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Alexandra Batey
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Investment Delivery Planning
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Palestra
1 97 Blackfriars Road
London, SE1 8NJ
Phone: 020 3054 0803
alexandrabatey@tfl.gov.uk
www.tfl.gov.uk

Dear Mr Siddiqi,
London Streetspace Plan Funded Cycle Lanes on Kensington High Street
As requested, I am writing to you to provide further supporting information for
consideration in relation to the London Streetspace Plan Funded Cycle lanes on
Kensington High Street.
Latest Government Policy
In May 2020, the Government set out new guidance to Highway Authorities on
how they should respond to the coronavirus pandemic and deliver their Network
Management Duty under the Act.1 This guidance was updated in November 2020.
In January 2021, the Department for Transport (DfT) again updated their
guidance2 along the same lines as well as previous guidance clarifying that the
DfT “expects local authorities to make significant changes to their road layouts to
give more space to cyclists and pedestrians.” The DfT urges local authorities in
areas with previous high public transport usage to urgently take measures to
reallocate road space to people walking and cycling, both to encourage active
travel and to enable social distancing as restrictions are eased. The DfT
recommends that existing design guidance is followed “to implement safe cycling
schemes for people of all abilities, including disabled cyclists.”
The DfT highlights that measures should include, “installing cycle facilities with a
minimum level of physical separation from volume traffic; for example, mandatory
cycle lanes, using light segregation features such as flexible plastic wands; or
converting traffic lanes into cycle lanes (suspending parking bays where
necessary).” Installing a Cycleway on Kensington High Street is clearly consistent
with the latest DfT policy.
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Strategic case for protected cycle tracks on Kensington High Street
The Kensington High Street corridor has been identified by Transport for London
(TfL) as a “top priority” corridor in both the Temporary Strategic Cycling Analysis3
(TSCA) and the long-term Strategic Cycling Analysis4 (SCA). The SCA provide an
evidence base for where cycling infrastructure is most needed, based on current
and potential levels of cycling. The SCA highlights Kensington High Street in the
top 5% of corridors in London for current and potential cycling demand. It also
shows that residents in the area have a higher propensity to start cycling, or to
cycle more.
The TSCA highlights that Kensington High Street will play an important role in
relieving pressure on public transport capacity while social distancing restrictions
remain in place, providing an important alternative to the District and Piccadilly
Lines as well as strategic bus routes. Kensington High Street is therefore an
important corridor for cycling both in the immediate context of the coronavirus
pandemic, as well as the longer-term context of the Mayor’s Transport Strategy.
TfL considers it important to provide alternatives to public transport during the
pandemic to enable better social distancing and therefore reduce the risk of
infection. The capacity of the public transport network, especially buses is also
highly constrained due to the need for social distancing. An ordinary double
decker bus is currently limited to 30 passengers.
The evidence of the popularity of Kensington High Street for a cycling route is
demonstrated by the numbers of cyclists who used the Cycleway whilst it was in
place. RBKC’s own data (as referred to in the Decision by RBKC on 2 December
2020) highlights that over 3,000 cyclists a day used the Cycleway on most days
following its introduction. There is also anecdotal evidence that the Cycleway
provided an opportunity for school pupils5 and key workers6 to safely travel.
There are currently no high-quality direct east-west cycle routes across RBKC that
link with Hammersmith and Westminster or the communities within RBKC. Given
the severance created by the local rail network and the layout of the local road
network, there are no suitable alternative TLRN or borough road alignments to
Kensington High Street within any reasonable distance of the corridor.
The Cycleway 9 route in Hounslow and Hammersmith & Fulham currently ends at
the RBKC borough boundary at Olympia. TfL also recently approved City of
Westminster plans for a protected cycle link between Cycleway 3 at Hyde Park
(West Carriage Drive) to Kensington Gore ending at the RBKC borough boundary
at Queens Gate (where the RBKC Cycleway ended). Kensington High Street
therefore uniquely plugs a significant strategic gap in the West London cycle
network in the most direct and cohesive manner. No alternative alignments or
corridors exist that would achieve this connectivity whilst providing a direct and
attractive alignment for cyclists. The connectivity of a network with good cycle
facilities is obviously important in maximising the usage of the network.
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Prior to its removal, the Kensington High Street Cycleway had not been fully
installed. The plans developed by RBKC (and approved by TfL) included
protection for cyclists at the two RBKC junctions as well as the two TLRN
junctions. In November 2020, RBKC decided not to progress the construction of
the RBKC junction upgrades and advised TfL that the necessary permissions from
RBKC for the TLRN junctions would not be given to TfL (Highways Act, Section 8
agreement). TfL is therefore not currently able to progress significant and muchneeded safety improvements to the TLRN junctions. Given the increased safety
risks for cyclists at junctions7, (79 per cent of all deaths and serious injuries for
people cycling happen at or near a junction) there is a clear case for the full
Kensington High Street Cycleway to be reintroduced.
The Kensington High Street Cycleway not only has considerable merit on its own
in attracting more cycling, but also acts as a connector with other infrastructure
projects described above. TfL invites RBKC to take account of the strategic case
for providing a Cycleway at this location for the benefit of RBKC residents,
businesses and the wider West London population.
The coronavirus pandemic and implications for local transport
With social distancing requirements still in place, including on public transport,
there is a significant risk that congestion levels across London will rise if trips
previously made by buses or trains are instead made by car. This would disrupt
emergency services, freight and servicing, and delay the buses that older people,
or those unable to walk to cycle, rely on. An increase in trips made by car would
also worsen the quality of our air and increase the risk of road casualties. In
addition, it is essential to encourage those who can cycle to do so, to minimise the
use of the public transport network and thus enable better social distancing.
Coronavirus remains a significant risk to us all and during the pandemic we have
seen an increase in short local car journeys, across London8. Two-thirds of trips
made by car in London are under five kilometres, and so could potentially be
cycled in less than 20 minutes. ‘Active travel’ such as walking and cycling provide
significant health and wellbeing benefits and there is good evidence of a link
between fitness, general health and risks posed by coronavirus infection. To
enable people who previously drove or used public transport to cycle, streets must
be safe and well designed.
The large majority of RBKC residents (63 per cent) do not have access to a car9
and thus rely on walking, cycling and public transport. There is therefore strong
rationale to make it safer and more attractive for RBKC residents and other
Londoners, including keyworkers, who are relying on cycling to make essential
journeys.

3

TfL’s recent surveys8 have identified that the pandemic and changes to London’s
streets have seen a big shift to walking and cycling. Changes to Londoners’ habits
saw the proportion of journeys made by walking and cycling increase significantly,
from 29 per cent between January and March 2020 to an estimated 46 per
cent between April and June 2020.
DfT’s latest research10 highlights that during the pandemic people feel safest
when travelling by bike or private car and least safe using public transport when it
is busy. Similarly, TfL’s annual reports8 show that there has been a significant
increase in walking and cycling since the start of the pandemic. However, there
has also been a concerning increase in journeys by private car. Without action,
this trend would lead to worse air quality and public health, increased risk of
casualties, and increased congestion and delays for all road users. Projects such
as the Kensington High Street Cycleway are essential in helping London avoid a
car-based recovery from coronavirus. RBKC should fully take account of the local
transport needs of local residents and key workers which would be enhanced
through the reinstatement of the Cycleway.
Increased risk of casualties
In a three-year period (to January 2019), there were 15 people killed or seriously
injured on Kensington High Street whilst walking or cycling and a total of 48
casualties overall involving a cyclist. Casualty data clearly highlights that
Kensington High Street is a very significant concern in terms of cyclist safety. The
corridor has the highest rates of cycling casualties of any RBKC borough main
road11 and casualty rates for cyclists (compared to other road users) on this street
are significantly above the Greater London average12. The casualty data shows
that one-third of all casualties that occur on Kensington High Street are cyclists.
Alternative alignments for cycle routes in RBKC would not address the poor
cycling safety record on Kensington High Street.
There is therefore an
exceptionally strong case for safer cycling facilities on Kensington High Street.
TfL’s New Cycle Route Quality Criteria13 sets out criteria for the design of cycle
routes, based on the London Cycling Design Standards (which follows
international best practice). The states that the design of new cycle routes should
only mix people cycling with motorised traffic where there are fewer than 500
motor vehicles per hour (two-way) at peak times. Based on the level of motorised
traffic flow on Kensington High Street (average peak hour two-way flows are 1,700
PCUs), there is a very strong case to physically separate cyclists from general
traffic.
TfL’s analysis also shows that the introduction of protected cycle lanes on
London’s streets has a significant positive impact on reducing road casualties (up
to one-third of casualties for cyclists are normally reduced). We therefore believe
that the reintroduction of this Cycleway is urgently needed to address this known
casualty risk. In addition, during the pandemic TfL’s data8 shows there has been a
significant increase in cycling. As a result, there is therefore an increased risk of
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serious injury on the SRN (Kensington High Street) and TLRN (Kensington High
Street) than before the Cycleway was installed. We urge RBKC to fully consider
their statutory duties to improve road safety for cycling and the implications of not
providing a Cycleway on Kensington High Street. RBKC should also undertake a
safety assessment of Kensington High Street with and without the Cycleway to
feed into their decision making. In addition, as the construction of Cycleway 9 is
progressed to completion, it is highly likely that Kensington High Street will have
even higher cycle flows and without safer cycling facilities the casualty risks will
only increase to a level that cannot be reasonably ignored.
Impact on network performance
The RBKC Decision on 2 December 2020 highlights a concern about the
reduction in road network capacity for vehicular traffic and the associated impact
on local businesses. RBKC specifically highlighted capacity reduction and
congestion as a key justification for the removal of the Cycleway.
RBKC Officers were aware that during the Cycleway’s construction, as well as for
a period afterwards, there were numerous utility works on KHS and in the wider
area, along with RBKC works on Melbury Road. The RBKC Decision on 2
December 2020, references increased delays to general traffic at the same time
as these works were taking place. These traffic delays cannot be wholly attributed
to the existence of the Cycleway.
The full outputs of TfL’s bus and general traffic monitoring are included in
Appendix A.
TfL and RBKC agreed a monitoring plan prior to the Cycleway being installed. The
monitoring data captured was as follows:
• Traffic flow changes –Split Cycle Offset Optimisation Technique (SCOOT),
automatic data from TfL traffic signals that detects traffic
• Bus journey times – iBus data (TfL’s automated vehicle detection system)
• General traffic journey times – ANPR cameras
• Cycle flow changes – RBKC Automatic video cameras (supplemented with
manual counts)
Prior to the pandemic, from Warwick Road to Kensington Gore, the average bus
journey time in 2019 on Kensington High Street was just over 5 minutes per km.
During the first week after the Cycleway was installed in October 2020, bus
journey times were similar to those in 2019 (approximately 5.5 minutes per km). In
October 2020, there were no major utility works and no lockdown restrictions in
place in London.
TfL’s data importantly shows that two weeks prior to the removal of the cycle
tracks, the journey times for buses were similar to those at the same time last year
(4.75 minutes per km). At this time, there were no major utility works on the road
network in the local area. TfL recognises that this period was during a second
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national lockdown, however traffic levels were much higher that the levels
experienced during the first national lockdown (20-30% less than pre-pandemic
levels – based on SCOOT data).
Given the Cycleway was in place for a period of approximately seven weeks and
that the scheme as designed had not been fully implemented, TfL does not
believe sufficient time was given by RBKC to understanding the full traffic impacts,
nor the wider impacts and benefits of the scheme, particularly given that national
lockdown forced many shops and hospitality businesses to close, leading to
temporary adjustments to travel patterns. In normal circumstances a period of
three to six months is recommended to gain an initial picture of traffic and
transport behaviour.
Since the Cycleway has been removed, the former space is now often used for
parking in sections (as set out below). This parking not only undermines the
capacity concerns set out in the original RBKC Decision, but also significantly
increases risks for cyclists remaining on the route, as they are now required to
manoeuvre around parked vehicles into the busy traffic lane.
With continuing social distancing requirements on public transport, the large
number of cyclists using Kensington High Street have several options now that the
Cycleway has been removed: continuing their journeys at higher risk on
Kensington High Street; using lengthy and poor-quality alternative routes through
the borough (which are extremely limited or non-existent); or using an alternative
mode, including private transport. All these options have potential traffic
implications and could impact on the road network performance and bus journey
time reliability.
There is a clear rationale for RBKC to facilitate safe travel by bike on Kensington
High Street to minimise an increase in private car travel which will increase
congestion for all road users and worsen the toxic air.
Impact on businesses
As part of the RBKC Decision on 2 December 2020 to remove the Cycleway,
RBKC highlighted concerns from business stakeholder groups about the
Cycleway that had made Kensington High Street “a less attractive place to trade.”
The Decision includes no details about how this assessment was made and TfL is
not aware of any monitoring data to support this position. The only information
provided in the Decision are comments from business stakeholder groups that
“the cycle lanes have not been the success that they hoped for.” RBKC should
take account that for the seven weeks that the Cycleway was in place, the
overwhelming majority of businesses on Kensington High Street were closed due
to Coronavirus restrictions in place at the time. There was therefore no time for
businesses or RBKC to meaningfully assess the impacts of the Cycleway on
businesses - either positively or negatively. To state otherwise has no basis in
fact.
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In the sections below, TfL has highlighted that there was no case to remove the
Cycleway based on TfL’s monitoring of traffic impacts which has been shared with
RBKC (see Appendix A). TfL’s traffic data did not highlight increased traffic
congestion as a result of the Cycleway (when there were no utility roadworks in
the area).
The Cycleway designed by RBKC included careful consideration and inclusion of
suitable loading facilities for all businesses on KHS. Prior to the Cycleway, on
Kensington High Street there were short sections of kerbside that was available
for parking on Sundays and after 7pm on other days. The remaining sections of
KHS did not allow parking at any times. When the Cycleway was introduced, the
short sections of Kensington High Street that previously permitted off-peak
parking were converted to restrict parking at any time. When the Cycleway was
removed, there was significant anecdotal and quantitative evidence of illegally
parked vehicles along the whole of Kensington High Street. An independent
artificial intelligence analysis of images from publicly available TfL traffic cameras
has highlighted that for example on 29 December 2020, the space that was
previously dedicated for cycling eastbound was blocked by parked cars for 82 per
cent of the time14.
Academic research has highlighted the benefits to high streets of investment in
walking and cycling. Lawlor (2013) identified an increase in retail sales by up to 30
per cent where investment has taken place15. Surveys of Business Improvement
Districts in London16 have also highlighted that they believe that more walking and
cycling attracts more customers. TfL has also compiled key global research
including from North America, Europe and England that highlights that the
introduction of protected cycle lanes leads to increased retail spend17.
RBKC needs to clearly set out an assessment of the positive and negative
business impacts of the Cycleway in any decision as well as how any future
scheme would be assessed.
Impact on residents
The Decision by RBKC on 2 December 2020, was not informed via any formal
public consultation. The decision note refers to emails that were received by
RBKC both for an against the Cycleway but also references a large number of
emails and views from residents that were not considered. The decision note also
includes details about a petition submitted via GLA Members. RBKC should be
clear on how the views of residents (and resident's groups) within RBKC will be
considered as well as the views of residents outside of RBKC. Given the strategic
importance of Kensington High Street for all transport modes, there is a good case
to carefully consider wider views on the future of Kensington High Street.
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Impact on taxis and private hire vehicles
TfL has not seen an assessment by RBKC of the impacts on taxis and private hire
vehicles. to understand the implications of the Cycleway or its removal. RBKC will
need to consider whether, where and how taxis can pick up from the kerbside (on
Kensington High Street or on side roads), especially of mobility impaired
passengers. A careful analysis of exactly how taxis are to be expected to pick up
and drop off will be required. Prior to the Cycleways introduction, TfL engaged
with our Taxi and Private Hire Team who advised that the Cycleway did not
impact on existing taxi ranks located in the area (on side roads). RBKC is advised
to include an assessment of the impact on taxis and private hire vehicles as part
of the decision on 12 March 2021
Equalities implications
TfL has not seen an equalities impact assessment (EQIA) to understand the
assessed implications of the removal of the scheme on groups with protected
characteristic (including those who cycle and those that use taxis). RBKC is
advised to include an EQIA as part of their decision-making process as part of the
decision on 12 March 2021 to meet your Public Sector Equality Duty. TfL’s
Understanding our Diverse Communities document may be a useful source of
information to draw on, amongst others.
Please do not hesitate to contact me if you require any further information on the
points raised in this letter.
Yours sincerely

Alexandra Batey
Director of Investment Delivery Planning
Transport for London
Cc: Sue Foster; Mark Chetwynd, Barry Quirk
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Appendix A – Traffic Monitoring Data – TfL, Network Performance
(Please see separate attachment)
Appendix B – Kensington High Street – Cycleways Network
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Appendix A – Bus
and general traffic
Performance
Kensington High street
cycle scheme
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SUMMARY

High Level Summary - Kensington High street cycle scheme
• Initially, journey times increased as scheme construction progressed (26 September-12
October 2020)
• Further work was carried out to adjust the signal timings, traffic patterns started to settle
down; journey times returned close to normal levels (week commencing 19 October)
• Numerous major works commenced on road network in close vicinity of Kensington High
Street (26 October onwards)
• It is difficult to draw any firm conclusions about the bus and general traffic performance
impacts of the cycle lanes due to the overlap with multiple other works in area and
coronavirus restrictions resulting in variable traffic flows.
• However, the most comparable data (only one week is available) suggests the scheme
was performing similar to 2019 within normal journey time variations. Further data is
required to corroborate this.
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MAJOR UTILITY WORKS

Major Utility Works on Kensington High
Street and surrounding road network.
Major works
Wrights Lane
Closure for collaborative utility works – 26 October-30 November
Campden Hill Road
Two way temporary signals for high voltage cable installation – 26 October-13 November
Kensington Church Street
Two way temporary signals for Thames Water new connection – 2 November-6 November
Kensington High Street
Two way temporary signals following a Burst Water Main by Wrights Lane – 10 November-12 November
Other works
Adam & Eve Mews
Closure for footway resurfacing – 15 June-09 November
Melbury Road
Closure of Melbury Road at the junction of Kensington High Street for entry treatment works – 12 October-09 November
Phillimore Walk
High Voltage Joint Bay works – some carriageway incursion – 27 October-09 November
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BUS PERFORMANCE

0700-1900
Buses
Kensington High Street
Kensington Church Street
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BUS PERFORMANCE

Scope: Bus journey time segments

Kensington High St WB
Kensington Church St SB
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BUS PERFORMANCE – LONG TERM TREND

Journey Times (per km) 0700-1900
Kensington High Street Eastbound
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BUS PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Eastbound
First full week with no major
utility works, bus journey
times similar to 2019

As utility works removed,
journey times decrease – only
Wrights Lane closure remains

Construction of
cycle scheme begins

Traffic flows
approximately at prepandemic levels

Construction of
cycle scheme
completed (16
October)

Despite lockdown, journey
times increase due to utility
works on Kensington Church
St, Kensington High St,
Campden Hill Road and
Wrights Lane closure

Two weeks of bus journey
times similar to 2019 due to
removal of utility works and
lockdown restrictions
TfL RESTRICTED

Journey times
decrease again over
the Christmas period
and into lockdown 3

Journey times increase as
coronavirus restrictions are lifted
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.
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BUS PERFORMANCE – LONG TERM TREND

Journey Times (per Kilometre) 0700-1900
Kensington High Street Westbound
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BUS PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Westbound
First full week with no major
utility works, bus journey
times similar to 2019

As utility works removed,
journey times decrease – only
Wrights Lane closure remains

Construction of
cycle scheme begins

Despite lockdown, journey times
increase due to utility works on
Kensington Church St,
Kensington High St, Campden Hill
Road and Wrights Lane closure

Traffic flows
approximately at prepandemic levels

Construction of
cycle scheme
completed (16
October)

Two weeks of bus journey
times similar to 2019 due to
removal of utility works and
lockdown restrictions
TfL RESTRICTED

Journey times
decrease again over
the Christmas period
and into lockdown 3

Journey times remain stable
following removal of cycle scheme
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.
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BUS PERFORMANCE – LONG TERM TREND

Journey Times (per Kilometre) 0700-1900
Kensington Church Street Southbound
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BUS PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington Church Street Southbound
First full week with no major
utility works, bus journey
times similar to 2019

As utility works removed,
journey times decrease – only
Wrights Lane closure remains

Construction of
cycle scheme begins

Traffic flows approximately at
pre-pandemic levels. Journey
times increased due to
temporary traffic signals

Journey times
decrease again over
the Christmas period
and into lockdown 3
Despite lockdown, journey times
increase due to utility works on
Kensington Church St,
Kensington High St, Campden Hill
Road and Wrights Lane closure

Construction of
cycle scheme
completed (16
October)

Two weeks of bus journey
times less than 2019 due to
removal of utility works and
lockdown restrictions
TfL RESTRICTED

Journey times increase as
coronavirus restrictions are lifted
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.
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GENERAL TRAFFIC PERFORMANCE

0700-1900
General Traffic
Kensington High Street
Kensington Church Street
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GENERAL TRAFFIC PERFORMANCE

Scope: General/Freight journey time segments

Kensington High St EB2
Kensington High St WB1
Kensington High St WB2
Kensington Church St SB
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PERFORMANCE – LONG TERM TREND

Journey Times (per km) 0700-1900 Kensington High Street
Eastbound 1 – Warwick Road-Kensington Church Street
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PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Eastbound 1

As utility works removed,
journey times decrease –
only Wrights Lane closure
remains
Construction of
cycle scheme begins

Journey times increase as
coronavirus restrictions are lifted
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.

Traffic flows approximately
at pre-pandemic levels
Construction of
cycle scheme
completed (16
October)

Despite lockdown, journey times increase
due to utility works on Kensington Church
St, Kensington High St, Campden Hill
Road and Wrights Lane closure
TfL RESTRICTED

Journey times
decrease again over
the Christmas period
and into lockdown 3
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PERFORMANCE – LONG TERM TREND

Journey Times (per km) 0700-1900 Kensington High Street
Eastbound 2 – Kensington Church Street-Kensington Gore

Journey time
data missing due
to fault
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PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Eastbound 2

Journey times remain stable
following removal of cycle lane (2
December). Parking observed
occupying the road space previously
allocated to the cycle lane.

Journey time data
missing due to fault
Traffic flows approximately
at pre-pandemic levels

Journey times
decrease again over
the Christmas period
and into lockdown 3
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PERFORMANCE – LONG TERM TREND

Journey Times (per Kilometre) 0700-1900 Kensington High Street
Westbound 1 – Knightsbridge-Kensington Church Street
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PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Westbound 1

As utility works
removed, journey
times decrease – only
Wrights Lane closure
remains
Journey times increase as
coronavirus restrictions are lifted
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.

Construction of
cycle scheme begins

Traffic flows approximately
at pre-pandemic levels
Construction of
cycle scheme
completed (16
October)

Despite lockdown, journey times increase
due to utility works on Kensington Church
St, Kensington High St, Campden Hill
Road and Wrights Lane closure
TfL RESTRICTED

Journey times
decrease again over
the Christmas period
and into lockdown 3
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PERFORMANCE – LONG TERM TREND

Journey Times (per Kilometre) 0700-1900 Kensington High Street
Westbound 2 – Kensington Church Street-Warwick Road
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PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington High Street Westbound 2

Construction of
cycle scheme begins

Journey times remain stable
following removal of cycle lane
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.

Traffic flows approximately
at pre-pandemic levels
Construction of
cycle scheme
completed (16
October)

Journey times
decrease again over
the Christmas period
and into lockdown 3
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PERFORMANCE – LONG TERM TREND

Journey Times (per Kilometre) 0700-1900
Kensington Church Street Southbound

TfL RESTRICTED
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PERFORMANCE – BEFORE/AFTER SCHEME

Journey Times (per km) 0700-1900 Kensington Church Street Southbound
Traffic flows
approximately at prepandemic levels. Journey
times increase due to
temporary traffic signals

As utility works
removed, journey
times decrease – only
Wrights Lane closure
remains
Journey times increase as
coronavirus restrictions are lifted
(2 December). Parking observed
occupying the road space
previously allocated to the cycle
lane.

Construction of
cycle scheme begins
Construction of
cycle scheme
completed (16
October)

Despite lockdown, journey times increase
due to utility works on Kensington Church
St, Kensington High St, Campden Hill
Road and Wrights Lane closure
TfL RESTRICTED

Journey times
decrease again over
the Christmas period
and into lockdown 3
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APPENDIX

Buses Methodology
Data
• Weekly iBus data has been used for this analysis. This gives weekday (Mon-Fri) average journey times by
route, stop-to-stop link and peak (AM = 7am-10am, Inter = 10am-4pm, PM = 4pm-7pm & 12hr = 7am7pm). These journey times exclude dwell times at stops.
Corridor averages
• Data for each corridor comprised multiple routes. Journey times have been summarised by route, by
taking the total journey time across stop-to-stop links along the corridor and dividing by the length of
these links, to give a minutes per km figure.
Thresholds
• The graphs show the averages plotted against thresholds (‘Baseline Upper’ & ‘Baseline Lower’).
• These thresholds have been found by taking the mean journey time +/- 1 standard deviation during the
pre-COVID baseline period (11 March 2019 – 13 March 2020*).
• This allows for a reasonable amount of week-to-week variation but gives a threshold above which
minutes per km figures would be deemed above “normal”.
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APPENDIX

Freight and Traffic Methodology
Journey Times (LCAP)
• Freight & Traffic Journey Times have been reported using London Congestion Analysis
Project (LCAP) links. This data is based on automatic number plate recognition (ANPR)
camera captures and comprises links between these cameras.
• Average journey times have been calculated by week, by peak.
• The baseline shown is a 12 hour (7am-7pm) average from the equivalent week one year prior.
• The locations of the LCAP links used are shown on slide 13.
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