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Mr Stuart Rushby, Project Manager
Cycling Projects
Major Infrastructure Delivery
Cambridgeshire County Council
Shire Hall, Castle Hill
Cambridge CB3 0AP

27th June 2016
Dear Mr Rushby,
Thank you for the opportunity to provide feedback on the design of Huntingdon Road Phase 2.
We have examined the options and have concerns about all of the proposed changes, but overall we feel that Option 2, with the necessary modifications that we will outline, is the preferred
alternative. We also believe it is important for this consultation to be coordinated with the City
Deal Histon Road consultation as they touch the same junction.
Discussion of cross-section
The Cambridge Cycling Campaign is interested in promoting infrastructure that is both attractive and usable by all people cycling, of all ages and all abilities. Therefore we advocate for cycling
lanes that are separated from motor traffic by some kind of safe physical barrier. In this case, Option 2, as shown in Figure 1, has proposed a cycling lane that is separated from moving motor
traffic by a line of parked cars. That is an acceptable barrier, however, it is still important to ensure that opening car doors do not foul the cycle lane. Unfortunately, Option 2 does not provide
any safety buffer between car doors and cyclists, and the proposed cycling lane is relatively narrow at only 2.1 metres. Therefore, the most important changes to Option 2 are: widen the cycle
lane to a preferred 2.5 metres, and create a buffer zone for car doors so that people are not in
danger when passengers open doors.
The reason that a separate one-way cycling lane should be 2.5 metres in width is to accommodate many different and diverse users of the lane. For example, some people may prefer to ride
more slowly than others, therefore there needs to be room for passing. Some people may ride
with larger cycles such as cargo cycles, hand cycles, tricycles, and cycle trailers. Families with
children often find it useful to be able to ride side-by-side with children. There may be sections
of the lane where the 2.5 metres of width cannot be achieved; we can consider those sections on
a case-by-case basis and make appropriate compromises where needed.
In the case of Huntingdon Road Phase 2, we can see from the cross section shown in Figure 1
that there are very wide general carriageway lanes: overly wide, to the point of encouraging excessive vehicular speeds. Both general carriageway lanes should be no wider than 3.2 metres.
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Figure 1 Official “Option 2” showing inadequate width for cycling and danger from parked car
doors.

Figure 2 A possible reconfiguration of the cross-section with properly-sized separate cycle lanes
on both sides of the street, and room for an improved green verge.

That frees up 1.2 metres for other uses.
We have noticed that the width of Huntingdon Road varies between 18 and 19.5 metres. In
Figure 2 is shown a possible cross-section totalling 19.5 metres; we believe this to be the best
possible layout that can be achieved, with 2.5 metre separate cycle lanes on both sides of the
street, a 0.5 metre buffer between parked cars and people cycling, wider parking bays of 2 metres, and a wider green verge of 2 metres. We understand that this is not an achievable layout
at all points along Huntingdon Road and therefore suggest that any width constrictions first be
taken from the parking bays (by narrowing or eliminating them), then the green verge (with care),
before considering a narrowing of the cycle lanes.
Outright elimination of the parking bays is desirable wherever safety concerns override. And
where safety is not an issue, we would rather see more plantings than parking bays.
Discussion of bus stops
The previous phase of Huntingdon Road reconstruction installed several new bus stops of the
form shown in Figure 3. We support this style of bus stop because it avoids the danger of having
people riding cycles being forced to cross paths with heavy buses, making the facility much more
accessible to new cycle riders and families with children. This style of bus stop is also superior
for bus operations because it allows the bus to arrive and depart more easily from the bus stop,
giving a safe, easy, and step-free boarding experience for passengers, and lowering or eliminating
the possibility of delays caused to buses by other motor vehicles failing to give way.
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Figure 3 The better and safer form of bus stop layout, as shown on the official consultation website.

A key feature of the bus stop design is the placement of the shelter and waiting area for passengers on the island itself. This means that passengers will ready to board, and will not be in a
rush to cross the cycle way, when the bus arrives.
Discussion of junctions
Most collisions involving cyclists occur at junctions. Therefore it is important to get junction design right in order to make cycling safe for people of all ages and abilities. We will consider two
types of junctions: side road junctions and main road junctions. For side road junctions, we believe that it is important that clear, physical cues are used to demonstrate that the cycle lane has
priority over all motor traffic turning into or out of the side road. Those physical cues include:
maintaining a smooth, level, and continuous cycle lane across the junction; also a smooth, level,
and continuous footway across the junction; painting the give-way lines at the point before vehicles move onto the footway so that they give way to people walking and cycling; an example may
be seen in Figure 4.
At main road junctions, we believe that the separate and protected cycle lane should continue
all the way up to the junction. A path is only as good as its weakest link, and to many people it
doesn’t matter how good the separate cycle lane might be if its protection simply vanishes prior
to a junction. Both Option 1 and Option 2 have proposed sending people into a “central” lane that
is similar to existing conditions, except wider, as shown in Figure 5.
We understand that the budget for the project is limited, however, we believe that it is important to consider a protected, separate cycle lane that extends all the way to the junction, using a
separate traffic signal phase for completely safe cycle movement. Two possible sketches of this
kind of safer infrastructure are shown in Figure 6 and Figure 7, and some real-world British examples can be found in London on the newest Cycle Superhighways.
The primary advantage of the segregated junction for cycling is safety, as the moves that cannot be separated in space are separated in time. A disadvantage is that the amount of time given
to the movement of cycles and the movement of motor vehicles may be lower, as they are split
into separate phases. However, we believe that with modern sensor technology, this disadvantage can be minimised. We also believe that the junction of Huntingdon Road with Histon Road
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Figure 4 An example of a side road junction with clear priority for the cycle lane and the footway
(Derived from an image courtesy @RantyHighwayman).

Figure 5 The proposed “central” lane is one that forces people on cycles to cross paths with motor
vehicles at awkwardly shallow angles with limited visibility.

is not strained so heavily. In fact, as shown in Figures 6 and 7, we believe that it may be possible
to do away with the separate left-turn lane entirely. However, even if the separate left-turn lane
is kept, it is still possible to design a segregated junction; many London examples are of this sort.
In all cases, it should be possible to allow cycles to turn freely onto Histon Road, giving way to
people on foot, as there is no conflict with motor traffic for that movement.
Discussion of crossings
In the interest of assisting people who need to cross the street, both on foot and on cycle, we
believe that it is appropriate to install a Zebra crossing with parallel cycle crossing somewhere

Charity Number 1138098

www.camcycle.org.uk

@camcycle

Figure 6 One sketch of a segregated junction with protection for people on cycles and on foot.
This design is less extensive and therefore less expensive, we believe.

Figure 7 This sketch of a segregated junction uses more Dutch-style elements, and goes further
into the junction. It would be more expensive, but would be a better solution when combined
with a redesign of the Histon Road junction entirely as part of the City Deal. (Satellite imagery
courtesy of Google).
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in the vicinity of Westfield Road near the bus stop. Since the carriageway will be narrower, this
Zebra crossing can be provided in a single stage.
If the junction of Huntingdon Road and Histon Road is to be reworked significantly, then the
pedestrian cages and staggered crossing should be removed and replaced with a non-staggered
crossing arrangement and no fences, in full compliance to the Equality Act. This section of the
Huntingdon Road Phase 2 consultation is in great need of being properly coordinated with the
City Deal Histon Road consultation.
Discussion of “Option 3”
Option 3 is misnamed, it is an “add on” rather than an alternative. Option 3 will resurface and
repaint the outbound lane, but nothing that would be considered a significant improvement. If
additional funding is identified, we feel there are higher priorities to be considered before Option
3, such as a safer junction. If Option 3 is pursued, we would still prefer consideration of the safe
bus stop design like that shown in Figure 3.
Yours sincerely,
On behalf of the Cambridge Cycling Campaign
Matthew Danish,
Member
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