibility.
Finally, there is a higher level of reporting to management
required for all such construction vehicles on these contracts.
Even ‘damage only’ or other infringements must be reported
up through the chain to the ‘customer’. This makes it more
likely that poor standards of driving, vehicle maintenance or
generally poor supervision will be picked up at a higher level
before a more serious incident occurs.

should congratulate the University for its actions. It is difficult
to see a better local organisation to take the lead on such
issues.

Can we fly higher?
Of course we can, with extensions to such schemes. In London
many bus drivers are now required to have completed SUD
courses, Stagecoach East included. When the Campaign
approached Stagecoach in Cambridge over a year ago about
such courses, we were not dismissed, but told that until such
courses were available locally it was considered neither
practical nor economic. They are now, and I gather that
Stagecoach Cambridge expects all its drivers to be trained by
May. All three of our local authorities have control of HGVs
and drivers, even if only as contractors or subcontractors. Now
that training is available locally should not training of these
drivers be a requirement? I’ve heard that the city council is
seriously considering this scheme.
Also available within London, and covering a wider range of
vehicles, is FORS (Fleet Operator Recognition Scheme). This
covers a wider range of vehicles and compliance with these
standards is compulsory for any organisation obtaining
contracts with TfL. I’ve seen FORS stickers on a variety of
vehicles in London. At least one local transport company has
joined the FORS.

Nothing is perfect
A class of vehicles that’s becoming more common is ‘mobile
plant’. Did you know that to drive a huge mobile crane requires
little more than a car licence? They are neither goods nor
passenger vehicles, and hence fall outside much current
legislation. Not only is there an increasing number of mobile
cranes on our roads, but also of concrete batching vehicles.
These are not the familiar ‘ready-mix’ trucks, but ‘mix-on-site’.
For some specialist operations these can be justified, but the
suspected reason for growth is the far, far lower rate of tax for
such vehicles.
Jim Chisholm
Much of the information about London schemes is available
on the web. See: http://www.clocs.org.uk/ ,
http://www.drivercpctraining.org/c-driver-cpc-tfl-safe-urbandriving.php and
http://www.forsonline.org.uk/

So how is this coming to Cambridge?
In order to kick off such a scheme a large organisation needs
to take a lead. In London this was Crossrail. The University of
Cambridge Estates Division has taken the lead here. A
Cambridge CLOCS scheme is covering all construction
contracts for the University estate. Initially this is voluntary,
but from October these standards will be mandatory. We

Bitumen lorry
blocking cycle
lane.
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The great GMT/BST debate
As this newsletter comes through your door, it's probably
around the time the clocks are going forward, so not the time
of year the great GMT debate normally happens. That is when
the clocks go back in the autumn and people moan about it
suddenly being dark before 5.00pm. The popular press blame
those ‘up north’ or ‘the Scots’ for us having to have GMT at all,
since surely BST all year round would be fine in the South.
Keeping BST all year round is said to be positive in that it
would allow us to use the daylight better, but in reality it
would have significant disadvantages.
I'd like to explore how not reverting to GMT in December and
January would affect us in this relatively southerly location
and particularly those on bicycles, especially children cycling
to school, who are of course never considered.
As far as I can tell from observing traffic and parked cycles in
the morning, most schools in Cambridge seem to have their
registration shortly before 9.00am, some perhaps as early as
8.30am. My general experience of ‘rush hour’ from various
times of cycling to work is that the morning one is extremely
intense between 8.00 and 9.00am because schools and most
jobs start around a similar time. However the evening one is
much more spread out, with many schools finishing as early
as 3.00pm, and none finishing later than 4.00pm. If I am on
the road around 4.00pm the motor traffic is noticeably less
than it is at either 5.00pm or during morning rush hour. I'd
also say that I tend to experience more bad or inconsiderate
driving in the morning than the evening, as people have
somewhere to get to ‘on time’ so tend to be less patient, so I
would argue that having the morning rush hour happen in
daylight is more important than for the evening rush hour.
Assuming that a child has a 20 minute cycle ride to school,
which is probably far longer than most, it is only around the
period of the solstice when sunset is before 4.00pm.
Therefore it is probably only in December, and the first week
or two of January, that they will even need lights, let alone
have to cycle in conditions of total darkness rather than dusk.
For the darkest two weeks of the year, the schools are closed.
So having extra daylight in the evening wouldn't necessarily
be of great advantage to them for travelling to and from
school.
Let's consider the mornings. In early January, when the
schools went back, it was still dark at 8.00am – that's 9.00am
in BST. Not great for cycling to school. By mid-January, there
was what I'd call semi-light at 7.40am. Or in BST terms, about
when most children seem to be arriving at school. By 11
February, it was actually just light at 7.30am, or the BST
registration time for some schools. So that's well over a
month of cycling to school in darkness or semi-darkness. I
think that's a month when parents will be more reluctant to
allow their children to cycle to school.
What about us workers? For that same month or so, we'd be
cycling to work in the same conditions. But as our day tends
to be longer than a school day, we'd still be going home in
the dark or near dark even with ‘longer evenings’ which would
extend to 5-6.00pm rather than 4-5.00pm. As many of us have
a longer commute than children, that would be a lot of extra
cycling in the dark, and not getting to see any daylight. I
really appreciate my morning daylight ride to work as it's the

Hobson Street.
only time I'm out in the fresh air and actually get to see
daylight at all.
There was, in my opinion, a spurious argument made last
October when the clocks went back that the ‘longer evenings’,
if we stuck to BST, would allow children to do outdoor sports
and this would be good for obesity. If the pitches aren't
waterlogged I suppose. Walking or cycling to and from school
is probably just as good for health and the prevention of
obesity, and that could be a daily occurrence, setting good
habits for a lifetime in work. I think the number of children
who would be disadvantaged by dark mornings would
outnumber those who really wanted to play football or hockey
in the evenings after school.
One aspect of this which I do think needs changing in any case
is the date of the spring switch from GMT to BST. In the
autumn, we are a month past the equinox when the clocks
change. In fact, on my very early work mornings once a week,
these are uncomfortably dark by the time the clocks do
change. But the clocks go forward in spring around a week
after the equinox, on the last Sunday of March. Looking at my
diary, by 1 March, the sun rises at 6.46am (7.46am BST). From
the point of view of those cycling home from work, wanting to
play football after school, and gardeners everywhere, I'd
campaign for BST to start the first Sunday of March, as I can
see so many benefits to that, and very few disadvantages.
Heather Coleman
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Station Cycle Point – 250 days and counting?
By the time you read this it may only be 250 days until the
new 3,000-space cycle park at Cambridge station is open.

Anglia about in early November. As at mid-February I can still
see a few of the insecure fixings in use.

We’ve waited a long time for major improvements here, but on
29 January work formally started with the Undersecretary of
State for Transport, Robert Goodwill MP, using a shiny spade.
{insert photo}

So what of the new cycle park?

Unfortunately, but probably inevitably, this start has created
chaos, although I’m sure it could have been better managed.
On the first or second day of the initial route changes, I
encountered a lost-looking man, and he was one of the
Abellio managers! He said ‘This isn’t what was planned!’
Clearly the contractors had not understood the plans. The
current cycle and pedestrian routes are confusing, and I fear
that the volumes of such flows are not what a contractor
would expect.
Also adding confusion was the double move of the cycle
parking, together with poor signposting of the changes. Not
only is the new cycle park construction underway, but a start
is being made on the new station square, and the new
building, ‘One the Square’, which will have shops and cafes on
the ground floor with office
space above. Next, I expect to
see the old Mott Macdonald
building on the corner
demolished.
I have concerns about the
security of the new racks,
which I told Abellio Greater

The construction site and the Undersecretary wielding his spade.

When it is opened it certainly won’t look finished, as the hotel
that wraps around the front will not be complete. There is a
question over when exactly the cycle shop and hire will open,
but I’ve been told that a full formal opening is expected in
June. For those who are new to this issue, and possibly others,
we never won the case for a cycle park where you could ‘just’
cycle up to the bike racks. There will be ramps up which a bike
must be pushed, although these will be far less steep than
some elsewhere in Cambridge (the local flats and some
college facilities for example). The steeper ramp does mean
more bicycle spaces in the same area, and the design is
supposed to discourage cycling within the park as that is seen
as a safety issue. We’ve asked again and again for a link from
one of the cycle park floors to the new footbridge. The words
‘passive provision’ have been mentioned, but train operating
companies are reluctant to commit to such a link because any
new gates to the station would need to be staffed. Perhaps
when the existing entrance has been modified, and is still
congested, there will be a change of mind. We have an
opportunity to apply pressure, as part of the consultation over
a new franchise in this area due to start in October 2016.
Jim Chisholm
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Busway cycling links near station

é

Two new links to the Busway near Hills Road bridge are now
available to cyclists. This one between the signalled crossing
on the bridge and the Busway near the signal box is a bit
problematic – twists and turns and the bollards to stop it
being used as a car through route mean drivers are using these
ends as parking spaces, so blocking the cycleway. However it
is being extremely well used by Hills Road college students on
foot on their way to and from the station.

é

Location Map

This link is potentially much
more helpful, linking as it
does through Clarendon Road and
Shaftesbury Avenue to Brooklands
Avenue. It starts just where the
guided part of the Busway starts. Go
under an overhanging building and
straight on into the older existing
streets. While a little further round,
this actually makes it possible to go
from the station to Brooklands
Avenue, which isn't permitted from
Brookgate (the new road joining
Hills Road) at the Hills Road
junction, and also avoids that
junction going towards the station.
David Earl
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Briefings…
DO WE REALLY NEED EXPENSIVE BUS LANES?
The City Deal proposes bus lanes on long sections of several
major routes into Cambridge, but these will be both
expensive and controversial, and early delivery will be
difficult. It is important that buses don't get delayed by slow
queues of private car traffic, but is there a more cost-effective
way of delivering benefits? I hope I can show there is, and
that it works elsewhere.
Both Milton Road and Histon Road provide obvious obstacles
to otherwise effective bus routes down the Busway, from the
Busway, nearby villages and Park & Ride, but bus lanes
through much of their length would be extremely costly and
provide little extra capacity on many sections.
It is not the capacity of the roads that is the problem but the
capacity of the junctions at the ends. Reduce the flow on
those sections of road and there would be no queues to and
from the junctions and a huge reduction in bus delays.
So why are bus lane schemes so expensive? Buses are heavy.
The damaging power to road structure of a single loaded bus
is more than that of around twenty million bicycles! (The
damage is proportional to the fourth power of the wheel
weight: say 60kg and 4 tonnes.) This means that unlike for a
cycle lane or footway, miles of services such as water, gas,
electricity, telephone or cable would need to be moved or
specially reinforced before any other work started. ‘Statutory
Undertakers’ work can take months of disruption and cost
many millions.
If any compulsory purchase of private land is needed that can
add years to the timescale, and should trees and grass verges
need to be removed outside private properties local
opposition can be forceful.

So how do we achieve the objective at a
lower cost?
Zurich does it city-wide, but SCOOT, an Urban Traffic Control
system already in use in parts of Cambridge, can do it locally.
It is called ‘gating’ or queue relocation:
‘Traditional bus priority measures have failed to provide
continuous priority along congested links and through
oversaturated junctions. Queue relocation techniques have
shown significant benefits in dealing with these issues and
have been introduced at a number of isolated sites.’
We do have similar systems on some busy motorways and it
has been long in use on highways in the United States where
it is called ‘ramp metering’. After these confusing terms you
need a simple explanation:

‘We count them out and we count them in’
On motorways it was realised that when congestion occurs
capacity drops further from that achieved in ‘free flow’, so
regulating flow can, perhaps paradoxically, increase
throughput (a lot of traffic theory and practice in traffic
management is paradoxical). On motorways this is achieved
by placing traffic lights on slip roads, and restricting access to
the motorway if a critical level of flow is achieved. It works!
On the narrow sections of Histon Road and Milton Road when
the traffic is free-flowing, as it is for much of the day and all
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of the night, no significant delays will occur to buses so no
bus lanes are needed.
Nearer to the A14 Northern Bypass there are wider sections
of road with grass verges and few adjacent private properties.
By creating sections of bus lanes here with perhaps two lanes
of other traffic that can be delayed, we can 'regulate' (gate?)
that other traffic into the narrow sections in such a way that
no queues form and buses have a smooth and uninterrupted
journey to the city centre, or at least as far as Arbury Road
and Victoria Road. Between the A14 and Brownlow Road on
Histon Road and The Golden Hind on Milton Road there is
space for some local widening (expensive highway
engineering including removal of trees and grass verges, but
not, in general, outside private houses!). This could allow
temporary stacking of up to 400 cars while allowing free
passage of buses. It might not seem many, but should result
in a very significant improvement in bus reliability.
Of course there are other issues, and a major one, although
apparently remote, is the M11 or A14. Tailbacks down slip
roads onto Highways Agency fast roads can result in serious
crashes, and at busy times the use of 'queue detectors' on
such slip roads may result in traffic leaving such roads having
priority over other traffic. I think this is the reason for such
serious morning peak queues down Madingley Hill. Once
queueing on Madingley Road reaches junction 13 of the M11,
it seriously reduces the capacity down Madingley Hill. The
Highways Agency could veto any traffic management system
if it was feared that slip road queues would increase.
Less of a problem to solve is 'rat-running'. Drivers will take
routes that are longer in distance but shorter in time, often
on unsuitable residential streets, to avoid queues. It may
even take them longer, but they feel less frustrated when
moving than when stationary. 'Filtered permeability', where
access is available only on foot or bike (or even bus) would
be required at a few locations, and a benefit might be gained
by re-location of some existing restrictions. It would take a
surprisingly small amount of private car traffic to be 'gated'
for a surprisingly small amount of time to give big
advantages to public transport.
Any advantage given to buses should result in win-win-win
strongly positive feedback loops:
●

more reliable buses with less delay, means more
services can be run with the same number of buses
hence increasing frequency with little added cost

●

more reliable buses with less delay, and greater
frequency, makes the service more attractive to drivers
of private cars

●

more bus passengers with fewer cars means more
reliable buses with less delay and perhaps lower fares.

The current situation with more private cars resulting in
more delays and less reliability for public transport reduces
the attractiveness of public transport, resulting in strongly
negative feedback loops.
Work here cannot solve all the problems of congestion, but
increasing peak hour bus reliability from, say, 80% to 95%
should bring us closer to a tipping point where public
transport or bike is the obvious mode in and around
Cambridge.
Jim Chisholm
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WHY SOUTH CAMBRIDGESHIRE CYCLE ROUTES
ARE SO ECONOMICALLY IMPORTANT
The key to getting the economic benefits of reducing
congestion is to nudge drivers away from private cars. The
best chance of influencing such decisions is when users make
other changes. Having facilities available when they move
house or start a new job will result in the greatest change.
If this switch is for the whole trip (with walk, cycle, bus and
train contributing), there are also economic gains to be made
by enabling households to function with fewer cars.
The main alternative for many in villages within six miles of
Cambridge who drive, either to work or to a P&R site, is to
cycle. For those further out there should be the alternative of
cycling to a local ‘hub’ well served by public transport.
Census data (2011) show 8.5% in Sawston cycling to work, yet
only 2.7% in Bar Hill, both of which are similar distances from
Cambridge. The reason is obvious: no easy cycle routes from
Bar Hill.
Regarding distances cycled, census data for South Cambridgeshire show approaching 10% of the 68,000 ‘to work’ trips each
day are by cycle with 2,400 cycling trips being more than 5km
and over 650 more than 10 km.
In Cambridge where over 17,000 cycle to work each day,
(nearly as many as by car or van!) some 1,200 cycle more than
5km and almost inevitably part of those cycle trips will be on
South Cambridgeshire cycle routes.
Cycling by residents of necklace villages to or from Cambridge
has nearly doubled (89% increase) in the past nine years, with
over 10,000 trips now recorded each weekday, hence the 2011
census figures above will be an underestimate. (Cambridgeshire Traffic Monitoring reports).
The Shelford to Addenbrooke's path, opened in 2006, and well
away from busy roads, now has over 1,000 trips per typical
weekday, without significant reduction in cycling on adjacent
roads.
Cycle routes do need to be of a quality such that those who
can cycle, but are not confident in heavy traffic, or on poor
surfaces, will cycle five days a week. They need to be usable
by a wide range of ages and abilities, on ordinary bikes and in
ordinary clothes. Those young people who become
independent by cycling to school or college are less likely to
become car dependent when they start working.

Congestion reduction should be significant
In the county's 2013 Cambridge Cordon survey there were
about 160,000 car and 10,000 bike trips across the cordon. If

ç More info.
In the early ‘80s Jim Chisholm helped for a while in the team that
developed SCOOT.
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we could double the recent increase in cycling trips by
transfers from driving, it would reduce car trips by about
10%. This is about the same reduction as occurs in peak-hour
car trips on the main radials between a half-term week and a
term-time week. We all know how little peak-hour car
congestion there is in half-term weeks.
In theory, such a switch would almost eliminate congestion
in Cambridge. Of course just as with, say insulating your
house, not all such benefits will be achieved. If you insulate
your house you will almost certainly keep it at a more
comfortable temperature during cold weather, so the saving
on energy bills may be less than expected. Similarly, if we
reduce traffic on the main radials, such that congestion
(especially important for buses) is significantly reduced, more
trips will be generated, negating much of the benefits, unless
other measures, such as controlling parking, are taken.
Even just getting 100 peak-hour drivers into Cambridge out
of their cars and onto bikes would reduce the net queue
lengths by around half a mile!

Safer routes to schools – and more
Many of the proposed schemes offer much better routes to
village colleges. That not only gives the degree of
independence mentioned above, but also reduces car traffic
and the need for school buses. It also offers opportunities for
other utility trips, say for work or shopping. Such routes are
especially valuable for small communities, with no shop, pub
or local primary school, and on busy rural roads.

What about ‘local hubs’?
The plans propose some local hubs, but we already have a
number of rural railway stations which, with much improved
cycle routes and parking, would make excellent rural hubs.
Proposed improvements in train frequency, and the Science
Park station, add significant extra value to such schemes as
they remove the need for car trips in the congested areas
around Cambridge.

Are existing Cambridge P&R sites not just ‘local hubs’?
There is already congestion on the approaches to many P&R
sites and when full this negates much of the value for
occasional users. Providing capacity on approaches and for
extra parking at P&R sites is expensive. For just the cost of
another 500 spaces it should be possible to construct some 4
miles of quality cycle route. Enabling these alternatives frees
up car space for those from further away who have fewer
choices.
The true economic benefit of such cycle routes will be higher
than that in the published assessment, as the DfT EAST (Early
Assessment and Sifting Tools) precluded the inclusion of any
health benefits. When health benefits are included using
‘Health Economic Assessment Tools’, the benefits from such
routes are likely to at least double.
Jim Chisholm

There is a short on-line video of the ‘Zurich Traffic System’ at:
http://vimeo.com/111711267 with a longer version at:
https://vimeo.com/108884155

é More info.

There is a PDF of an article regarding the principles of ‘gating’
using the ‘SCOOT’ Urban Traffic Control System at:
http://tinyurl.com/llybb4h (Advice Leaflet 2: Congestion
Management in SCOOT)

www.camcycle.org.uk/jumpto/EAST and
www.camcycle.org.uk/jumpto/HEAT

You can read more about the DfT EAST process and the
Health Economic Assessment Tools at:
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Blue-on-blue: cycle-on-cycle accidents
Wednesday 1 October 2014. I gained the privilege of looking
vertically upwards at the tops of the lime trees on Parker’s
Piece, courtesy of the cyclist who had slammed into my side
(after jumping a red light). As the adrenaline settled, and
while licking my wounds over the next few days, I wondered:
what can be done about this? I’d captured the incident on my
action camera. Should I post online and shame? Do we need a
name-and-shame-type website? How can we cyclists selfregulate? I’ve been cycling regularly for about 30 years. In the
1980s the UK felt very car-centric. Out on country lanes,
cyclists were often a curiosity to drivers, who would slow
down and gaze as they passed – much as they would were we
a group of elk or llamas wandering down the lanes. Cue Le
Tour on Channel 4, Chris Boardman and ‘that’ bike winning
gold, the rise of the mountain bike, Le Tour en Angleterre,
Millar, Wiggins, Cavendish, Froome and hey! We are now
mainstream. The number of miles cycled on our roads has
increased around 20% in the last 15 years, and the number of
people commuting by bike in Cambridge has reportedly
increased by around 5,000 over a similar period. Cycle-specific
infrastructure is also increasing, and I feel spoilt today with so
many cycle lanes and paths aimed at traffic segregation.

Not the view of Parker’s Piece I was expecting.

Yet, in spite of the increasing numbers, anyone can still
wander into a bike shop, buy a bike then jump straight out
onto a busy road. It is especially pronounced in Cambridge,
where every year a new influx of people from around the
globe arrives, many having never cycled regularly before,

Near miss: no lights, on mobile phone, jumps red light. How do
you – sorry how do WE – legislate for this?
many with no knowledge of UK traffic laws or – perhaps more
dangerous – with knowledge of different traffic laws from
their departed country; and – of course – when in Cambridge,
one cycles.
If anything, I’m surprised there aren’t more serious accidents
involving cyclists. I’m also a regular car user, and I have to say
that I drive differently – with a different mental perception of
my car – in Cambridge compared to other places. In the past
I’ve both driven and cycled around many parts of the UK. Yet
Cambridge is certainly unique. My daily commute from the
north end of Cambridge, through town and out to the
Babraham Research Campus five miles to the south, throws up
the same frustrations and observations daily.
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The argument goes that cyclists behaving
badly are primarily a danger to themselves. If you get into a tangle with a car,
you’re the one who will come off worse. In
reality, the injuries suffered during cycleon-cycle crashes are more shocking than
you might expect. I can tell you that the
battle-of-momentum I fought with that
gentleman (who looked as though he’d
just come from the rugby training ground) left me dazed for
days – in spite of it being a relatively low-speed crash.
On some level, self-regulation is probably key to protecting
our freedom. The value of this cannot be over-stressed. We
especially want to encourage younger people to take up
cycling: regular cycling from a young age can instil both better
health practice and increased road awareness. For example, by
the time I started learning to drive I already had at least eight
years’ road awareness under my belt, so could focus more on
mastering the car; indeed, more motorists with a cycling
background would surely benefit everyone? An externally or
over-regulated cycling infrastructure would certainly put
people off. I need to retain my sense of freedom to cycle,
exploring the British towns and countryside at will, under my
own power and at one with the elements. Having become a
father myself recently, I also want to make sure that my
daughter can enjoy safe cycling with that same sense of
adventure and freedom that I’ve enjoyed.
So what can we do? More higher-profile cycling courses would
help. There are at least two national websites detailing
accident hotspots (see the campaign website by The Times at
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www.thetimes.co.uk/tto/public/cyclesafety/contact/ and
www.cyclestreets.net/collisions ). Perhaps more engaging
would be a Cambridgeshire-specific site where people can
report accidents and near misses. This might assuage the
powerlessness felt after such incidents, while allowing the
identification of repeat offenders and accident hotspots. A
simple page on a social media site would provide a start
(although it would require careful regulation), and in the
meantime I’m looking into producing a menu-driven site for
anonymous and purely factual reporting (if one does not exist
already).
I dream of a day when colleges and employers both encourage
their staff and students to cycle, while also providing guidance
on how to. I long for a cycling proficiency style course in every
institute and college – maybe part-sponsored – where for a
fee of, say £30-50 you get a half-day’s training and set of
lights. It might not be perfect, but it would be a start. I am
certain it would save many injuries caused by cycle-on-cycle
accidents, while helping to divert the spotlight away from any
unhelpful regulation and ensuring our future freedom.
Keith Porter

Part screenshot showing collision data for Cambridge from http://www.cyclestreets.net/collisions/ .
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Thoday Street cycle parking
Two footway build-outs each with racks for parking up to
eight bikes have been created in this street of Victorian
terraced houses off Mill Road. Media attention focused on the
‘loss’ of two car parking spaces, and fear of being branded
‘anti-car’ is why I think councillors picked over this issue
extremely carefully and took two years to reach a final
decision.

One opponent organised a petition against the scheme which
received eight signatures, but despite that the total of 30
responses was fairly evenly balanced between those in favour
and those against the idea.
Our local county councillor said this was not strong enough and
so he organised a new and thorough survey of the whole street
in which questionnaires were handdelivered and then collected later
that same evening. This yielded a
clear enough steer to win support at
an East Area Committee meeting in
February 2014. That decision
amounted to a commitment to
allocate approximately £1,000 to
advertise the scheme using a Traffic
Regulation Order (TRO).

Authorisation
The TRO advertised only for objections, and eight were received. The
relevant decision-making authority
turned out to be the nascent Cambridge Joint Area Committee, and
their first decision in September 2014
was unanimously to support the
proposals for the conversion of two
car parking spaces in the street to
cycle parking. But an objector (the
same original petition-organising
opponent) had not been informed
about the meeting despite a written
promise from a senior council official.
So the decision was held over and
This mocked-up image appeared on the cover of the Cycling Campaign's Parking Guide, 2008
returned to another meeting in Janand inspired a Thoday Street resident to contact the Campaign, initiating this project.
uary. This time the opponent gave a
three-minute speech and delivered a printed submission.
At the end of 2012 the Campaign was contacted by a resident
Her main points were that:
of the street asking for cycle parking outside her house. A
sentence in her email foreshadowed the lengthy process:
● racks already exist within a five-minute walk
If I could, I would get them installed tomorrow, but I'm sure
that there must be some kind of bureaucratic process I
should be following, but don't know where to start!
She'd seen the image I'd made of the space outside the front
of our own house showing a mock-up of cycle racks in the
parking bays and which appeared on the front of the
Campaign's Cycle Parking Guide (produced in 2008). I'd
dithered for a long time, but we too had now got rid of our
own car after my wife decided she no longer needed it, and so
I started work on this project in January 2013.

Commitment
I raised the matter with my local councillors: all replied saying
they supported the idea in principle, but it was more difficult
to get them to commit to a specific proposal. The county's
cycling project team helped arrange an experiment in which
two sets of temporary cycle racks were sited in the street for a
fortnight in September 2013 (details are in Newsletter 111).
Feedback on that was invited only from properties nearby.

●

cycle parking would attract petty crime

●

bikes should be kept in back gardens

●

the bikes-blocking-footways argument was not as big a
problem as had been made out

●

the bike racks would be an obstacle to vehicles and
create dead space.

These points were essentially the same arguments that were
rejected when the decision was made to advertise the TRO. She
also claimed that her petition had now reached 114 signatures,
but because that had not been submitted in the time frame
allowed by the TRO process it had not been subject to any
official scrutiny and was almost completely ignored in the
ensuing discussion.
In my three-minute speech I said that what lay at the heart of
the opponents' arguments was an unwillingness to
acknowledge the diversity of lifestyles in the street. The
Campaign's liaison officer highlighted how much time per
square metre had been spent on discussing the two car parking
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Photo taken by Cambridgeshire Highways' contractor – we're waiting for the tarmac to cool off. 20mph campaigners happened to be in
town at the time when these racks were finished.
spaces and how ridiculous that was considering that much
bigger schemes go ahead with comparatively little attention.

and/or cars, whether they supported the cycle parking
proposals and to give any reasons.

The committee debated for about ten more minutes and then
ruled unanimously to go ahead.

Out of the 112 responses 61% were in favour and 36% against.
The councillor said it was the fact that almost half the
motorists were in favour that gave him the confidence to go
ahead. He was in a stronger political position because of this
mandate, but was at pains to emphasise that he was not
willing to accept residents' cycle parking as a new policy but
would deal with each application on a case-by-case basis. That
view was expressed by one other member of the committee,
but two others said they'd like to see more such applications
coming forward.

Analysis
I went into this project with the expectation that it would be
easy, because I assumed the arguments were clear and strong.
For instance, the starting position was obviously unfair – all of
the available parking resource was for motor vehicles but
there was nowhere to park bikes securely without causing an
obstruction. There was clearly a need because of the numbers
of bikes along the whole street attached to lampposts and
drainpipes.
I also thought I could make the argument that there would be
no loss of car parking capacity because the households that
were making the request did not have cars themselves. But
that only irked councillors who are sick of listening to
residents laying claim to the bit of the highway in front of
their houses.
Strong though these arguments seemed to us, they held little
weight with councillors who seek to represent all their
constituents, and I had to get used to the idea that there had
been objections. So I sat back and waited while our local
county councillor organised the thorough survey of the whole
street. The survey asked residents if they owned bicycles

Implementation
As I write the installation is almost complete, needing only a
final layer of tarmac to make a neat finish. It has taken three
days, and work started two days late, so the final touches will
be made after the weekend and for now they remain
tantalisingly taped off from public use. I have found it has
been quite distracting and exciting watching them going in.
I've been making tea for the workmen and getting involved
with setting the final position for the racks.
I'll follow up in a future newsletter and let you know how well
they've been received.
Simon Nuttall
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Buses and/or bicycles?
Which has the higher capacity – your
average bus lane or your average bicycle
lane?
Recently, I made a slightly flippant remark on Twitter that
caused me to think long and hard about a few things.
The original posts from @AsEasyAsRiding were:
Wow. 66% of all bus trips in London are under 1.8
miles (3km). How many of those could be cycled, if
the conditions were attractive?
[A]nd nearly a half (46%) of all London bus trips
are under 2km. Staggering.
My reply was:
Does that imply that good bicycle infrastructure
may reduce bus use, and make even more efficient
use of road space?
Somebody else responded with:
Surely a full bus is more space efficient than same
number of bikes? What is average occupancy?
Are false assumptions driving the desire to increase bus
priority when other modes of transport might be better value
for money?
To answer this, I decided to calculate the space efficiency of
various forms of transport, from the humble bicycle to the car
and bus. By space efficiency, I mean the number of people
that can be transported along a typically-sized route each
hour per metre of space, using the units of people per hour
per metre.

Buses
For buses, I assumed a double-decker bus, something like the
new Routemaster, with a crush load of 87 people. Typically,
local buses have stops every 400 metres and on a high
capacity route will have on average eight people get on at
each stop, although some stops may be more or less popular.
We also have to factor in the distance required to walk to or
from these bus stops as, unlike a bicycle, buses do not go door
to door, so let's assume this is on average 200 metres at each
end.
Finally, let's make an assumption that it takes about 10
seconds for a single bus driver to take a fare, give a ticket and
possibly provide change, and then greet the next passenger.
Every stop lasts on average 1 minute and 20 seconds to
process those eight people, although some stops may require
over 2 minutes and 30 seconds dwell time to cope if there are
many passengers waiting.
With the above assumptions, the bus doesn't do very well. A
journey of 3km takes about 15 minutes, giving an average
total journey speed of about 7.4mph. Yes, it is quicker than
walking, but it is a lot slower than riding a bicycle. Essentially,
we are limited by the time required to get passengers onto
and off the bus. We could fix that problem by introducing

prepaid tickets or contactless payments, as has been done in
London.
By radically reducing the time required to process each
passenger to just 2 seconds, each stop could be reduced to a
frantic 16 second dash. The time required to cover the 3km is
reduced to 7 minutes and 30 seconds, with an average moving
speed of about 14.8mph. This looks good, except we have to
also consider the time required to walk to the bus stop and
wait for the next bus. Even with smart ticketing, this increases
journey time by about 5 minutes, reducing the whole journey
speed to 9.7mph. It is not looking so good for buses.
This is not yet capacity. To calculate that we have to
determine how many buses we could fit down a single lane.
For this, we have to work out the minimum time between
buses arriving at each stop. This is effectively the maximum
time that one bus is stationary and the bus behind is still
moving, such that this stationary bus can safely move off to be
quickly replaced by the bus behind.
Let us not assume that a whole busload gets on at a single
stop, but perhaps a quarter of the busload does. Given this,
buses would be stopped for a maximum of 45 seconds at a
time, and with an additional 15 second safety window, we can
get a maximum of one bus every minute along the bus lane,
giving a total capacity of 60 buses an hour. If each carried
their maximum 87 passengers, this gives a carrying capacity of
5,220 people per hour per bus lane. A bus lane being a
minimum of 3m wide, means that a bus lane carries 1,740
people per hour per metre of lane.

Cars
A car lane can carry approximately 1,800 vehicles an hour, and
in Cambridge they carry on average 1.2 people, so within the
3m-wide lane, they have a total capacity of 2,160 people per
hour, or just 720 people per hour per metre of lane. This is
why cars cause congestion; they are most inefficient users of
space. They are great in rural areas, but are terrible in dense
urban areas. Data from Cambridge also suggest that the
average car speed is just 11.4mph. I think even I can move
faster than that on a bicycle.

Bicycles
Well, the average speeds of bicycles are very similar to that of
the most efficient bus. For example, Copenhagen assumes
bicycles average 20kmph (12.4mph), and there are regular ‘our
cyclists are faster than yours’ discussions on average cycling
speeds between countries and cities. Of course, you can also
usually cycle from your start to your destination, instead of
having to walk at each end.
What about the capacity of a bicycle track? Well, opinions
differ. Swedes think it is about 1,500 bicycles per hour within
each 1.2m space, while the Dutch have observed 3,000
bicycles for every 0.78m of space.
To help calculate this we have to consider the length of a
bicycle and the gap between your bicycle and the person
following behind. This gap is determined by the safe following
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Bus lane on Milton Road (city-bound section between Green End
Road and Union Lane).
time, and is observed to be about 1 second. A bicycle is on
average about 1.8 metres in length, and that 1 second gap
gives a space between bicycles of 5.6 metres. A whole
bicycle/gap combination is therefore about 7.4 metres in
length and moving at 5.6 metres per second. For one-third of a
second, a bicycle will pass somebody observing from a fixed
point, and then for another second there is nothing, followed
by another bicycle, etc. This means that about 2,700 bicycles
would pass that single point every hour. But, a 2.1m-wide
cycle lane can support two lanes of bicycle traffic, so this
would be almost doubled to about 5,400 bicycles per hour in
that lane. This means that bicycles have a space efficiency of
over 2,500 bicycles per hour per metre of lane, three and a
half times more efficient than cars, and one and a half times
more efficient than buses.

Conclusions
To answer the question posed: if we took all of our 5,220
people who were on the 60 buses travelling along our road
and placed them all on bicycles, they would use significantly
less space. In fact, they would fit into a 2.1m-wide bicycle lane
without a problem (see table). A simple reallocation of space
would even leave space for trees.
If we want to speed up buses, then we need to speed up the
bits when the bus is not moving. Moving to contactless
payments or pre-purchase of tickets, as the Busway does,
would help speed up buses much more than removing every
tree and widening every roadway.
Cars are quicker than buses. But, if you really value your time,
you should be getting on that bicycle, for the bicycle wins at
everything. Bicycles use the least space, can carry the most
people, and have the highest average speeds in urban areas.
Robin Heydon

TABLE

Cars
Buses
Bicycles

Vehicles and
people per vehicle
per hour

Maximum capacity

Minimum lane
width

Space efficiency

Average Speed

(people / hour /
lane)

(metres)

(people / hour /
metre of lane)

(mph)

1,800 x 1.2

2,160

3

720

11.4

60 x 87

5,220

3

1,720

9.7

5,400 x 1

5,400

2.1

2,570

12.4
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The other busway
I recently had occasion to cycle along the other busway – the
one from Luton to Dunstable. It's not a patch on Cambridgeshire's. Their busway construction itself is much like ours, and
it has a ‘maintenance track’ alongside, which cyclists and
walkers can use.
Firstly, the cycleway is mostly unsurfaced. It's laid with fine
gravel. It's not too uncomfortable, but that's mainly because
cycles have worn a 20cm line down the middle where the
stones are missing. When you have to move off this it reduces
speed by about a third and it is much harder work. It was
raining on the way back, and the rubbish this surface kicks up
has made a real mess of my shoes and bike. This is what our
Busway would have been like, had the county council not
been persuaded to surface its full length at the eleventh hour.

dangerous. There is also one section where you have to cross
onto the (unsegregated, at that point) bus road itself and back
again, in the space of 30 metres.
Fourthly, there is an almost complete absence of direction
signage. I had to know where to turn off the path to get to my
destination, and I'd not been there before. There aren't many
landmarks, so Cyclestreets on my iPad was my friend here.
However, my biggest complaint is at the Luton end where,
despite oodles of space and an ordinary road, not guideway,
bikes appear not to be permitted in the section up to and past
Luton station! This is clearly a key destination and to exclude
bikes is absurd. Cyclists wishing to enter the station are forced
to dismount, while those wishing to continue on must navigate busy, hostile town centre streets and one-way systems
(and to make things worse the main alternative street was

Secondly, it has the most ridiculous motorcycle traps at each
entry point. I was barely able to get
through with my Brompton – about
1cm each side of the handlebars
and a very tight squeeze on the
upper body. There is no possibility
that anyone with a trailer or a
bakfiet could use this path. I have
serious doubts whether a
wheelchair user could get through,
but surely they must have tried
this. At the very least it would be
extremely awkward. No possibility
of mobility scooters getting
through. You can see just how bad
it is in two locations where bikes
have carved out a bypass in mud
alongside, in one case over a big
Luton busway at crossing of NCN6 looking toward Luton rail and bus stations in the background.
hump – people would rather use
Pavement is signed as dual use over the crossing.
that than the barrier. It's a
draconian restriction that hampers legitimate users over the
entirely closed and looks like it will be for months). And to add
minor problem of excluding illegitimate ones.
insult to injury, the crossing at the point where bikes have to
leave the busway is only signalled for pedestrians, so you have
Thirdly, the path is not very wide. For the level of use it is
to break the law to get onto the ordinary street (or dismount).
probably adequate (I didn't see many other cyclists) but there
is one section that is only a metre wide with a vertical
concrete wall on one side and the buses passing at 50mph on
the other. This is extremely unnerving and worrying.
Fortunately I wasn't passed by a bus in that section. I
understand the engineering limitations of an existing bridge,
but this was deeply unsatisfactory, if not downright

Shame on Bedfordshire County Council for such a miserable,
half-hearted facility. It might take existing cyclists off the
absolutely awful adjacent roads, but it will do little to attract
new cyclists if it ruins your clothes and doesn't let you get to
your destination.
David Earl

Cycle rides
Do you cycle around Cambridge and fancy going a bit
further? If so, why not come for a ride with CTC Cambridge?
We hold up to six rides a week in the countryside around
Cambridge, and know all the prettiest and quietest routes.
Our rides are sociable, non-competitive and moderatelypaced, and always include refreshment stops. Non-CTC
members are welcome to come and try us out. See our
calendar of rides at www.ctc-cambridge.org.uk for full
details. All rides are graded to give an indication of speed
and distance so you should be able to find a ride which
suits you. If you're unsure, our twice-monthly Saturday
morning rides are a great way to start.
Nigel Deakin
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Campaign Diary
Monthly meetings

City and County Council committees

The Campaign's monthly general meeting is held in the
Friends' Meeting House, Jesus Lane on the first Tuesday of
each month. Business starts at 8.00pm, with tea and coffee
from 7.30pm, and a chance to chat, and for us to introduce
ourselves to new members. The agenda includes
opportunities to discuss current issues and planning matters.
Sometimes there is a speaker.

Campaign members may be interested in attending Planning
Committee and Area Committee meetings, which often
include cycling and walking issues. Development Control
Forum and Joint Development Control Committee meetings,
which determine the planning applications relating to the
major housing development proposals for the Cambridge
sub-region, are also open to the public. The Development
Plan Scrutiny Sub-committee meetings also often cover
walking/cycling/transport issues.

Next meetings: 7 April; 5 May; 2 June.
The meeting on 7 April will be hustings for the general
election with candidates from the major parties. On 5 May we
hope to have a speaker from the A10 Corridor Cycling group.

Social gathering
Monday 20 April from 7.00pm. Join us for a social gathering
at CB2 café, 5-7 Norfolk Street.

Reach Fair ride
Monday 4 May departing 9.30am from the Guildhall. Our
annual ride to the traditional village fair at Reach on May
Day is an ideal family day out.

#CamRideHome
#CamRideHome rides start at 6.00pm on the last Friday of
the month from outside The Mill pub on Mill Lane. They tour
part of the city at a steady pace, returning to the pub for a
drink an hour later. Led by Ben Hayward Cycles, CamRideHome is a ride aimed at encouraging safe commuting.
Experienced riders, riding around the urban cycle network
with those less experienced, passing on hints and tips on
riding, clothing, lights, interacting with other users. Explore
the network, find treasures of Cambridge outside your usual
radar!

Newsletter dates
There are several opportunities for members to help with the
Newsletter. One is by writing articles, taking photos and
providing other illustrations. There is advice about this and
style guidelines on our website
http://www.camcycle.org.uk/newsletters/guidelines.html .
Copy deadline for Newsletter 120 – June-July 2015:
Sunday 19 April.
The copy deadline is now 37 days before the post-publication
monthly meeting, so we can be more confident of getting
newsletters distributed before it is held.
Volunteers are needed to help put newsletters into
envelopes and then to deliver them. If you might be able to
assist, please contact Lisa Woodburn who co-ordinates this
(via contact@ camcycle.org.uk). Stuffing of the newsletter is
usually on the last Tuesday or Wednesday of the month
before the newsletter appears.
Newsletter meetings: These are held every two months,
shortly after the newsletter has appeared, to discuss the most
recent issue and plan the next one. They are held at 5.30pm
in Grads Café on the 3rd floor of the University Centre. The
next one is likely to be on 13 April.

Information on dates and venues is on
www.cambridge.gov.uk/democracy/ and minutes of meetings
are also available. Agendas are usually online there about a
week in advance. Please check the website in case meetings
have been cancelled or times or venues changed.
Cambridge City Joint Area Committee administered by
Cambridgeshire County Council. Meeting information is
published on their website. They normally take place in the
second half of the month.
Development Control Forum: usually on a Wednesday at
10.00am in Committee Room 1 & 2 – Guildhall. Next
meetings: 8 April; 10 June.
Development Plan Scrutiny Sub-committee: usually on a
Tuesday at 4.30pm in Room 1 & 2 – Guildhall. Next
meetings: 21 April; 16 June.
East Area Committee: usually a Thursday at 7.00pm in the
Meeting Room – Cherry Trees Day Centre. Next meetings: 9
April; 2 July (provisional).
Greater Cambridge City Deal Executive Board administered
by South Cambridgeshire District Council. Next meeting: 17
June at 2.00pm.
Joint Development Control – Cambridge Fringes – Development Control Forum: usually a Wednesday at 10.00am in
Committee Room 1 & 2 – Guildhall. Next meeting: 22 April.
Note all meetings in 2014 were cancelled as were the
meetings scheduled for January and February 2015.
Joint Development Control Committee – Cambridge Fringes:
usually a Wednesday at 10.30am in Committee Room 1 & 2
– Guildhall. Next meetings: 15 April; 17 June.
North Area Committee: usually a Thursday at 6.30pm. Next
meeting: 9 April, venue to be announced.
Planning Committee: usually a Wednesday at 9.30am in
Committee Room 1 & 2 – Guildhall. Next meetings: 1 April;
29 April; 3 June.
South Area Committee: usually a Monday at 7.00pm. Next
meeting: 29 June (provisional); venue to be announced.
West Central Area Committee: usually a Wednesday at
7.00pm. Next meeting: 23 April, St Augustine's Church,
Richmond Road CB4 3PS.
Cambridge Cycling Campaign reserves the right to decline
to promote events or activities where helmets or highvisibility clothing are required or implied.

.
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Reach Ride on Monday 4 May 2015
The Campaign's Ride To Reach Fair has become a fixture in
the Cambridge calendar. Last year's ride attracted over 800
riders of all ages on a glorious May Day morning. It has
become a tradition that the Mayor travels to open the fair,
wearing a special cycling Mayoral chain.

Riders gathering in the Market Square.

Former mayor Paul Saunders addressing the start of 2014 ride.
After many years of organising the ride, Simon Nuttall
announced that this year he would be taking a break. His hard
work over the years has been much appreciated.
The event though will continue, building on Simon's great
work. I want the ride to be a demonstration that cycling is
practical for everyone. So I'm thrilled that Mayor Gerri Bird is
keen to join us. This is being made possible thanks to
YouCanBikeToo with assistance from Marshalls Group.
To accommodate suggestions from the Mayor, we'll be
reverting to the route via Swaffham Bulbeck and Swaffham
Prior on the way out. Most importantly however, the ride will
be leaving earlier – the plan is to depart from the Market

Ruth and Peter from YouCanBikeToo on last year’s ride.

Simon.
Square at 9.00am and Newmarket Road Park & Ride at
10.00am. Cycle parking will be provided in the same location
at the north end of Reach village as used last year, and we will
return via White Fen. I hope to see you there.
Al Storer

[ Pictures by Mike Clark: https://www.flickr.com/photos/campathmike ]

