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Foreword 
 
The City of Westminster is a unique place. It is home to the Monarchy, Parliament, central 
government, more businesses than the City and Canary Wharf combined and a wide range 
of visitor attractions. These uses sit alongside long established residential areas and 
essential community services that make the City a truly diverse place, with a host of 
demands that must be catered for. 

As such, the City attracts over a million visitors every day and at peak periods our transport 
network and public realm can struggle to cope with the demands placed upon it. Due to this 
intensity of use, issues such as congestion, overcrowding, poor air quality, noise and road 
safety can arise. Local authorities have a role to play in tackling these issues through the 
implementation of well designed transport and public realm schemes. 

The Council has already achieved significant steps forward in addressing these issues over 
the last few years using Local Implementation Plan funding. For instance, we have 
pioneered innovative schemes such as the Legible London wayfinding system and the 
diagonal crossing facility at Oxford Circus which has vastly improved pedestrian accessibility 
in this International Shopping Centre. We have been at the forefront of installing electric 
vehicle charging points on street and our car club scheme has the greenest fleet in the UK. 
We have managed to smooth traffic flows by removing traffic signals at locations such as the 
Long Acre junction with Drury Lane. We have undertaken a thorough parking policy review, 
identifying measures that will help to ensure that kerbside space is allocated and managed 
in the most effective way. Some of the City’s most deprived areas have been regenerated 
through public realm enhancements and partnership working with other organisations such 
as the Metropolitan Police. We have also delivered the most Barclays Cycle Hire docking 
stations out of all the participant boroughs, demonstrating our support for the Mayor’s 
Cycling Revolution. 

However, there is still much more that we can do and this document sets out how we intend 
to deliver this, building on past successes and continuing to design exemplary schemes 
which set best practice for other local authorities to follow. The Council can now look forward 
to working with its many stakeholders that include the Mayor, Transport for London, our 
landed Estates, major Landowners, our current five Business Improvement Districts and the 
transport industry to maintain, improve and rebuild our transportation infrastructure and 
prepare it for the next 20 years. 

 

 

Councillor Lee Rowley 

Cabinet Member for Parking and Transportation 
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Executive Summary 
 

The City of Westminster is a world class centre for business, public service, tourism and 
entertainment, as well as being home to around 245,000 people. Its supporting transport 
network therefore needs to accommodate the movement of people and goods that is 
associated with this status. As a consequence the City hosts the country’s largest Planning 
and Parking authorities due to the level of development activity and the high number of 
visitors and workers that support its economy.  

This results in a number of strategic challenges being played out at the local level which this 
Local Implementation Plan (LIP) seeks to outline and address. It sets seven Westminster LIP 
objectives, based on these challenges, and demonstrates how these will be addressed 
through a series of delivery actions over the next 20 years. A Programme of Investment for 
the next 3 years is also defined. 

Westminster’s local challenges 

Westminster’s local issues and challenges align closely with the goals set out in the Mayor’s 
Transport Strategy (MTS) and can be summarised as follows: 

MTS Goal 1 - Supporting economic development and population growth:  
Approximately one million people travel into the City of Westminster each day, and due 
to local and regional growth, this is set to increase substantially over the next 20 years. 
This places significant pressures on the footway, public transport and road networks, 
particularly in the Central Activities Zone (CAZ) and at transport interchanges. To 
support the City’s economy it is also important for goods to be transported efficiently 
with minimal impact on the public realm and transport networks. The competing 
demands for space on these networks can be challenging to prioritise and manage. 

Public transport accessibility in the City is already very good, but in order to cater for 
projected growth, improvements are necessary. The delivery of major projects such as 
Crossrail and Victoria Station Upgrade give rise to a number of issues, such as 
managing the impact of construction activities in terms of disruption and health and 
safety, and ensuring that the public realm around stations can cope with onward travel 
movements at street level.  

MTS Goal 2 - Enhancing the quality of life: 

Improving the quality and reliability of people’s journeys by different modes represents 
a significant challenge due to high levels of congestion and associated poor air quality 
experienced on many of the City’s key transport corridors.  

The 24 hour nature of the city means that these stresses are often continuous which 
places substantial demands on the City, much of which has Conservation Area 
designation status or is near listed buildings. Noise is a particular problem. The City 
has long established residential communities cheek by jowl with high density 
commercial uses, particularly in the CAZ. Westminster’s many parks, squares and 
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gardens provide a welcome respite to this and their protection and enhancement is 
therefore critical.  

The City is a place of contrast which means that some of the country’s most deprived 
wards sit alongside the most affluent, with associated health inequalities that need 
addressing. Given that a high number of people already travel into and around the City 
by public transport, there needs to be an emphasis on encouraging people to travel by 
more sustainable modes such as walking and cycling. This can only be achieved if the 
public realm is well designed, legible and permeable and people feel safe. 

 MTS Goal 3 - Improving safety and security: 

Whilst casualty related accidents are on the decline, the rate of casualties amongst 
vulnerable road users such as pedestrians remains high. The increase in the number 
of cyclists on Westminster’s roads and the high number of foreign visitors unused to 
travelling in the UK, intensify this challenge.  

Fear of crime is an issue in more deprived areas and other antisocial behaviour such 
as poor conduct amongst different road user groups, particularly for more vulnerable 
groups. Due to Westminster’s international, national and regional significance, 
terrorism presents a separate set of issues that can be mitigated through careful 
design of the public realm, whilst being mindful of the city’s heritage and its importance 
to the country’s image. 

MTS Goal 4 - Improving transport opportunities:  

With a high number of visitors to the City of Westminster, ensuring good access for all 
members of the community is vital. A good quality, well maintained, legible and safe 
public realm will do much to address access issues. Provision of step free access to 
public transport and on footways should be pursued, but the former is often difficult to 
achieve on the underground network. Provision of parking bays for disabled people 
must be weighed against other demands for highway space and the need to 
encourage people to use more sustainable modes wherever possible in order to 
reduce congestion and improve air quality.  

MTS Goal 5 - Reducing transport’s contribution to climate change:  

Carbon emissions from transport sources remain a significant contributor to climate 
change. This is closely linked to issues of poor air quality described under MTS Goal 
2, due to the common source of the problem. Many of the corridors that experience the 
worst pollution and some of the sources (such as the bus and black cab fleet) are 
managed or regulated by TfL, rather than the Council. The Council will, however, work 
with the Mayor and TfL to address these problems. 

 MTS Goal 6 - Supporting the delivery of the London 2012 Olympic and 
Paralympic games and their legacy:  

The City is home to a range of nationally important visitor attractions and some 90% of 
visitors to the capital will visit the City of Westminster at some point during their stay. It 
will be a key host for the Olympic and Paralympic games and the Queen’s Jubilee, all 
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to be held in 2012. This will place even greater pressure on the City’s transport system 
than usual. Due to the importance of tourism to the Westminster and London 
economy, it is essential that the City copes well with this pressure and looks at its best 
in order to encourage visitors to return.  

Westminster’s LIP objectives 

Based on the above local challenges and Mayoral, Sub Regional and local policies, seven 
Westminster LIP objectives have been set. These are listed below, together with the actions 
that will be delivered through the LIP to help address each objective, building on the success 
of past projects. The delivery actions listed will be delivered over the next 20 years, although 
a more detailed Programme of Investment covering the next three years (2011/12-2013/14) 
has also been defined within the document.  

  LIP Objective 1 - Supporting economic development and growth 

 Supporting rail/underground improvements eg Crossrail and Victoria Station 
upgrade 

 West End public realm enhancements eg Leicester Square, Piccadilly Two 
Way, South Molton Street 

 Improved facilities for visitors eg the Legible London wayfinding system 
 Civic Streets programme eg Queensway and Church Street 
 Smoothing traffic flows eg traffic light removal 
 Maintenance of highway assets 

 
LIP Objective 2 - Improving safety and security for all road users 

 Neighbourhood Road Safety schemes eg new pedestrian crossings 
 Road safety audits 
 Implementation of School Travel Plan measures eg improved crossing facilities  
 Transport Education programme eg cycle training 
 Maintenance of highway assets  
 Promoting safer travel at night eg the Golden Fares scheme 
 Designing out crime through civic renewal and partnership working eg Civic 

Streets 
 

LIP Objective 3 - Minimising impact of transport on the environment  

 Air quality management eg delivery of Air Quality Action Plan measures 
 Working in partnership with TfL to identify hot-spot and route measures, review 

LEZ standards and impact of removal of Congestion Charging Western 
Extension 

 Trials of new technologies eg application of dust suppressants on the highway 
 Supporting the uptake of cleaner vehicles eg on street electric charging points 
 Supporting car clubs eg provision of more car club bays 
 Smoothing traffic flows 
 Making walking and cycling more attractive eg more cycle parking 
 Noise reduction measures 
 Westminster Way streetscape guidance 
 Decluttering 
 Minimising the impact from servicing eg freight consolidation schemes 
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LIP Objective 4 - Prioritising pedestrians and effectively managing allocation of 
highway space 

 Prioritising pedestrians in the development of new schemes eg provision of 
new pedestrian crossings and the Legible London wayfinding system 

 Efficient allocation of highway space eg loading pads on the footwayand the 
implementation of measures identified in the Council’s Parking Policy Review 
2010/11 

 

LIP Objective 5 - Promoting healthier lifestyles and ensuring inclusivity 

 Making walking and cycling more attractive eg more Barclays cycle hire 
stations, Legible London, public realm improvements 

 Supporting step free access eg step free access at Green Park tube station 
and provision of dropped kerbs 
  

LIP Objective 6 - Improving efficiency and attractiveness of sustainable 
transport 

 Supporting rail/underground improvements eg Crossrail and Victoria Station 
Upgrade 

 Improving bus journey time reliability and passenger information eg Oxford 
Street East (Smooth Stops) 

 Facilitating bus routeing eg through the proposed Aldwych / Strand scheme 
 

LIP Objective 7 - Pay for your impact principle 

 Securing contributions from development eg. s278, s106, CIL 
 Development and rollout of an innovative public realm credit system 
 Development of a carbon offset fund 

 

The schemes implemented through the LIP and other programme lines will also contribute to 
the Mayor’s High Priority Initiatives such as Cycle Parking, Cycle Superhighways, Electric 
Vehicle Recharging Points, Better Streets, Cleaner Council Fleets and Street Trees. 

There will be risks in delivering each of these actions which must be carefully assessed. 
Performance measurement targets have been set in order to assess the degree to which the 
three year LIP 2011/12 to 2013/14 programme and longer term strategy up to 2019/2020 
and beyond is delivering its objectives.  Targets are set for five (core) mandatory indicators 
which relate to outcomes identified in the MTS and the seven LIP objectives that are set by 
the Council.  Local targets are also included.       
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1.0 Introduction 

1.1 Background 

1.1.1 A Local Implementation Plan (LIP) is a statutory document, prepared under section 
145 of the Greater London Authority Act 1999, which sets out how a London borough 
proposes to implement the Mayor’s Transport Strategy in its area, as well as other 
locally and sub-regionally important goals. Figure 1.1 below shows this relationship. 

 

 
Figure 1.1 - Relationship between the MTS, London Sub Regional Transport Plans, 
LIPs and TfL modal delivery 

 
1.1.2 Westminster’s first LIP covered the period 2005/06 to 2010/11. This document is 

Westminster’s second LIP and covers the same period as the revised Mayor of 
London’s Transport Strategy (MTS), ie up to 2031. It responds to the revised London 
Plan, the Mayor’s Transport Strategy, the Sub-Regional Transport Plans (SRTPs), 
TfL’s Business Plan, the Council’s adopted Core Strategy and emerging City 
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Management Plan (CMP), all of which are designed to cover the next 20 years, as 
well as other relevant Mayoral, TfL and Council policies as set out in Appendix 2 

 

1.1.3 The LIP sets out the Council’s long term goals and transport objectives for the City of 
Westminster, a three year programme of investment (2011/12 – 2013/14), and the 
targets and outcomes sought. The Delivery Plan section of the LIP will be updated in 
2013/14 to provide a new three year programme of investment for the period 2014/15 
to 2016/17.  

 

1.1.4 It also identifies how the Council will work towards achieving the six revised MTS 
goals which are to:  

1. support economic development and population growth  

2. enhance the quality of life for all Londoners 

3. improve the safety and security of all Londoners  

4. improve transport opportunities for all Londoners   

5. reduce transport’s contribution to climate change and improve its resilience 
6. support delivery of the London 2012 Olympic and Paralympic Games and its 

legacy 
  

The LIP will enable the Council to contribute towards achieving these goals within the 
City of Westminster, and meet the priorities of its residents, business community and 
visitors to the City to ensure that it retains its world class status.  

 

1.2 How Westminster’s LIP has been developed 

1.2.1 In Spring 2010 an initial LIP consultation exercise was carried out with local Ward 
Members, residents and interested stakeholders at each of the Council’s six Area 
Forums, where broad views on transport issues in the local area and potential 
schemes for inclusion in the LIP were sought. This valuable consultation process 
together with the Councils’ then ongoing Built Environment Capital Programme 
Review helped to inform the preparation of the Council’s draft LIP which was agreed 
by the relevant Cabinet Members before being submitted to TfL in December 2010.  

1.2.2 Following this submission, a further public consultation exercise was carried out in 
Februrary 2011 in co-ordination with the Council’s CMP consultation. The draft 
document was made available on the Council’s website and in local libraries and One 
Stop shops. Statutory consultees, and other key stakeholder groups such as Ward 
Members, local community groups, transport operators, the business community and 
other transport user groups etc were invited to comment. These are listed below.The 
responses were analysed and suggestions incorporated into the LIP where 
appropriate. TfL also provided a number of comments which have been addressed in 
this final version. 
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Statutory Consultees  

The GLA Act 1999 places a duty on boroughs to consult a number of key 
stakeholder groups. In Westminster’s case, these were considered to be the 
following: 

- The Metropolitan Police; 
- TfL; 
- Organisations representing disabled people (Transport for All); 
- Other London boroughs whose area is, in the opinion of the council 

preparing the LIP, likely to be affected by the plan (The City of London, 
The London Boroughs of Brent, Camden, Lambeth, Southwark and 
Wandsworth, and The Royal Borough of Kensington and Chelsea). 

Recommended consultees: 

TfL has also advised that boroughs may wish to consult with a number of 
other groups and those identified in brackets were amongst those consulted 
in Westminster: 

- Ward Members (all Westminster Ward Members); 
- Local Community Groups (all Westminster Amenity Societies); 
- Environmental Groups (English Heritage); 
- Representatives of younger and older people (London Travelwatch,  

Westminster Older People’s Action Group); 
- A mobility forum or similar (Transport for All); 
- Other service sectors (The Royal Parks, The Metropolitan Police, The 

London Fire Service, Westminster PCT); 
- Business communities (all Westminster BIDS, London First, London 

Chamber of Commerce, The Society of London Theatre, British Casino 
Association, National Casino Industry Forum, The Brewery Logistics 
Group, British Beer and Pub Association); 

- Transport operators and private hire vehicle companies (Confederation 
of Passenger Transport, Arriva Green Line Travel, Sightseeing tour bus 
companies). 

Other groups: 

Westminster has also chosen to consult the following groups: 

- LDA; 
- London Councils; 
- Local MPs; 
- Major landowners (including The Crown Estate, The Grosvenor Estate, 

The Portman Estate, Shaftesbury, Land Securities, Covent Garden 
London); 

- Walking / cycling groups (Sustrans, Living Streets, London Cycling 
Campaign, Cyclists Touring Club); 
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- Other user groups (including Freight Transport Association, Central 
London Freight Quality Partnership). 

1.2.3 Both the draft LIP and this final LIP document have been considered by the following 
Cabinet Members and their Deputies, all of which have elements of the LIP in their 
portfolio: 

 Parking and Transportation 

 Built Environment 

 City Management 

 Enterprise and Volunteering  

 

 

 

 

  

Structure of Westminster’s LIP 

The rest of this document is divided into the following chapters: 

 Chapter 2 provides a summary of the characteristics of the City of 
Westminster. It then looks at each of the MTS goals and its associated 
challenges in turn and explains how these relate to Westminster’s more 
local challenges. A set of seven LIP objectives are set which aim to 
address these challenges; 

 Chapter 3 sets out Westminster’s proposed Delivery Plan and a 
Programme of Investment for the period 2011/12 – 2013/14, and 
explains how this plan will help to achieve the seven LIP objectives 
defined in Chapter 2. A risk assessment is also provided; 

 Chapter 4 sets out the Performance Monitoring Plan, identifying targets 
and indicators to monitor Westminster’s LIP objectives; and finally 

 Background information such as the LIP’s policy influences, the 
Strategic Environmental Assessment (SEA) and Equality Impact 
Assessment (EQIA) will be set out in the Appendices. 
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2.0 Transport in Westminster – context, challenges and 
objectives 

2.1 Introduction 

2.1.1 This chapter sets out Westminster’s local characteristics and transport issues in 
section 2.2. Section 2.3 then identifies the six MTS goals and their associated 
challenges and explains how these relate to more local challenges in the City of 
Westminster.  Section 2.4 lists a series of seven LIP objectives for Westminster that 
have been set to help tackle these challenges. 

2.2 Local Context 

 Westminster’s location  

2.2.1 The City of Westminster is one of the most recognised places in the world. It is at the 
heart of London, the seat of government and the Monarchy, is home to many 
government departments, law courts, places of worship of international importance, 
embassies and diplomatic institutions and other functions of state. Many of 
Westminster’s attractions and functions from Big Ben to Buckingham Palace to 
Lord’s Cricket Ground are emblematic of London, and indeed, the United Kingdom.  

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 2.1 – Map showing the ‘fuzzy boundaries’ of the five London sub regions 

2.2.2 The City of Westminster sits at the heart of the Central London Sub Region. The 
other local authorities in this grouping include the City of London and the London 
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Boroughs of Camden, Islington, the Royal Borough of Kensington and Chelsea, 
Lambeth and Southwark. This is shown in Figure 2.1. Although each borough varies 
considerably in character, they have many similarities in terms of common transport 
problems and pressures on the public realm. Over 1.3million people live in the 
region, which is forecast to grow to over 1.6 million by 2031. There are also around 2 
million jobs based in the sub region, with the Central Activities Zone (CAZ) being a 
large employment draw and nearly a third of all London jobs being based there. This 
is also set to increase, by approximately 25% by 2031. However, only 5% of the 
people currently working in central London also live there, with the rest commuting 
from inner/outer London, the south east and beyond. 

 Westminster’s population 

2.2.3 The residential population of the City of Westminster, based on the ONS mid year 
estimate in 2010 is approximately 253,000 and this swells to over 1m every weekday, 
due to the substantial influx of workers, visitors and tourists. By 2015 it is anticipated 
that the resident population of Westminster will increase to 281,000 and 298,000 by 
2020 (ONS, 2008). This pressure is intense and is central to both the city’s character 
and many of its challenges. 

Westminster is also characterised by areas of a very different nature. There are 
largely residential areas in the north and south of the City which do not have 
significant commercial activity outside designated town centres, and whose town 
centres provide a more local offer. Even within the CAZ, there are significant areas of 
quieter residential streets. Westminster is a place of contrast, with the poorest 
residents often living alongside the richest. This means that there are significant 
differences in life expectancy and mortality between and within electoral wards. 
Deprivation is much more concentrated in the north west and far south of the city as 
detailed in section 2.3.5.  

Westminster’s economy 

2.2.4 The City of Westminster also functions as a national and international centre for 
business, shopping, arts, culture and entertainment, higher education and 
healthcare. There are some 40,000 businesses which provide 600,000 jobs which 
amounts to 15% of all those in London and more than the City of London and Canary 
Wharf combined. The diversity of Westminster’s employment market reflects the 
City’s mixed character and contributes to its economic resilience. Over 70% of these 
businesses are small businesses employing fewer than five people and about 85% 
employ fewer than ten people.  

2.2.5 The influx of visitors also extends into the evening, with many more people coming to 
Westminster to enjoy the City’s vibrant nightlife, particularly in the West End. 
Westminster’s night time economy is the largest in the country, generating 
approximately £3 billion, with 3,800 firms employing nearly 60,000 people. The high 
level of activity at all hours of day and night presents particular challenges for the 
Council, such as accommodating high footfalls and managing the noise impacts 
associated with the movement of people and goods late at night. Similarly, 



‐ 17 ‐ 

 

Westminster’s businesses need to ensure that they can receive regular deliveries 
and other services. This combined level of movement and activity means that 
Westminster’s green spaces, public squares, mews and residential enclaves are 
particularly valuable. The diagram in Figure 2.2, taken from the Council’s Core 
Strategy, shows key areas of the City.  

Westminster’s streets and transport system 

2.2.6 The transport network across Westminster consists of a dense and overlapping 
range of networks and modes that are managed by a complex mix of public and 
private service providers, as follows: 

 Carriageway 
 Footway 
 On and off-street parking 
 On and off-street loading and waiting provision 
 Cycle routes and cycle parking 
 Barclays Cycle Hire docking stations 
 Buses (including sightseeing buses) 
 Express, excursion and contract coaches 
 The London Underground 
 National Rail including the Heathrow Express Railway 
 The Blue Ribbon Network (the River Thames and canal network) 
 Taxis 
 Private Hire Vehicles 
 Social service, health and voluntary sector transport; and  
 Specialist modes such as the Pedicab, Tuk Tuk and even horse drawn 

vehicles 

 

2.2.7 All these interlinked networks have grown and will continue to grow over the decades 
to come and all demand a combination of footway, kerbside or carriageway space on 
Westminster’s highway and on-street parking networks. 

 
2.2.8 The graph below in Figure 2.3 illustrates how people travelling within Westminster 

make their journey. The percentage of people whose main part of their journey is 
undertaken by foot is a relatively high 38% compared to outer London, as are users 
of the London Underground and Bus networks which combine to 35% whereas the 
combined car and motorcycle/scooter rate is a much lower 14% and cycling 3%. In 
the 2001 census, the percentage of Westminster residents without access to a car 
was 56%.  
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Figure 2.2 – Key diagram for Westminster (source: City of Westminster Core Strategy 2011)
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Figure 2.3 – Percentage of trips in Westminster, by main mode 

 
2.2.9 The City Council’s Parking Policy Review (2010-2011) was completed in August 2011 

and a major part of this project was the need to greater understand how residents, 
workers, visitors and others travel around Westminster. Stage 1 Consultation of the 
review included three key surveys, including kerbside occupancy surveys, Automatic 
Traffic Counts at 35 sites over a 7 day period and a consultation survey to which over 
900 responses were received. This data revealed the following trends: 

 That car dependency/ and or usage in Westminster on weekdays is low whereas 
it rises on Saturdays and rises yet further on Sundays; 

 That traffic levels in parts of Soho, Chinatown and other parts of the West End 
are higher at 2am than 2pm thus substantiating the belief that the night time 
economy in this area presents its own set of transport challenges in terms of 
traffic management and kerbside parking control; 

 That some 93% of respondents to the consultation advised that they now receive 
deliveries at their home address thus reflecting the ongoing impact of on-line 
shopping; 

 That the on-street needs of the freight and logistics industry is often neglected; 

Source: Travel in London report (TfL) 2010 



‐ 20 ‐ 

 

 That the off-street car parks are an underused source of available car, 
motorcycle, cycle and EV parking and that greater use should be made of them;  

 In the regional district shopping areas such as Queensway Bayswater, St John’s 
Wood High Street, Warwick Way Pimlico etc are frequented by shoppers who live 
in the neighbourhood and typically walk to shop rather than rely upon other 
transport modes such as the London Bus, the Cycle, the car etc.  

 
Public Transport 

2.2.10 The City of Westminster is probably the most comprehensively served location by public 
transport in the country and one of the best served in the world. There are four main rail 
termini, 32 underground stations with 10 of the 12 tube lines running through the city; 4 
river bus piers with commuter services; and some 157 daytime, nightbus and 24 hour 
bus routes that also pass through Westminster. European, National and local express 
coach services also serve the City. 

2.2.11 The Barclays Cycle Hire scheme, central London’s newest public transport initiative, was 
launched in July 2010 and provides 143 docking stations on the streets of Westminster 
(including those on the Transport for London Road Netowrk (TLRN) and within the Royal 
Parks). Westminster has the largest number of docking stations out of all the authorities 
currently involved in the scheme, which operates across Zone 1 of central London. This 
allows anyone who is signed up to the scheme access to a bicycle in this area at 
relatively low cost. 

Highway network 

2.2.12 Westminster’s highway network is illustrated by Figure 2.4 and consists of: 

 323 kms of carriageway for which the Council is the Highway and Traffic 
Authority 

 568 kms of footway for which the Council is the Highway and Traffic Authority 
 27.5 kms of carriageway which is part of the Mayor of London’s Transport for 

London Road Network (TLRN) 
 55 kms of footway which is part of the TLRN 

 
2.2.13 In addition there are also sections of highway land, carriageway and footways that are 

privately owned such as those in and around the Royal Parks and pedestrian accesses 
to public buildings, offices, schools etc. The City Council’s public highway assets consist 
of a carriageway network, footways, bridges and structures, street lighting units and 
other associated items. This is summarised as follows:    

 
 London Distributor Roads 39.4 km – these are signed as Primary Routes, are 

London bus routes, carry large volumes of traffic with HGVs and abnormal loads 
 Local Distributor Roads 18.7 km – these are signed local routes, London bus 

routes or routes which carry relatively large volumes of traffic 
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 Local Link Roads 27.7 km – these are routes which distribute local traffic and 
provide access to residential and local centres 

 Local Access Roads 237.5 km – these are routes which provide access to 
residential areas and local centres 

 There are 73 bridges and structures 

 There are 22,044 lighting units and associated other street furniture items 
 
2.2.14 The Council is obliged to fulfil its Network Management Duty introduced by the Traffic 

Management Act 2004 (TMA). This firmly places an obligation on the Council to ensure 
the safe and expeditious movement of all traffic including pedestrians. In particular the 
Council must have regard to this duty in respect to its responsibility to manage a parking 
service that relates to the needs of all road users. Also the Road Traffic Regulation Act 
1984 (RTRA) requires the Council to: 

 Secure the expeditious, convenient and safe movement of vehicular and other 
traffic including pedestrians and the provision of suitable and adequate parking 
facilities on and off the highway 

 Secure and maintain reasonable access to premises 
 Regulate and restrict the use of roads by heavy commercial vehicles 

 Facilitate the national air quality strategy 
 Facilitate the passage of public service vehicles and to secure the safety and 

convenience of those using such vehicles; and 

 Any other matters that appear to the Council to be relevant. 
 
2.2.15 This means that the Council must take a balanced approach in relation to the allocation 

of highway space to different uses to ensure that each network functions effectively, 
whilst ensuring that any changes are consistent with identified Council policies and 
priorities. 

On Street Parking 

2.2.16 The Council’s Parking Service is the largest in the UK and is responsible for the 
provision and management of on street parking facilities and the enforcement of on-
street parking controls that includes several marked bays on the Mayor’s Transport for 
London Road Network (TLRN). The service comprises the installation and maintenance 
of lines, signs, remaining pay and display machines, cashless Pay by Phone parking, 
street patrols and the enforcement of parking and traffic regulations primarily through the 
issue of Penalty Charge Notices (PCNs) in addition to the management of permits, 
dispensations and suspensions in respect to providing access to the kerbside. 

2.2.17 In 2010 the on-street parking stock was well used across the borough and consists of 
33,000 Resident bays, 4,149 Visitor Pay by Phone bays, 2,604 other Paid visitor bays, 
3,274 Shared use resident bays, 6,150 Paid for motorcycle bays, 220 White Badge 
disabled bays, 480 Blue Badge bays, 102 Car Club bays, 154 taxi ranks providing 676 
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spaces, 223 rest/shelter spaces for taxis, 55 Coach bays, 21 Electric charging bays and 
other more specialist bays such as Diplomatic and Doctor bays. 

2.2.18 In addition to managed parking bays on the street there are also single and double 
yellow lines painted on the kerbside across the city which indicate that waiting 
restrictions are in place where drivers are permitted to load/unload. Outside of these 
controlled hours parking is often permitted eg at evenings or at weekends.     

 
2.2.19 Research in support of the Parking Policy Review (2010-11) indicates that occupancy in 

paid-for bays in the Central and West End Parking Zones D to H had increased over the 
period 2006 to 2011, whereas in the more residential A-C zones that include areas such 
as Pimlico, Belgravia and Maida Vale etc, the occupancy was marginally less. This 
shows that demand for parking in the West End is rising substantially and the review 
therefore proposes the introduction of greater parking controls in that area on weekday 
evenings and at weekends to ensure that the highway parking network is sufficiently well 
managed. The Council believes that its on-street parking provision should now be better 
integrated within the future development control, traffic management and wider needs of 
the diverse residential, retail and employment areas that make up the City of 
Westminster.   

            Off Street parking in Westminster 

2.2.20 In January 2011 the Council outsourced its 12 off-street parking buildings to the Dutch 
based car park provider Q-Park Ltd. Subject to terms of contract the agreement will last 
up to 25 years and Q-Park have pledged to develop the facilities as follows: 

 To invest £10m over the next three years to further improve the ambiance, 
upkeep and security of its newly acquired car parks. At present the China Town 
and Oxford Street sites are being upgrades that include improved CCCTV, door 
management and lighting systems. It is the company’s intention that all its sites 
will become Parking Management System Accredited (ACM) 

 To be more innovative in its pricing regimes especially with regard to its 4,000 
spaces that are available in the West End and to meet the demands of the Night 
Time Economy such as theatre goers; and 

 To continue the commitment to make space available for the parking and 
charging of EV vehicles as well as the parking of approved residents’ cars and 
the parking of cycles. 

 
2.2.21 It is notable that NCP and Q-Park’s combined 70% off-street parking stock dominates 

the provision in Westminster with the difference being made by an array of much smaller 
companies with variable standards of service and availability. The Council believes that 
off-street car park provision will continue to have a key role in accommodating visitors to 
the City who drive.
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Figure 2.4 – Map showing highway network ownership within the City of Westminster
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2.3 Local Problems and Challenges 

2.3.1 This section sets out the goals and associated challenges identified in the Mayor’s 
Transport Strategy that apply to London as a whole (see Table 2.1). The remainder of 
the chapter then takes each of these goals in turn and sets out the more local challenges 
that Westminster faces in relation to achieving these goals.  

 
Table 2.1 – MTS Goals and Challenges

Goals Challenges

1 Support economic development and 
population growth 

a Supporting sustainable population and employment 
growth 

b Improving transport connectivity 

c Delivering an efficient and effective transport system for 
people and goods 

2 Enhance the quality of life for all 
Londoners 

a Improving journey experience 

b Enhancing the built and natural environment 

c Improving air quality 

d Mitigating noise impacts 

e Improving health impacts 

3 Improve the safety and security of all 
Londoners 

a Reducing crime, fear of crime and antisocial behaviour 

b Improving road safety 

c Improving public transport safety 

4 Improve transport opportunities for all 
Londoners 

a Improving accessibility 

b Supporting regeneration and tackling deprivation 

5 Reduce transport’s contribution to 
climate change, and improve its 
resilience 

a Reducing CO2 emissions 

b Adapting for climate change 

6 Support the delivery of the London 
2012 Olympic and Paralympic 
Games and its legacy 

a Developing and implementing a viable and sustainable 
legacy for the 2012 Games 
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2.3.2 MTS Goal 1 - Supporting economic development and population growth 

MTS challenges: 
a. Supporting sustainable population and employment growth 
b. Improving transport connectivity  
c. Delivering an efficient and effective transport system for people and goods 

 
a. Supporting sustainable population and employment growth 

Westminster has a vibrant mix of land-uses, including residential. However, opportunities 
to accommodate large increases in housing are more limited than in other boroughs. 
This is because unlike many other parts of London, Westminster does not have a ready 
supply of vacant, brown field, low value land that can be redeveloped for housing and 
employment uses. Development in Westminster outside of the designated Opportunity 
Areas, is often about refurbishment, renewal and intensification of building stock rather 
than significant land use change. Westminster has met its target of delivering 680 new 
homes up to 2009/10 and it is anticipated that it will meet this target in 2010/11; and will 
meet  or exceed the new 770 new homes per annum from 2011/12 onwards. 

More importantly, regional growth will continue to put greater pressure on Central 
London locations such as Westminster, as people move through the city and access 
centrally located jobs, services and facilities. As set out in section 2.2, the number of 
jobs across the Central London sub region is set to increase dramatically over the next 
20 years. This job growth is likely to result in around 240,000 more journeys per day into 
Central London. While many of these jobs will be created in Opportunity Areas such as 
Paddington, Victoria and Tottenham Court Road, a significant number will be in the Core 
CAZ.  

This movement already places enormous 
demands on the transport system and 
public realm, and some locations struggle 
to accommodate the sheer numbers of 
people. As can be seen from the graph in 
Figure 2.3, the percentage of people 
travelling by public transport and on foot in 
Westminster is significant, and almost all 
journeys involve an element of walking as 
people travel between public transport 
nodes and their final destination. As well as 
extreme crowding on the underground 

trains, significant crowding in LUL stations can also occur in which can lead to partial or 
full stations closures. Similarly, the bus network suffers, especially in the peak hours.  
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Its Central London location and its excellent accessibility featured in the top four reasons 
businesses chose a Westminster location. However, over-crowding on public transport 
and congestion on pavements were the top two negative aspects.  

These impacts are likely to be more pronounced in the Central Activities Zone (CAZ). 
However, there are other areas within Westminster where pedestrian movement is 
similarly dense such as the areas of surface access near to major public transport hubs 
like Paddington and Victoria Station, our Metropolitan and District Shopping Centres 
such as Queensway in Bayswater, and those areas outside of the CAZ and West End 
where there are other tourist attractions such as Tate Britain on Millbank and Lords 
Cricket Ground.  

The implementation of Crossrail by 2018 is proposed to help cater for some of the 
projected growth outlined above (see Case Study 9 in section 3.3.1). CBRE predicts that 
it will be the single most important transport infrastructure project to be undertaken in the 
UK for decades and will reshape the capital’s property markets, particularly the office 
market in areas such as Paddington where it is likely to double in size by 2020. It will 
also help to sustain the West End’s leisure and entertainment sectors.  
 
However, it is also likely to give rise to a number of issues which will need careful 
planning and management. During the construction period, the large number of vehicles 
accessing the construction sites may cause disruption and noise disturbance to 
residents, and any increase in HGVs on the road will have implications for road safety, 
particularly for vulnerable users such as pedestrians and cyclists. The proposed lorry 
routes are now known, but not the number of vehicles likely to be using them. It is 
anticipated that some road closures will also be required including Eastbourne Terrace 
and part of Oxford Street. This has serious implications for traffic flow, bus routes and 
pedestrian movement in these areas which are already under significant pressure. Once 
the line is operational, there is also expected to be a significant impact on the public 
realm in the vicinity of the Crossrail stations at Paddington, Bond Street and Tottenham 
Court Road, as large numbers of people access them by various modes and on bus 
diversions between Paddington, West End and the City. There is also a need to review 
bus movements, especially east to west from Paddington to the West End. 
 
b. Improving transport connectivity 

Much of Westminster, and the CAZ in particular, has very high public transport 
accessibility which is why so many businesses choose to locate in this area. Public 
Transport Accessibility Levels (PTALs) are one of the tools used to assess this. The map 
in Figure 2.5 shows that most of the CAZ has the highest PTAL rating possible, Level 6b 
(in dark red). However, there are some pockets in outer areas of the borough where this 
falls to Level 2 (light blue). The dark blue Level 1 areas fall within the Royal Parks where 
there is no public transport coverage. Given that so much of the borough already has the 
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highest rating possible, the tool has limited uses in these areas in terms of identifying 
areas for improvement.  

Westminster is home to four mainline train stations which means it is the arrival point for 
many rail journeys into central London from the rest of the UK. In terms of international 
connectivity, there are direct rail links to Heathrow airport from Paddington (15 minutes) 
and to Gatwick airport from Victoria station (30 minutes). Gatwick has plans for a new 
station platform which will result in an increase in passenger numbers entering Victoria. 
Similarly many of the airport and nationwide express coach services terminate at Victoria 
Coach station and the City Council’s Green Line terminal at Bulleid Way, Victoria. This 
means that pedestrian footfall, interchange activity and connectivity is particularly high in 
these areas. 

Bus patronage across London has grown by 68% between 1999/2000 and 2007/08, and 
every weekday over 7,000 scheduled buses carry over 6m passengers, the highest 
number of passengers since 1962. In the year up to March 2008 some 2.18bn 
passenger trips were made. 

 

 

Figure 2.5 – Public Transport Accessibility Level map of City of Westminster 
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c.  Delivering an efficient and effective transport system for people and goods 

The level of demand on the road network is just as intense. The Council is the highway 
authority for over 90% of roads in Westminster.  Maintaining roads and traffic flows are 
important for buses and private vehicles but also for tourism, freight and the servicing of 
the City’s businesses.  

Although the Central Zone of the Mayor of London’s Congestion Charging scheme had 
an immediate and significant reduction effect on traffic levels and congestion during its 
gestation period back in 2002-2003, in recent years it has only had a marginal influence 
over reducing traffic levels further. The Mayor removed the Western Extension Zone of 
the Congestion Charging scheme on 24 December 2010, as set out in Proposal 128 of 
the MTS, and this was supported by the Council. 

It is generally the case that car dependency in Westminster is much less than other parts 
of the capital and the rest of the country at large. Using data from TfL’s 44 Congestion 
Charging survey sites in Westminster which record all vehicles entering the Central 
Congestion Charge Zone between 6:00 and 20:00 on two sample days in spring and 
autumn each year, the figures for 2009 are set out in Table 2.2. 

The 44 sites are not restricted to main corridor routes alone but also include a number of 
side roads so the above trends are considered to be an accurate representation of traffic 
entering the Central Congestion Charging Zone rather than traffic originating or travelling 
within it.  However, it should be noted that this only relates to numbers of vehicles on the 
road, rather than the number of passengers on the public transport network. On this 
basis the 42.5% of cars entering the Congestion Charging Zone is misleading as there 
will be many thousands more residents, commuters and other visitors on the London 
Bus, Underground and main line rail networks of which the above survey does not 
record, as demonstrated in Figure 2.3.  

It should be noted that the modal share for private hire cars referred to above will 
increase during the night time as visitors to the West End increase and that the survey 
sites primarily relate to the eastern part of Westminster as the western boundary of the 
congestion charging scheme dissects the borough along the Edgware Road, Park Lane, 
Vauxhall Bridge Road north to south route. 

The graph in Figure 2.3 shows that the proportion of people travelling in Westminster by 
car is already fairly low compared to more outer lying London boroughs, and this 
demonstrates that whilst congestion remains acute on certain strategic roads at peak 
times, much of this is attributed to London Bus, Taxi and delivery vehicles rather than 
the private vehicle that prevails elsewhere. This makes tackling congestion even more 
challenging as these vehicles are providing essential services for the movement of 
people and goods. It also has impacts on bus journey time reliability which is discussed 
in section 2.3.3. 
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Table 2.2 – Average vehicle numbers entering Congestion Charging Zone between 
6:00 and 20:00 (2009) 

Transport mode 

 

Spring and Autumn 
2009 counts 

(6:00 to 20:00) 

Mode percentage  

Car 68,226 42.5 

London Taxi 41,724 26 

Light Goods Vehicle 12,819 8 

Cycle 11,064 6.9 

Motorcycle, Scooter etc 9,559 6 

Van 5,456 3.4 

Double and single deck bus 4 994 3 

Heavy Goods Vehicle 4 861 3 

Coach and private hire bus 1,683 1 

Other Taxi including Private Hire car 160 0.10 

Other 66 0.04 

Total 160,611 100% 

 

To help relieve the problems described above that are associated with increasing 
pressure on the public transport system and road network, it is recognised that there is a 
need to encourage more people to undertake shorter journeys by walking or cycling. 

As noted above, in Westminster a significant proportion of journeys are already made on 
foot and the Council takes care to ensure that the needs of pedestrians are met and 
indeed prioritised in any schemes that are developed, in line with the policy set out in the 
Council’s Core Strategy which forms part of its Local Development Framework. 
However, a number of issues and challenges remain. In many key areas of the borough 
the footways struggle to accommodate pedestrian footfalls during peak hours, but in 
order to achieve widened footways, highway space must be reallocated away from other 
users which is not always possible if the street is to continue functioning without causing 
congestion.  
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For tourists, navigation on foot without a map can prove difficult meaning that many tend 
to rely on the easily navigable underground network to find their way around central 
London landmarks, often putting unnecessary pressure on the tube for short journeys 
that could easily be made on foot.  

Between 2002 and Autumn 2010 the average number of cyclists who enter the Central 
London congestion charging area during charging hours has increased significantly by 
127% which in part is attributed to the impact of the Congestion Charging scheme, 
improved cycle parking facilities and more recently the Barclays Cycle Hire Scheme and 
Cycle Superhighways.  Finding suitable locations to install new cycle stands required to 
meet this increased demand is challenging in the City of Westminster, given the need to 
maintain maximum footway clearance for high footfalls, the number of competing uses 
for kerbside space and the views of residents in respect of historic streetscapes. 
However, if this challenge is not met it is likely to result in further cycles being chained to 
street furniture which can cause obstructions to pedestrians. Similarly the allocation of 
carriageway space for cyclists is often not possible, due to constrained carriageway 
widths and the need to accommodate a substantive range of road users.  

The high concentration of commercial activity interspersed with residential development, 
and the particular characteristics of Westminster’s dense and historic street network 
creates particular challenges in relation to servicing and deliveries. Westminster’s 
substantial economy requires goods to be efficiently delivered and services provided 
without undue delay or cost. Solutions to these problems must ensure that the safety or 
passage of other road users are not compromised, particularly pedestrians or more 
vulnerable users. 

 

Delivery vehicles need to access most if not all premises across London so it is 
important that the Council’s highway network can safely accommodate the range of 
delivery vehicles from the courier cycle right up to the 44 tonne articulated heavy goods 
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vehicle and even abnormal loads vehicles where viable. The thousands of vehicles that 
undertake kerbside deliveries and use the highway network are often the cause of 
various environmental and traffic management concerns that the Council must carefully 
manage. These include: 

 The noise of vehicles undertaking deliveries in sensitive residential areas especially 
during the night or early hours of the morning where the widespread use of hydraulic 
tail lifts on vehicles and the movement of metal roll cages create much noise on the 
street 

 Widespread unnecessary congestion on strategic roads caused by certain 
inconsiderate drivers or businesses who disregard signposted on-street parking, 
loading and waiting restrictions that are in place to ensure a smoother traffic flow for 
all road users; and finally 

 Costly damage to paved footways where certain drivers of heavy goods vehicles 
mount or park on such surfaces that cannot withstand the weight 

 

2.3.3 MTS Goal 2 - Enhance the quality of life for all Londoners 

MTS challenges: 
a. Improving journey experience 
b. Enhancing the built and natural environment 
c. Improving air quality 
d. Mitigating noise impacts 
e. Improving health impacts 

 
a. Improving journey experience 

The Council is responsible for maintaining 323km of carriageway and 568km of footway. 
The heavy use of the roads within Westminster, particularly by HGVs, buses and 
coaches, presents a significant challenge in maintaining these roads to an acceptable 
standard that results in as smooth and safe a journey as possible for all road users.  

The current 2010/11 maintenance backlog on 
London Distributor Roads (Strategic Roads) is 
£4m and this will inevitably increase given the 
transport and financial pressures that prevail. The 
68% increase in bus service across London since 
1999/2000 and wide network spread of 157 routes 
that serve Westminster has been the cause of 
much deterioration of the road surface in recent 
years.  
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This increasing concern is more untenable when it is considered that buses are now 
heavier than before and that there has been reduced TfL LIP funding for Principal 
Carriageway renewal in recent years. Uneven paving is a particular concern for the large 
numbers of pedestrians in Westminster, particularly the elderly. Potholes in the road can 
represent a significant hazard for cyclists and motorcyclists.  
 
Journey time reliability is a problem in Westminster due to congestion levels on many 
parts of the road network, many of which are bus routes. For instance, the high volume 
of buses on Oxford Street is a particular issue. Not only does it result in increased 
journey times for passengers, but it creates a barrier for pedestrians wishing to cross 
between shops resulting in accidents. The congestion also contributes to the air quality 
problem along this corridor. Whilst recent reductions in service and proposed diversions 
of certain routes are welcomed, the Council will continue to lobby the Mayor and TfL that 
the strategic importance of Oxford Street should see a significant reduction of bus 
queues in the period up to 2013/14 and beyond. Similar concerns also prevail on the 
Strand and increasingly on other strategic roads or locations such as around Victoria. 
 
The phased replacement of bendi-buses that consume a disproportionate amount of 
roadspace with double deck buses, albeit at increased frequencies, means less 
congestion at certain well used bus stops and strategic roads. It is anticipated that if the 
new Routemaster bus design is introduced from 2012 onwards then the recent 
improvements in bus service accessibility and reductions in dwell times at bus stops will 
improve yet further. The combination of Oystercard smart card use and cashless 
boarding on buses across central London means that waiting times and the congestion 
of buses on already heavily congested streets has reduced much over the last few 
years. 
 
b.  Enhancing the built and natural environment 
 

Westminster has in excess of 11,000 listed buildings (more 
than any other local authority in the country), and more 
than 75% of its land area is covered by a Conservation 
Area designation. The Palace of Westminster and 
Westminster Abbey has also been designated as a World 
Heritage Site. The historic environment is therefore of 
national and international importance, and intrinsic to 
Westminster and London as a whole. A key challenge is 
ensuring that changes to the transport and highway 
network are sensitive, innovative and enhance the historic 
fabric of the streetscape, ensuring that it is fit for the future 
and preserves the integrity of Westminster’s heritage 
assets.  
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There are five Royal Parks in Westminster which provide 250 hectares of open space, 
19 historic squares and gardens and a number of smaller parks such as Paddington 
Recreation Ground which are Council managed, and also the river and canal towpath 
network, the latter of which is managed by British Waterways. Given the highly built up 
nature of Westminster it is important that its parks and green spaces are preserved as 
these spaces offer tranquillity, meeting, sitting out and leisure opportunities for 
Westminster’s residents, workers and visitors. They offer a particularly important 
resource for Westminster’s residents as over 90% live in flats and do not have access to 
private gardens or balconies.  

Over half of Westminster’s open spaces have heritage designations. There is intense 
usage of these parks and open spaces due to the added pressure that visitors to the city 
place on the resource. This means that there is a shortage of open space in 
Westminster and loss of even the smallest of spaces is resisted.  

There are clear links between low levels of physical activity and the increased risk of 
obesity, with its associated impact on health. It is therefore of concern that the most 
deprived areas of the city are often deficient in open space provision. Although there are 
some parks present in these areas, their size is insufficient for the number of residents 
and visitors that they serve. Similarly the intense pressure on the parks can generate 
conflicts between different user groups such as pedestrians, dog walkers and cyclists 
(where permitted). This can be difficult to manage, particularly when there is a desire 
from the Mayor’s office to encourage more cycling, and the parks do offer a 
comparatively safe environment for cyclists compared to the carriageway. However 
Westminster’s policy for prioritising the pedestrian must be recognised. 

c.  Improving air quality 

Westminster has some of the poorest air quality in the country. Concentrations of 
nitrogen dioxide (NO2) and particulates (PM10) regularly exceed the Air Quality 
Objectives as set out in the national Air Quality Strategy and in European legislation. For 
this reason, the whole borough was declared an Air Quality Management Area (AQMA) 
in 1999 for NO2 and PM10. Figure 2.6 shows those areas of the borough where 
exceedences of 40 microgrammes per cubic metre are likely to be observed (i.e. those 
areas shaded in yellow or red). An Air Quality Action Plan was put in place in 2001 and 
this is currently being updated. 

Air pollution damages human health causing an increased risk of cardiovascular and 
respiratory diseases, and increased risk of cancer and exacerbating asthma. Transport 
(mainly road transport) is the major contributor to poor air quality across Westminster, 
and is predicted to account for over 70% of PM10 emissions and just over half of NOx 
emissions by 2015. It is of particular concern on strategic routes. Emissions from built 
development, such as from heating plant, contribute significantly to levels of NO2 and 
also, though more moderately, to levels on PM10.   
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Figure 2.6 – 2010 modelled annual average pollution exceedances for Nitrogen Dioxide 
and Particulates  
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Figure 2.7  - Percentage contributions of individual vehicle types to total predicted NOx 
emissions (top),  PM10 exhaust emissions (middle) and PM10 brake and tyre wear 
emissions (bottom) in 2015 
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The pie charts in Figures 2.7 show the contributions to NO2 and PM10 levels from 
different vehicles. The specific contributions from the individual vehicle types in 
Westminster, calculated from the data available in the London Atmospheric Emissions 
Inventory (LAEI), show a large proportion of the road pollution comes from London taxis 
and London buses which are the remit of the Mayor of London and any action taken 
regarding these vehicles needs to be undertaken through TfL and the Mayor.. The 
Council can have some influence on taxis and buses by lobbying and working with the 
Mayor towards common goals.  The Mayor is working towards reducing polluting 
emissions from taxis in London. 

The focus of action to improve air quality has largely been on road transport. However, 
the relative importance of emissions from non-road transport sources is increasing with 
emissions from buildings becoming proportionately more important. This is because 
there have been gradual improvements in vehicle technologies with engines becoming 
cleaner and initiatives such as the London Low Emission Zone (LEZ) have prompted 
earlier renewal of vehicle fleets.  

It is clear from the maps in Figure 2.6 that the levels of highest pollution are still focused 
on transport corridors. Some locations and transport routes in Westminster have very 
high levels of pollutants and are referred to as ‘hot-spots’ or ‘hot-routes’. The pollution is 
high due to numerous factors including high traffic levels, local geography and the type 
of vehicles that tend to use the routes. Many hot-spots and hot-routes are also areas 
where there is a high concentration of pedestrian movement.  It is these areas which will 
be prioritised for targeted short-term actions. Overall hot-spots and routes suffer very 
poor air quality due to high levels of traffic and congestion, large amounts of heavy 
polluting vehicles and poor dispersion. The majority of hot-spots and hot-routes are 
roads that form part of the Transport for London Road Network (TLRN) as shown in 
Figure 2.6. 

The Council does not currently have any control over the routes in the TLRN and it could 
be argued that a large number of vehicles on these routes do not commence or end their 
journeys in Westminster but are travelling through the City and indeed Central London. 
The situation could be improved if through-traffic was directed more effectively away 
from areas of denser populations especially as many of the hot-spot/hot-route areas are 
also areas of high pedestrian movement. Westminster has already started to work with 
TfL to investigate what can be done to address the air quality problem on TLRN routes 
such as Marylebone Road. 

Particulate and noise emissions from diesel train engines are also a significant source of 
poor quality around Paddington and Marylebone stations which are still served by these 
trains, unlike trains coming into the other mainline stations which are electric. The plans 
for the electrification of the Great Western mainline by 2016 will go some way to 
addressing this issue. 
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d.  Mitigating noise impacts 

Like most urban areas, noise levels in the City of Westminster exceed the guideline 
levels set by the World Health Organisation (WHO) and are worse than other areas of 
central London, as shown in the GLA’s ‘Inner London Noise Study’. Noise can lead to 
annoyance and have a negative impact on sleep and learning and communication. The 
mixture of land uses and volume of vehicle and pedestrian movement combine to create 
a complex urban environment and the sound environment reflects this complexity. 
Activities in many parts of Westminster are 24 hour in nature which contributes 
significantly to the problem and means that the quiet night-time period is shorter in many 
areas. 
 
The Westminster Noise Strategy (2009) identifies that average noise levels in 
Westminster are 62 decibels (dB) LAeq in the day (07:00 – 19:00 hrs) and 55.7dB LAeq 
in the night (23:00 – 07:00 hrs. This compares to WHO guidelines which say that in 
order to protect the majority of people from being seriously annoyed, the sound pressure 
levels on balconies, terraces and outdoor living areas should not exceed 55dB LAeq for 
steady continuous noise in the day and 45dB LAeq and 60dB LAmax at night.  

 
Road traffic is the main source of noise in Westminster, and it is the biggest cause for 
concern amongst residents. Some 37% of residents when asked said that road traffic 
noise had bothered them in the last 12 months. Other major sources of noise include 
construction work, roadworks, aircraft, neighbours, commercial premises and air 
conditioning units.  

There are several major transport and associated utilities’ projects that in future will 
affect the city including Crossrail, development at Victoria and the Thames Tideway 
Tunnel. As a result of Crossrail, development activity is anticipated to increase in 
Paddington, around Tottenham Court Road and at Bond Street. This growth, if 
unmanaged, has the potential to contribute to increased noise and wider environmental 
impacts including increased carbon emissions and air pollution. These works will also 
have implications for bus services which will need to be diverted for significant periods of 
time, sometimes into quieter, more residential streets.  

 
Westminster’s triple role as a place where people live, a commercial centre and a visitor 
attraction raises distinct noise management issues. Noise associated with entertainment 
premises and servicing of premises is a particular problem, for example, deliveries, 
waste and recycling collections (particularly glass). These activities are most safely 
performed when the streets are clear and so they are often done at times when the 
ambient noise level is lower, which worsens the noise impact. Noise from aircraft is an 
issue for some residents in southern Westminster who are under the Heathrow flight 
path. 
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There have also been issues with certain older buses which are the cause of 
unacceptable ground borne and air borne noise and vibration which is a particular 
nuisance, for example, in the dense residential areas of Chepstow Road in Bayswater 
where there are frequent 24 hour bus services. 
 
The EU Environmental Noise Directive (END) applies almost exclusively to noise from 
transport and industry. As a result DEFRA issued the first stage of its action plans for 
large urban areas, roads and railways in 2010. These identify specific lengths of road 
and railway in Westminster for which plans need to be drawn up as a priority. 

e. Improving Health impacts 

Whilst Westminster is generally considered to be a relatively affluent place, there are 
significant pockets of deprivation. Health inequalities, including life expectancy, are 
closely linked to patterns of deprivation, as shown in the Figures 2.10 and 2.11. 
According to the 2011 NHS Health Profile of Westminster, Although across Westminster, 
life expectancy for both men and women is higher than the England average, it is very 
mixed across the borough. Life expectancy is 16.6 years lower for men and 9.9 years 
lower for women in the most deprived areas of Westminster than in the lease deprived 
areas (based on the Slope Index of Inequality, January 2011).  

The Westminster Primary Care Trust (PCT) and NHS 2011 Health profile estimates that 
in Westminster 15% of adults and 29% of Year 6 children are classified as obese, with 
approximately 99 deaths a year potentially being attributable to obesity. A lower 
percentage than average of pupils spend at least three hours each week on school 
sport. The cost of treating obesity and obesity related conditions is in the region of £8.5-
9.5 million per year, representing a significant draw on public funds.  

Encouraging residents to integrate physical activity into their daily routine in the form of 
walking or cycling to work, school or other services can be help to tackle the obesity 
problem. Notwithstanding that rates of walking in Westminster are already comparatively 
high; between 2005 to 2008, 47% of residents main mode of travel was walking, 
compared to 30% for Greater London, encouraging more residents, workers and visitors 
to make the transition from public and private transport to walking and cycling can be 
challenging.  

The Council encourages schools to develop travel plans which look at ways in which 
more pupils can be encouraged to walk or cycle to school. At present 68 out of 88 
schools (77%) have a Travel Plan in place, and 46 of these (52%) are current, with the 
remainder in need of review. As the development of such plans is voluntary, engaging 
with the remaining schools and convincing them to develop plans has sometimes been 
challenging. Surveys carried out with 28 of the schools in Westminster between August 
2009 to August 2010 showed the modal splits set out in the graph in Figure 2.8 for pupils 
travelling to school. The Council has also consistently offered cycle training to anyone 
living, working or studying in Westminster which has given participants the confidence to 
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cycle safely on Westminster’s busy roads. Similarly, improvements have been made to 
the London Cycle Network to improve safety and legibility of cycle routes through 
Westminster. 

 

Figure 2.8 – Modal split for pupils travelling to school in Westminster  

 

 

2.3.4 MTS Goal 3 - Improve the safety and security of all Londoners 

MTS challenges: 
a. Reducing crime, fear of crime and antisocial behaviour 
b. Improving road safety 
c. Improving public transport safety 

 

a.  Reducing crime, fear of crime and antisocial behaviour 

To encourage people to walk, cycle and use public transport more means that any 
concerns they may have about perceived or actual crime and personal safety on the 
street or on public transport need to be addressed. This requires partnership working 
with a number of other authorities such as the Metropolitan Police Service and TfL. 

Modal split for pupils travelling to school in 
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The Police’s Safer Transport Command oversees policing on London’s transport 
network for the Metropolitan Police Service. It is funded by, and works in partnership 
with TfL. Overall London's transport network is generally safe and crime on public 
transport is at its lowest level in over five years.  

To uphold this, the Safer Transport Command is responsible for reducing crime and anti-
social behaviour and strive to make travel safer. Under its command, 32 Safer Transport 
Teams carry out high visibility patrols on the bus network and several pan-London 
specialist units tackle specific crimes such as the illegal mini cab trade, and endeavour 
to smooth traffic flow and relieve congestion across the capital.  

Another issue in Westminster is the threat of terrorism due to the concentration of 
government buildings, the presence of the monarchy and the large number of visitor 
attractions and transport interchanges where significant numbers of people 
agglomerate. In recent years there has been a considerable investment in new highway 
assets which provide government buildings with a degree of protection at street level 
from the threat of terrorism, particularly in the form of vehicle impact barriers. The 
challenge is to integrate such features into the streetscape and ensure that they are 
sympathetic to their setting, which will often be in a Conservation Area or next to listed 
buildings. This has been achieved been achieved in the recently implemented, award 
winning, scheme in Whitehall. 

There are some specific locations within Westminster that have known crime or anti-
social behaviour issues. For instance the Westbourne Park footbridge provides a much 
needed link, particularly for school children, over the railway lines into Paddington 
Station. The current structure is old and poorly designed resulting in a fear of crime for 
users. There are long term ambitions to replace the bridge but this is dependent on 
Crossrail coming forward, with funding and major scheme management support. The 
scheme, if realised, would see the construction of a new, straight, wider pedestrian and 
cycle footbridge over the community severed by the Great Western Mainline, LUL and 
proposed Crossrail lines. 
 
Another example is the Green Line express coach station facility at Bulleid Way and 
Buckingham Palace Road, Victoria. Although the Council is ultimately responsible for the 
facility, day to day management is undertaken by the Arriva Transport Group through an 
informal agreement with the Council. Concerns have been expressed about minor crime 
in the area associated with the presence of a transient population and the significant 
number of coach passengers that pass through the facility, of which many are visitors to 
London and are typically unfamiliar with the streets of London. To ensure that the facility 
remains safe and to encourage travel by express coach the Council works closely with 
the Police’s Safer Transport Team, other divisions of the Police, the Arriva Transport 
Group, the building owner and the management of the adjacent Victoria Coach Station 
on various initiatives that address the potential and real problems of rough sleeping, 
people and contraband smuggling, street urination and theft from the person. 
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The conduct of some road users is increasingly becoming a problem. Some motorists 
choose to run through red lights at pedestrian crossings or junctions, or may drive 
dangerously close when passing cyclists. Similarly, some cyclists are also observed to 
cycle through red lights, on footways or the wrong way up one-way streets. This 
behaviour not only puts the motorist or cyclist in danger, but also other road users such 
as pedestrians and more vulnerable groups such as school children and the less mobile. 
Although TfL has aimed to encourage all road users to safely share the road, this 
remains an issue.   

The 24 hour nature of Westminster’s extensive leisure and entertainment industry, 
particularly in the West End, results in a crime hotspot in this area. It is important to 
ensure that people can get home safely which often necessitates the provision of safer 
access to the night bus network and safer taxi locations such as the recently 
implemented marshaled taxi ranks in the West End. The City Council has also 
previously lobbied the Mayor to run the underground service later into the night if 
practical. 

b.  Improving road safety 

Since 1990, the overall trend in the number of casualty related accidents in Westminster 
on the combined City Council, TLRN and Royal Parks highway network for all road users 
has been downwards. This is despite a marginal increase in traffic levels and congestion 
over that same period and a much greater increase in the number of more vulnerable 
pedestrians and cyclists on our streets. In broad terms casualty related accidents are 
categorised into Killed and Seriously Injured (KSI) accidents or ‘Slight’ where the latter 
category is far greater in number. 

Over this period there has been a proportional and distinct increase in the number of 
‘vulnerable’ KSI casualty related accidents. In 2009 some 93% of KSI fatalities and 79% 
of all serious injury related casualties involved vulnerable road users of which 
pedestrians (38% of the total number of casualties) motorcycle and scooter riders (24%) 
and cyclists (17%) was evident. The graph in Figure 2.9 shows this trend for the most 
recent period 2002 to 2009. 

Due to the high number of foreign tourists in Westminster, who may be used to vehicles 
driving on the other side of the road, this can represent a hazard that often results in 
accidents. In the three years to July 2010, 125 accidents involving foreign visitors were 
recorded. Of these, 95 involved pedestrians, of which two were fatal accidents, 19 were 
‘severe’ and the remainder were classified as ‘slight’. 
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Figure 2.9 – Number of casualties in City of Westminster 2002-2009 (including TLRN 
and Royal Parks) 

 

2.3.5 MTS Goal 4 - Improve transport opportunities for all Londoners 

MTS challenges: 
a. Improving accessibility 
b. Supporting regeneration and tackling deprivation 

 

a. Improving accessibility 

In order to move towards a more inclusive society, it is becoming increasingly important 
to ensure that Westminster is accessible as possible to all. Although the borough has 
around 220 White Badge and 480 Blue Badge parking bays for disabled people, demand 
for these bays is high and due to competing pressures for kerbside use, the introduction 
of sufficient new bays is challenging.  Accessibility to the underground system is often 
not as good as it could be, the provision of step free access being the main limiting 
factor. The bus fleet is now 100% low floor which enables step free access for all users 
especially those who are less mobile or parents with child buggies. The City Council has 
made significant progress in ensuring that dropped kerbs are provided on as much of its 
footway network as possible. However, there are still further improvements to be made. 
Similarly, ensuring that the footways are maintained so that surfaces are as smooth as 
possible is a constant challenge. 



‐ 43 ‐ 

 

 

b. Supporting regeneration and tackling deprivation 

Whilst Westminster is generally considered to be an affluent place, there are significant 
pockets of deprivation. Some Lower Super Output areas (LSOAs) within Queen’s Park 
ward are amongst the top 5% of deprived sub-wards in the country, whilst some LSOAs 
within Harrow Road, Westbourne and Church Street wards are amongst the top 10% of 
deprived areas in the country, as shown in Figure 2.10. Deprivation in Westminster is 
higher than the national average and 12,945 children live in poverty. Levels of violent 
crime are also signicantly worse than the national average. Health tends to be linked to 
levels of deprivation and Figure 2.11, shows that in areas with high levels of deprivation, 
life expectancies are lower.  

 

 

Figure 2.10 – Index of Multiple Deprivation in the City of Westminster (compared to 
National Levels) (2010) 
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Figure 2.11 – Life expectancies for each deprivation quintile (2007 Index of Multiple 
Deprivation, NHS/Department for Health) 

 

2.3.6 MTS Goal 5 - Reduce transport’s contribution to climate change, and improve its 
resilience 

MTS challenges: 
a. Reducing CO2 emissions 
b. Adapting for climate change 

Climate change is one of the greatest environmental threats that we face today. 
Scientists predict that global temperatures will increase, sea levels will rise, and 
droughts, floods and storms will become more frequent and severe. The majority of the 
scientific community also agrees that carbon emissions are the major contributor to 
climate change. 

The City of Westminster has the highest carbon emission of any local authority area in 
London and the fifth highest carbon emissions in the country. The pie chart in Figure 
2.12 shows that carbon emissions from transport contribute 12% of the City of 
Westminster’s total carbon emissions. The methodology used to calculate this figure 
excludes international shipping and aviation as well as motorways and diesel railways. 
Within road transport Figure 2.13 shows that cars (petrol and diesel) make up 58% of 
these carbon emissions, buses 15%, LGVs 15% and HGVs 10%.   
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Figure 2.12 - Percentage of CO2 emissions in Westminster by Sector in 2006 

 

 

Figure 2.13 - Sources of carbon emissions from transport in Westminster in 2006  
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There are many links and common goals between air pollution (see section 2.3.3) and 
carbon emissions reduction since carbon dioxide, the most significant greenhouse gas 
responsible for climate change, has many of the same emission sources as air 
pollutants. For the transport sector, this is emissions from fossil fuel combustion engines.  
Any reduction in emissions from these common sources will, therefore, facilitate both air 
quality and carbon reduction objectives. 

The London’s Future Climate Models by UK Climate Impacts Programme (UKCIP) and 
the GLA, indicate that London’s future weather patterns could impact on London’s 
Transport Network and that the Council and other stakeholders should address this risk.  
Climate change could heighten the effects of poor air quality, it could increase the 
likelihood of sudden heavy rainfall and localised flooding, and cause temperature 
increase during the summer months. Westminster’s transport networks may need to 
adapt and respond to these changes. For example, in a heatwave there would be much 
pressure to have cooler temperatures in transportation networks within the City, at which 
there is a real risk that the underground becomes too hot and be forced to close down at 
certain times. Similarly, severe flooding may impact the operation of rail lines into central 
London in the longer term. This potential outcome would have a clear impact on 
London’s economy. 

 

 
2.3.7 MTS Goal 6 - Support the delivery of the London 2012 Olympic and Paralympic 

Games and its legacy 

MTS challenge: 
a. Developing and implementing a viable and sustainable legacy for the 2012 

Games 

 
With regard to the million plus visitors that step into Westminster each day a sizeable 
share are visitors rather than residents or workers. Westminster is at the heart of 
London’s visitor economy with an unrivalled range and combination of visitor attractions 
and hotel accommodation. Some 95% of the 30m visitors to London each year spend 
time in Westminster and are attracted to the iconic heritage sites such as the Houses of 
Parliament, Westminster Abbey, Piccadilly Circus and Buckingham Palace. In addition 
the borough is home to London’s Theatre Land where there are 38 theatres, 60 cinema 
screens and four concert halls. Adding to these are a range of national and local 
museums, live music venues, public squares, the Royal Parks and a plethora of public 
open spaces ranging from attractions such as Tate Britain, Trafalgar Square, Leicester 
Square and Covent Garden. 
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Figure 2.14 – Olympic venues 
and Olympic Route Network 
within the City of Westminster 
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The combined tourist attraction of the above destinations places a substantial strain on 
the local transport network both day and night and increasingly all year round. The 
Olympic Games, Paralympic Games and the Queen’s Diamond Jubilee are all 
scheduled to take place in 2012. During this period, as well as coping with the normal 
influx of visitors and functioning as a living and working city, Westminster’s transport 
system and streets will need to cope with around 6 million extra visitors, athletes and 
other members of the Games family who will be attracted to London for these events. It 
will be important to ensure that visitors have as positive experience as possible by 
ensuring that the streetscape looks at its best, that wayfinding on foot is facilitated and 
the various tiers of the transport system function effectively. Areas around the mainline 
stations are likely to be put under significant pressure as the main arrival point into 
central London for many people arriving by rail, with direct links to airports such as 
Heathrow (from Paddington) and Gatwick ( from Victoria). 

Four of the Olympic venues are in the City of Westminster at Horseguard’s, Hyde Park, 
Lord’s Cricket Ground and Regent’s Park, and the Olympic Marathon route also passes 
through the City, as shown in Figure 2.14. Many of the Olympic officials, the press and 
visitors will be staying in overnight accommodation in the City of Westminster. Areas 
such as Trafalgar Square will also act as an entertainment venue which will host a 
number of events during the Games. Certain streets within the City will form part of the 
Olympic Route Network (ORN) in order to ensure that the Games family are transported 
efficiently between venues.  

 

Figure 2.15 – Movement Management Areas during the Olympics 
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Due to the intense pressure that will be placed upon Westminster’s streets during this 
period, much of the West End will be classified as a ‘Movement Management Area’, with 
significant buffer areas. The map in Figure 2.15 shows the anticipated extent of this 
area, although it should be noted that this is subject to change. The yellow shaded area 
shows the Movement Management Area, and the pink shaded areas, the buffer zones. A 
Local Area Traffic Management Plan (LATMP) will be developed for this central area 
which will explain how visitors are expected to arrive at the venues by different modes 
and what arrangements need to be put in place to cater for these movements. This will 
also help to minimise disruption to residents. A separate LATMP is also being prepared 
for Lord’s Cricket Ground, which will host the archery event.  

 

2.4 City of Westminster Transport Objectives 

2.4.1 A set of seven Westminster LIP objectives have been set to take account of the local 
challenges outlined in section 2.3 above. These objectives closely align with those in the 
Council’s adopted Core Strategy, the key document in the Council’s Local Development 
Framework (LDF) which is described as the ‘spatial expression’ of the Westminster City 
Plan (Westminster’s Sustainable Community Strategy).  

2.4.2 The LIP objectives are listed in Table 2.3, and this demonstrates how each LIP objective 
is compatible with the six MTS goals, the six draft Central London Sub Regional 
Transport Plan challenges (currently being finalised) and the four Westminster City Plan 
themes. 

2.4.2 Appendix 2 provides an overview of the different policy influences to the LIP. These can 
be summarised as follows: 

 Mayor’s Transport Strategy (MTS) 

 Other Mayoral Strategies eg Draft London Plan, Air Quality Strategy  

 Central London Sub Regional Transport Plan 

 City of Westminster Core Strategy (adopted, January 2011) 
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Table 2.3 – Westminster LIP 
Objectives and how they will contribute to 
MTS Strategic Goals, the Central London 
Sub Regional Challenges and the 
Westminster City Plan Themes 

City of Westminster LIP Objectives 

1 2 3 4 5 6 7 

Supporting 
economic 
development 
and growth 

Improving 
safety and 
security for 
all road 
users 

Minimising 
impact of 
transport on 
the 
environment 

Prioritising 
pedestrians 
& effectively 
managing 
allocation of 
highway 
space  

Promoting 
healthier 
lifestyles 
and 
ensuring 
inclusivity 

Improving 
efficiency and 
attractiveness 
of sustainable 
transport 

Pay for 
your impact 
principle 

MTS Strategic Goals               
1) Support economic development and population 
growth x x x x  x x x 

2) Enhance the quality of life for all Londoners x x x x x x x 

3) Improve the safety and security of all Londoners x x   x x x x 
4) Improve transport opportunities for all 
Londoners x  x x x x x x 
5) Reduce transport's contribution to climate 
change and improve its resilience x x x x x x
6) Support delivery of the London 2012 Olympic 
and Paralympic Games and legacy x  x x x x x x 

Central London Sub Regional Challenges               
1) Reducing public transport crowding and 
improving reliability x x x x x x x 

2) Supporting growth areas and regeneration x x x x x x x
3) Ensuring capacity at rail stations and efficient 
onward distribution x    x  x x  x x 
4) Improving the urban realm and promoting 
walking x x x x x  x x 

5) Managing the different demands on streets     x x  x  x x 

6) Improving air quality      x x x x x x 

City Plan themes               
1) An improving city environment x x x x x x x

2) Better life chances for all our citizens x  x  x x  x  x  x  

3) Strong, united and engaged communities x  x  x x  x  x  x  

4) Customer tailored services   x  x x  x  x  x 
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3.0 Delivery Plan 

3.1 Introduction 

3.1.1 This chapter sets out the Council’s Delivery Plan that will enable achievement 
of the LIP objectives identified in Chapter 2. It is structured as follows:  

 Section 3.2 identifies potential Funding Sources for 2011/12 to 
2013/14 

 Section 3.3 summarises the Council’s Delivery Actions for this time 
period and beyond, and describes how the proposed Interventions will 
deliver the LIP objectives 

 Section 3.4 sets out the high level programme of Investment for this 
time period based on the delivery actions identified above. This 
section also describes how the more detailed annual programme will 
be drawn up in the form of an Annual Spending Submission to TfL; 
and finally 

 Section 3.5 outlines the Council’s approach to Programme Risk 
Management. 

 

3.2 Potential Funding Sources 

3.2.1 Table 3.1 identifies potential funding sources for implementation of the 
Council’s LIP, including its three-year LIP funding allocation from TfL, 
contributions from the Council’s Revenue Support Grant, and funding from 
other sources including developers, local businesses and land owners. Note 
that these funding levels may vary in total and between the individual years of 
the initial three year 2011/12 to 2013/14 delivery plan programme.  

 

3.2.2 The Council undertakes many of its projects in partnership with other 
organisations or London boroughs which allows it to lever in further funding 
for schemes. Westminster’s Business Improvement Districts (BIDs) play a key 
role in this, ensuring that the needs of businesses, land owners workers and 
visitors are represented and encouraging the former to contribute towards 
public realm and transport schemes that will support the local economy. 
There are currently five BIDS in the City: New West End Company, Heart of 
London, Paddington, Bayswater and Victoria, with a further three being 
developed: Edgware Road, Baker Street and Strand/Aldwych. 

 

3.2.3 There are four major sources of funding which combine towards meeting the 
Council’s LIP transport and development goals and objectives: 

 
 TfL LIP grant and other TfL secured sources 

 Council internal spend 

 Section 106 / Section 278 agreement developer funding from third 
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parties, including an innovative approach to public realm credits; and 
 Additional third party contributions, eg major land owners 

 
3.2.4 The key source of funding for the Westminster LIP programme is the 

projected TfL allocation which at present amounts to £22.4 million across the 
three year 2011/12 to 2013/14 period. This is made up of £11.6m for 
Integrated Transport; £2.9m for Maintenance Schemes and approximately 
£7.9m for Major Schemes. Westminster has supplemented this grant 
allocation with around £10m of the Council’s own funding. This represents a 
significant increase in the amount of Council support for its investment 
programme in comparison to previous years and is aimed at implementing 
schemes such as Leicester Square and Piccadilly Two Way in preparation for 
the Olympics in 2012. For the full 2010/11 to 2013/14 period Westminster has 
also secured £3.5m from The Crown Estate and £7m from TfL towards the 
Piccadilly Two Way scheme. (Note: The Exhibition Road Scheme allocation 
to Westminster is being managed by the Royal Borough of Kensington & 
Chelsea and this includes funding management via TfL’s Portal system). 
 

3.2.5 Outside of the LIP, funding from Council and third party sources to meet the 
Delivery Plan is estimated at £42.1m over the three financial years 2011/12 to 
2013/14 (see Table 3.2) and this includes £23.7m of Westminster City 
Council funding. 

 

3.2.6 Please note that due to the ongoing review of the Council’s capital 
expenditure plans for the next 3 years, the figures detailed within Tables 3.1 
to 3.5 may be subject to change. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



53 

 

  

Table 3.1 – Potential funding for City of Westminster 2011/12 to 2013/14 LIP Programme 
Delivery (£,000s) 

Funding Source 
2011/12 
(£,000s) 

2012/13 
(£,000s) 

2013/14 
(£,000s) 

Total 
(£,000s) 

Integrated Transport  
    

LIP Allocation – as at May 2011 £4,369 £3,903 £3,346 £11,618 

Westminster Capital Funding £7,103 £480 £1,570 £9,153 

Westminster Revenue Funding £287 £270 £270 £ 827 

Third Party Sources     

Local Businesses & other third parties £6,820   £6,820 

Total £18,579 £4,653 £5,186 £28,418 

Maintenance 
    

Principal Road Network - LIP Allocation, (with 25% 
reserve) 

£592 
(Excl. 25%) £700 £700 £1,992 

Bridges & Structures  £150 £385 £385 £ 920 

Total 
£742 £1,085 £1,085 £2,912 

 

Major Schemes 

 Previous 
Years 

2011/12 
(£,000s) 

2012/13 
(£,000s) 

2013/14 
(£,000s) 

Total 
2011/14 

Exhibition Road:       

LIP Allocation £4,500 £2,200 0 0 £2,200 

Westminster Capital Funding £595 £405 0 0 £405 

Scheme Total £5,095 £2,605 0 0 £2,605 

Piccadilly Two Way:      

LIP Allocation £2,200 £4,800 0 0 £4,800 

Westminster Capital Funding £1,100 £700 £750 £750 £2,200 

The Crown Estate £1,000 £1,400 £750 £350 £2,500 

Scheme Total £4,300 £6,900 £1,500 £1,100 £9,500 

Oxford Street East:      

LIP Allocation £240 £850 0 0 £850 

Other £400 £1,300 0 0 £1,300 

Scheme Total £640 £2,150 0 0 £2,150 

South Molton Street: 
At Stage 1 Submission 

     

Total Major Schemes 2011/12 – 
2013/14 

 £11,655 £1,500 £1,100 £14,255 
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Table 3.2 – Potential Funding towards Westminster’s Delivery Plan from outside the LIP 

 
Programme  
 

2011/12 
(£,000s) 

2012/13 
(£,000s) 

2013/14 
(£,000s) 

3 year Total   
(£,000s) 

External Council External Council External Council External Council 

1 Bridges & 
Structures.  

£55 £987 £60 £540 £60 £540 £ 175 £2,067 

2 Portman Square £1,200 0 0 0 0 0 £1,200 £   0 

3 Cathedral Piazza £105 £0 £375 £275 £520 £20 £1,000 £ 295 

4 Chinatown 0 £116 0 0 0 0 £   0 £ 116 

5 Covent Garden £2,150 £92 0 0 0 0 £2,150 £  92 

6 Oxford, Regent & 
Bond Street 

£540 £200 0 0 0 0 £ 540 £ 200 

7 PATEMS/LTVA 
(Paddington) 

£140 0 £650 0 £500 0 £1,290 £   0 

8 Highways 
Maintenance 

0 £4,570 0 £4,420 0 £4,935 £   0 £13,925 

9 
Lighting 
Maintenance & 
Improvements 

0 £2,513 0 £2,230 0 £2,305 £   0 £7,048 

10 Developer & 3rd 
Party Schemes 

£3,000 0 £3,000 0 £3,000 0 £9,000 £   0 

11 Security Funded 
(Streetscape) 

£3,000 0 0 0 0 0 £3,000 £   0 

 Totals £10,190 £8,478 £4,085 £7,465 £4,080 £7,800 £18,355 £23,743 

 
Combined 

Totals 
£18,668 £11,550 £11,880 £42,098 
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3.3 Delivery Actions 
This section sets out the types of intervention proposed to deliver each of 
Westminster’s LIP objectives. 

3.3.1 LIP OBJECTIVE 1 – Supporting economic development and growth 

i) Rail / underground station improvements – to help cater for the 
projected increase in the number of people wishing to access jobs and 
services in Westminster, the Council will support TfL and Network Rail in the 
implementation of key rail and underground projects that aim to provide new 
lines into central London, increase station capacity and improve facilities for 
passengers. Such projects include Crossrail (see Case Study 10) and its 
associated station improvements at Paddington, Bond Street and Tottenham 
Court Road, the Victoria Underground Station improvements, and the revision 
and safeguarding of the Crossrail 2 line in this current LIP period (see section 
3.3.6 – LIP Objective 6).  

The Council submitted an officer level response to the government’s 
consultation on the proposed High Speed Rail 2 (HS2) project, to deliver high 
speed rail services into Euston, in July 2011. This stated that although the 
broad concept is in line with Council policy, a number of significant concerns 
remain including the impact on central London transport from onward 
distribution from Euston, the funding of associated projects and where this will 
come from, the operation of compensation code and blight issues, route 
alignment and the construction impact on utilties and foundations of Queens 
Park Estate properties. Answers to these issues and further assessment of 
the impact of tunnel on ground conditions is required before any final view 
can be taken. 

The ‘Westminster Infrastructure Plan: Technical Assessment 2006-2026’ 
identifies that these projects are critical in enabling anticipated development 
to take place, such as that identified for Westminster’s three Opportunity 
Areas. One of the Council’s primary roles in the project will be to manage the 
impacts of the scheme at street level, for instance ensuring that the impacts 
of the associated construction works are minimised and that the public realm 
outside these stations is capable of handling the large numbers of 
pedestrians emerging from the stations and continuing their journey at street 
level. 

ii) West End public realm enhancements – the West End is a key 
destination for residents, visitors and workers alike. In order to cope with the 
high pedestrian footfall, investment in the public realm is vital, as identified in 
Westminster’s Economic Development Strategy (2008-2011), which will help 
to inform Westminster’s Local Economic Assessment. This is particularly 
important in the lead up to the 2012 Olympics when central London will be on 
show. Opportunities will be taken to ensure that those streets under review 
are redesigned to enhance the pedestrian environment, whilst ensuring that 
the street still functions for other road users and servicing.  
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Key projects include: 

 Leicester Square – the redesign will see the provision of new 
contemporary granite paving for the Square, gardens and side 
streets, new decorative but functional lighting, a unique and original 
white granite ribbon seating design, a new ticket booth, new planting 
and improved railings around the gardens, a refurbishment of the 
underground toilets and provision of new wayfinding signs. See Case 
Study 1 for further information; 

 Piccadilly 2 Way – The scheme will see the existing one-way 
working of Pall Mall, St James's Street and Piccadilly being 
converted to two-way working with significant improvements to the 
public realm. The scheme will smooth traffic flow and create a more 
user friendly, clutter free and accessible environment for all road 
users. See Major Scheme 2 in section 3.4 for further information. The 
development of a scheme to extend this approach into Haymarket 
and Lower Regent Street is currently being developed by the City of 
Westminster, TfL and the Crown Estate; 

Case Study 1 – Leicester Square

The re‐design of Leicester Square includes the four terraces of the main Square, its 

gardens and a street improvements scheme for the twelve side streets surrounding 

the  square.  The  scheme  came  into  fruition  following  the  completion  of  the 

Leicester  Square  Action  Plan  as  the  Council  recognised  the  need  to  revive  the 

square in keeping with it's reputation as one of London's most famous landmarks. 

The square hosts numerous film premieres along with other theatrical events and is 

also seen by many as the home of UK cinema and  is a principle meeting place for 

tourists and visitors to the capital.  

The new design will comprise  the  following key design elements; new 200 metre 

white granite seating, bespoke railings and gates, new contemporary planting, new 

soft  landscaping, new granite paving, new street  lighting and gardens  lighting and 

new toilet entrances.  

The  funding  for  this  scheme  is made  up  of  contributions  from  the  council,  the 

Mayor of London and a contribution from four Leicester Square property owners in 

the form of a phased funding agreement over the next three years.  
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 South Molton Street  - public realm enhancements to cater for 
predicted increases in pedestrian footfalls arising as a result of the 
redevelopment of Bond Street Underground and Crossrail stations. 
See Major Scheme 4 in section 3.4 for further information; 

 Cranbourn Street - streetscape improvements to improve the 
pedestrian environment, forming part of the Key Walking Route 
between Leicester Square and Holborn via Covent Garden. See 
Case Study 5 below; 

 Other West End streetscape improvements – projects in Covent 
Garden, the ORB (Oxford, Regent and Bond Street) area and 
Chinatown will be prioritised each year to enhance these areas and 
make the area more attractive and functional for residents, visitors 
and workers alike. 

iii) Improved facilities for visitors – in addition to the above streetscape 
improvements, the Council will continue to implement the Legible London 
wayfinding system on the streets of Westminster. Please see the Case Study 
2 for further information.  

Given that some 11% of patrons to Theatreland are believed to arrive by 
coach the Council will continue to work with the theatres, the coach industry 
and the London Borough of Camden to further develop appropriate coach 
waiting bays and associated publicity campaigns. 

The Council is proposing to review the terms and conditions of the 16 Round 
London Sightseeing bus tour on-street stands and determine whether there is 
an alternative more sustainable solution to their future use. The review will be 
undertaken in line with the TfL London Service Permit licensing system that 
regulates how tour buses operate across the capital. 
 
The Council will continue to work with the Police, TfL and the taxi trade to 
ensure that taxi and private hire cars are safe at night and that the kerbside is 
better enforced so that improved access for a wider range of vehicles is 
provided for and that the heavily trafficked roads through the West End at 
night are less congested. The Westminster Parking Policy Review (2010-11) 
includes a recommendation for the Council to work closer with the taxi 
industry to improve facilities and ensure greater security for passengers.  

iv) Civic Streets – the Civic Streets programme concerns the seven main 
shopping areas outside the West End. Since 2006 the Council has improved 
the street environment in over half of the streets in these areas (see Case 
Study 4 for further information). The next schemes prioritised for development 
and implementation during this plan period area in Queensway/Westbourne 
Grove and Church Street. In both schemes close working with TfL is desirable 
because of the proximity to major bus routes and underground stations. 
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 Queensway/Westbourne Grove is Westminster’s largest and most 
successful shopping area outside the Central Activities Zone (CAZ). 
Classed as a Metropolitan Shopping Centre, it now benefits from being 
part of the Bayswater Business Improvement District, which sees 
pedestrian and street environment improvements as a key intervention 
to maintain the shopping area’s regional status. Working with the BID, 
the Civic Streets scheme will improve the north-south pedestrian route 
on which two tube stations are located on the way to Knsington 
Gardens, and improve the east-west route for pedestrians which is 

Case Study 2 – Legible London

The  Council was  key  to  the  development  of  the  Legible  London  prototype  in  the 
Bond Street area, which was installed in November 2007.  Since this date the Council 
has extended the scheme to cover much of the West End, with 139 signs installed to 
date  (June 2011). Additionally, each of  the Barclays cycle hire  stations has Legible 
London mapping incorporated onto the terminal point. By November 2011, a further 
126 signs will be  installed covering areas from Victoria and Paddington rail stations 
into the centre of the city so that all of the yellow area shown on the map below will 
be covered. 

Moving  forward  it  is  the  City  Council’s  aspiration  to  install more  Legible  London 
signage  in  the  central area of  the City by  the 2012 Olympics. The next phase will 
focus on  the Olympic Route Network  (ORN),  shown orange on  the plan below,  to 
encourage visitors to walk to Olympic sites during the Games.  Corridors highlighted 
in  green  will  link  train  stations  to  newly  installed  signs  and  the  Olympic  Route 
Network. . 
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used by five bus routes. Measures will include footway widening and 
new paving, lighting, tree planting and crossing improvements. A focus 
of the scheme will be on improving the busy junction where 
Queensway meets Westbourne Grove. 

 In Church Street the Civic Streets scheme will incrementally lift the 
quality of the public realm to allow one of the oldest and largest street 
markets in London to prosper, help create a pleasant early evening 
economy and thus address anti-social behaviour and create a safe 
environment at other times of day. It is joined up with the Church 
Street Masterplan, agreed by the Council’s Cabinet on 27 June 2011, 
which is exploring opportunities for major housing developments and 
to uplift in the wider area. Part of the work requires stopping traffic 
cutting through the market and enhancing the entrance by Edgware 
Road and looking creatively at how the severance problems of 
Edgware Road can be overcome whilst maintaining the throughput of 
traffic. 

 
v) Smoothing traffic flows – TfL estimates that congestion costs the London 
economy £1.6billion a year. The Council will therefore work with TfL to 
develop measures that smooth traffic flows, whilst ensuring that pedestrian 
safety is not compromised. This could include measures such as the removal 
of traffic signals where feasible (as recently achieved in Great Queen Street – 
see Case Study 5) and the further development of the Mayor’s Permit 
Scheme for Roadworks. Such schemes would be funded from the road safety 
and traffic management budget. 
 
vi) Maintenance of highway assets - the strategy for managing the 
transport infrastructure has been laid down in the Council’s draft Transport 
Asset Management Plan (TAMP) which describes the Council’s five year plan 
from 2008 to 2013 for managing the transport infrastructure assets to agreed 
levels of service and performance targets in a cost effective way. This draft is 
due to be updated in summer 2011, with a series of more detailed plans 
covering different elements of the maintenance programme also being 
produced to form a suite of documents. 
 
To this end the combined LIP Maintenance Programme for 2011/12 proposed 
that £742,000 will be invested in the improvement of four sections of Principal 
Road that include sections of Great Western Road, Park Crescent, 
Westbourne Park Road and Portland Place. £1,653,000 is to be allocated to 
the maintenance of 12 bridges and structures that include the high profile 
Golden Jubilee footbridges across the Thames, Piccadilly and Strand 
Underpasses and several structures in the vicinity of the Paddington and A40 
Westway area.    
 
The City Council’s TAMP strategy will ensure that the carriageway, footway, 
bridges and structures and public lighting networks are all maintained to the 
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exacting standards of the Council and therefore continued LIP funding 
support over the 2011/12 to 2013/14 period will be vital to fulfil this objective. 
The Council’s Network Management Duty will align with the Traffic 
Management Act 2004 requirement and may be published in 2011. 
 
vii) Improvements to the Transport for London Road Network (TLRN) – 
the Council will work with TfL on future improvement schemes on the TLRN. 

 

3.3.2 LIP OBJECTIVE 2 – Improving safety and security for all road users 

i) Neighbourhood Road Safety schemes – LIP funding will be used to 
deliver a set of road safety schemes that have been prioritised to help tackle 
problem areas. Previous schemes have included new or improved pedestrian 
crossing facilities and junction improvements. One such scheme planned for 
2011/12 is the Exhibition Road / Kensington Gore scheme which will make 
this junction safer for all road users. Following a successful trial at Oxford 
Circus, the Council will also explore the feasibility of installing further 
pedestrian countdown timers at other signalised crossings with high 
pedestrian footfalls and or accident problems. 

ii) Road Safety Audits – Road safety audits will be undertaken when 
developing any public realm schemes, and the recommendations carefully 
considered. 

iii) Implementation of School Travel Plan measures – those schools with 
active Travel Plans will often request a series of engineering measures that 
they feel will assist with the plan’s objectives of encouraging more children to 
travel sustainably to school. These measures are usually minor in nature such 
as the installation of school warning signage. However some request more 
major schemes to be implemented such as the installation of zebra crossings 
or other features. These requests will be prioritised alongside other safety 
schemes for implementation each year. 

iv) Transport Education – the Council will support a range of initiatives 
designed to educate both children and adults in road safety matters. See 
Case Study 3 for further information on previous initiatives.  

v) Maintenance of highway assets – the Council’s maintenance programme 
will be important in ensuring that its assets are kept in the best condition 
possible, thus minimising the risk of trip hazards for pedestrians and potholes 
for cyclists and motorcycles. 

vi) Promoting safer travel at night – for instance the ‘Golden Fares’ 
scheme. The Council has designated taxi ranks close to Leicester Square 
which operate at night to give licensed taxi drivers additional stopping places. 
On Friday and Saturday evenings a marshalled rank sponsored by the 
Licensed Taxi Drivers Association (LTDA) will operate. Customers will be able 
to pay a fixed fare based upon the length of their journey: £20 for up to 3 
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miles, £30 for up to 7 miles, £40 for up to 10 miles and £50 for up to 12 miles. 
To support this scheme, the Council has developed a mapping system which 
calculates the fares and uploaded this onto two handheld Apple ipads 
devices. This new initiative will give people greater certainty and security 
when planning an evening in the West End.  

Case Study 3 – Transport Education and Cycle training 

The Council participated in and helped to fund the following initiatives last year: 

Cycle training – training offered to year 5 pupils and above to promote safer on road 

cycling for pupils moving up from primary to secondary schools. In 2010/11, 655 children 

were trained, a 119% increase on the previous year.  Provision of funding from TfL allowed 

over 489 adults to also be trained in 2010/11. For adults, reinforcing the rules of the 

Highway Code is an important part of the training to ensure safety for both the cyclist and 

other road users. 

Westminster Wiser Walking – a child pedestrian training scheme that teaches Year 2 

pupils (and Year  3 if required) the basic concepts of road safety  such as finding a safe 

place to cross. In the first two years of the scheme, approximately 2,500 children have 

been trained and many of the schools have rebooked for the third year running.  

Junior Citizen – a good example of unified public services involving eight different 

organisations to present to over 1250 children in year 6 (10‐11 year olds) a series of 

hands‐on lessons covering personal safety, life skills, citizenship and crime prevention. The 

financial exposure to the council is minimal due to shared resources and staffing. Put 

against the cost of a fatal road accident of £1.6million the returns are excellent.  The event 

is oversubscribed each year and was filmed for a national education charity as best 

practice. 

Walking  Bus – the provision of support and advice for schools on establishing a ‘walking 

bus’ which gives parents the confidence to allow their children to walk to school in the 

knowledge that their walk will be supervised by an adult. 

Publicity, events and campaigns – including supporting the national drink drive campaign 

at Christmas and attending ‘Changing Places’ events with the Metropolitan Police to 

educate cyclists about potential collisions with HGVs by allowing them to sit in the cab of 

an HGV and combining this with enforcement activities. 

Foreign visitors ‐ consideration is being given to ensuring that tourists are reminded that 

vehicles generally drive on the left side of the road through appropriate publicity although 

with many one way streets, this can be misleading.  The Council produced a leaflet that 

was distributed by a round London sightseeing tour bus company, which was adopted by 

TfL.  We are reviewing how we can work with partners to encourage tourists to look both 

ways. 
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Case Study 4 – Civic Streets Programme 

The Council’s Civic Streets programme concerns the seven main shopping areas outside the West 
End. Since 2006 the Council has improved the street environment in over half of the streets in these 
areas (St John’s Wood, Praed Street (Paddington), Harrow Road and Tachbrook Street/Warwick 
Way (Pimlico). The schemes have demonstrated how transportation and public realm investment 
contributes to wider economic, crime, health and well‐being and community benefits. Within the 
Civic Streets’ Programme expertise has also been gained on establishing and improving market 
areas as detailed below.   

Harrow Road  

The three primary objectives of this scheme were to reduce crime and anti‐social behavior, support 
local economic development and improve the general street environment. Several projects have 
been implemented to achieve these objectives which involved partnership working and funding 
with the Metropolitan Police Service and Harrow Road Neighbourhood Partnership : 

 Streetscape improvements between Third Avenue and the Prince of Wales junction; 
including resurfaced footways, decluttering, new lighting, improved parking arrangements 
and side road entry treatments 

 Maida Hill Market regeneration (Prince of Wales junction); including redesign and 
resurfacing of the area to provide space for a new street market, provision of new seating, 
lighting and CCTV cameras, more regular police patrols, helping retailers to upgrade their 
shop fronts and make their premises more secure. The market has created new local 
employment and has seen the establishment of a quality market management company 
which is also running the renewed Tachbrook Street market. 

 Half‐Penny Steps public space upgrade;  levelling of the area for better access and 
provision of new planting, seating and lighting 

Tachbrook Street and Warwick Way (Pimlico) 

This area and its well known street market, traditionally the heart of the community, has been in 
steady decline for a number of years due to the dominance of traffic and the opening of a large 
supermarket nearby. In order to enhance the streetscape, improve accessibility and therefore draw 
more people into the street market and the surrounding retail offer, in 2009/10 the Council 
invested over £1.8 million in improvements. This included: 

  Creation of a quality public realm on the market space, using granite setts, new lighting and 
provision of power points for traders; 

 Repaving footways along Warwick Way and parts of Tachbrook Street; 

 Provision of a new zebra crossing and removal of guardrail near the market entrance, 
raising the carriageway at the other end of the market to improve road safety; 

 Installation of Legible London mapping and Cycle Hire facilities; 

 The introduction of a professional market operator 

Living Streets has now made the scheme part of their Step out in London’ project for 2011, working 
with the City Council to encourage visits to the area by walking and cycling. 

In the current LIP period funding will be put towards improvements in two other district shopping 
streets – Queensway in connection with Bayswater BID and Church Street. 
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One of the recommendations of the Westminster Parking Policy Review 
(2010-11) suggests that the Council offers greater support to these sort of 
initiatives as the Stage 1 Consultation indicated that a significant share of 
respondents said  that they would use their car less at night in the West End 
and use the taxi more if the latter was more accessible, cheaper and better 
managed. The Council is also discussing how the the private hire industry can 
be better integrated into the transport offer across the West End at night. 

vii) Designing out crime through civic renewal and partnership working 
– many of the Council’s public realm improvement schemes (outlined in 
Objective 1) have an added benefit of regenerating an area and therefore 
reducing crime and anti-social behaviour. This is often achieved through 
partnership working with other organisations or Council Services. A good 
example of where this has previously been achieved is through the Civic 
Streets programme along the Harrow Road – see Case Study 4 and photos 
below. 

 

 

Maida Hill Market Civic 
Streets improvement 

 

 

 

 

 

 

 

 
 
3.3.3 LIP OBJECTIVE 3 – Minimising the impact of transport on the 

environment 

i) Air quality management - the Council has had an Air Quality Action Plan 
(AQAP) to manage air quality in Westminster since 2001.  A revised plan has 
recently been developed to respond to changes and build a framework for 
improving air quality now and into the future.  This new AQAP is currently 
undergoing public consultation.  The Council will work towards the delivery of 
the measures in this plan and will use LIP funding to assist with the 
development of these actions. 
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ii) Working in partnership with TfL – as outlined in section 2.3.3, many of 
the ‘hot-spots and routes’ which exceed air quality objective levels are on the 
Transport for London Road Network (TLRN), including major arterial routes 
such as the Marylebone Road. The Council will therefore continue to work 
with TfL to identify suitable solutions in these areas. 

The Council will also encourage TfL to review the scope of the Low Emissions 
Zone (LEZ) scheme over time; for instance seeking to tighten the standards 
that apply to existing vehicle classes included in the scheme, evaluating 
whether other vehicle classes should be included and investigating the 
feasibility of a central London LEZ with tighter standards. TfL will also be 
encouraged to monitor the effects of the removal of the Congestion Charging 
Western Extension Zone to see what impact this may have had on traffic and 
emissions levels in Westminster.  

iii) Trials of new technologies – the Council supports the trial of new 
technologies in order to tackle poor air quality in the City. For instance, TfL 
has undertaken a trial to reduce air pollution on Marylebone Road and 
Victoria Embankment through the application of a dust-suppressant solution – 
Calcium Magnesium Acetate (CMA). It is claimed that this is a biodegradable 
saline solution which is harmless to plants and water. If the results are 
successful, the TfL may seek to extend this to other streets in the City. 

iv) Supporting the uptake of cleaner vehicles – in order to reduce 
emissions from petrol and diesel engines, the Council recognises that it has a 
role to play in incentivising the uptake of cleaner vehicles. This can be 
achieved through the rollout of further Electric Vehicle charging points, thus 
building on the existing implementation programme. To date, 23 dedicated 
on-street spaces have been provided in 13 locations and secured funding in 
2011/12 will allow for installations at 5 more locations based on a demand 
and request basis, providing some 10 to 15 new spaces. There are a further 
56 points in Westminster’s public car parks operated by Q Park, who plan to 
install a further 120 points within the next 12 months.  ‘Source London’ is a 
pan-London scheme led by the Mayor aimed at developing electric vehicle 
charging infrastructure for the public accessible across London. The Council 
is supportive of the principle of a pan London scheme, so long as appropriate 
measures are taken to mitigate any negative impact on Westminster’s streets 
and the existing membership of Westminster’s electric vehicle scheme.  

The Council has also undertaken feasibility work to investigate the viability of 
accommodating hydrogen refuelling facilities within existing petrol stations in 
Westminster. The stations that have been identified as suitable will be listed 
in the Council’s City Management Plan and the safeguarding of these stations 
and provision of the hydrogen will be encouraged, perhaps in association with 
a hydrogen fleet vehicle trial. 

By the end of 2011, London will have the largest operation of hybrid diesel-
electric buses in the country, partly funded through the government’s Green 
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Bus Fund. There will be significant numbers of these new buses serving 
routes through the City of Westminster, and all will pass along the ‘hot-routes’ 
identified in section 2.3.3 such as the Marylebone Road and Park Lane.  

The Council will continue to work with the rail industry and TfL to seek the 
prioritisation of electrification of rail lines into Marylebone and Paddington 
main line stations. 

 

v) Supporting car clubs - The Westminster Car Club was launched in May 
2009 as an on-street car sharing scheme offering Westminster residents a 
self-service, on demand alternative to car ownership.  Westminster has 
partnered with Zipcar to give residents the accessibility and freedom to use a 
car for leisure or business without the hassle of owning or running their own 
vehicle. Unlike car clubs run by private companies, Westminster's 'car 
sharing' scheme offers a range of benefits to local residents, including a 
reduced membership fee of £25 (Zipcar’s usual fee is £50), £25 driving credit 
and one hour’s free parking where permitted.  

There are currently 120 car club vehicles across the City within 10 minutes’ 
walk of every resident.  It is one of the greenest car club fleets in the UK with 
23 hybrid cars and two plug-in electric vehicles. There will be a further 100 
vehicles rolled-out by May 2012, with the first 80 being introduced by October 
2011, including two further plug-in cars.  Membership numbers currently 
exceed 3,300. The long term aspiration is to encourage a step change in 
driver behaviour, whilst contributing to the Council’s sustainable agenda and 
delivering a real community benefit. A survey of members in 2010 indicated 
that 28% have given up their vehicle since joining the club. In order to appeal 
to as broad a client base as possible, Zipcar intend to introduce larger 
vehicles going forward.  
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Case Study 5 – The Leicester Square to Holborn Walking corridor

The Cranbourn Street scheme forms part of the Key Walking Route between Leicester 

Square and Holborn (in the London Borough of Camden). The aim of this route is to 

encourage people to make the short journey between these two key areas, and those in 

between, on foot rather than travelling by tube, particularly as Covent Garden tube has 

very limited capacity and therefore becomes easily congested.  

The plan below shows the improvements along the corridor that have been made to 

date. As the route crosses the borough boundary, its delivery has involved partnership 

working with the London Borough of Camden:_ 

 

Attitudinal surveys completed by TfL before and after the scheme’s implementation 

demonstrated that it has resulted in significant positive changes in people’s perceptions 

of the street in terms of pedestrian crowding, vehicle volumes and speeds, cleanliness 

and safety/security. 

The improvements to Cranbourn Street will build on the above works and will aim to 

enhance the pedestrian environment and improve safety through widened and 

resurfaced footways and improved crossing facilities at the junction with Charing Cross 

Road. A shared use area is also proposed on the street which will be used for loading 

between 7 to 11am, footway 11am to 8pm and taxi rank from 8pm onwards. This 

recognises the need to prioritise different functions at different times of the day. If 

successful, this principle will be used in other schemes. 
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vi) Smoothing traffic flows – Congestion results in higher emissions levels 
and therefore poor air quality, which is why the identified ‘hot spots and 
routes’ are usually along London’s busiest and most congested routes. The 
Council will therefore work with TfL to develop measures that smooth traffic 
flows, whilst ensuring that pedestrian safety is not compromised. This could 
include measures such as the removal or optimisation of traffic signals where 
feasible (as recently achieved in Great Queen Street – see Case Study 5). 
Such schemes would be funded from the road safety and traffic management 
budget. 

The Council will also seek to support the Mayor and TfL in the further 
development of the Mayor’s Permit Scheme and lane rental to minimise 
disruption from roadworks.. TfL has also appointed 23 corridor managers to 
look after one strategic radial, orbital or central London route each and ensure 
that vehicular journeys are completed within five minutes of a typical 30 
minute journey. Many of these routes enter or traverse Westminster. 

vii) Making walking and cycling more attractive - In order to cut down on 
emissions from motorised vehicles, the Council recognises the need to 
encourage people to walk or cycle more. Public realm improvements such as 
those listed under Objective 1 and the Legible London scheme help to meet 
this aim, as will it’s School Travel Plan and Transport Education programmes. 
Similarly the Council is supporting the Mayor in achieving a cycling revolution 
in the capital, for instance through its support for the Barclays Cycle Hire 
scheme. In Westminster this will be achieved through a variety of initiatives 
which build on those delivered in the past year, as outlined in Case Study 9. 

viii) Noise reduction measures – the Westminster Noise Strategy (2009) 
identifies a number of measures that the Council will pursue to minimise the 
amount of noise generated in Westminster. This includes schemes designed 
to reduce noise associated with transport activities such as quiet delivery 
schemes, use of quieter road surfaces etc. 

ix) Westminster Way - Conserving and enhancing buildings and public 
spaces improves the quality of life for everybody. The Council’s policies aim 
to safeguard the architectural and historic character of the city and provide an 
inclusive environment. The Council has produced a draft public realm 
guidance document entitled ‘Westminster Way’ which provides further 
guidance on how these policies should be applied. It provides a new, unified 
approach for managing, maintaining and upgrading Westminster’s streets, 
squares and spaces for which it and its partners are responsible. Whilst 
acknowledging our valued heritage it also notes the need for simplicity and, in 
appropriate places good, modern design. It also draws upon the content of 
the 2007 Department for Transport (DfT) Manual for Streets and TfL’s 
recently produced Pedestrian Comfort Guidance (2010).   
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Case Study 6 – Neat Streets 

Neat  Streets  is  a  complete project  concentrated on  the  improvement of  the  visual 

appearance of streets within Westminster.  It aims to bring each selected street up to 

an agreed standard without the need for major regeneration in the area. Each street 

is inspected and a list of findings is then programmed for repairs as soon as possible 

afterwards. 

Works as part  for  the Neat Streets programme  include graffiti and  sticker  removal, 

signage  repairs/upgrades/removal  in  order  to  ‘de‐clutter’  streets,  footway 

strengthening, tree maintenance and relay/replacement of  slab paving and kerbs. 

The  Leader  in  his  speech  to  Council  in March  2009  gave  an  undertaking  that  the 

council will assess  the  condition of every  street across  the  city and  carry out work 

where necessary to ensure that, by 2012, Westminster streets will reach a standard of 

which residents, businesses and visitors can be proud. This project has an approved 

capital  spend  of  £2.7m  over  three  years.  During  this  time,  all  1600  streets  in 

Westminster will be improved in line with the following programme: 

 Year 1 (2009/10) ‐ All main streets (400) in Westminster improved. 

 Year 2 & 3 (2010/11 and 2011/12) – Improve streets by ward. Starting in the 
North West and moving South, finishing in St James and the West End just 
before the Olympics, to ensure they are in the best condition. 

 
To date the following works have been completed in 2009/10 and 2010/11: 

 Living City Pledge achieved ‐ Actual number of streets improved was 430 in 
2009/10 and 631 in 2010/11 

 In total nearly 12,701 defects were identified and repaired (ranging from 
footway/carriageway repairs, paint touch ups, lamp column & sign light 
repairs etc)  

 339 posts were removed  

 815 Signs were removed and 138 reduced in size 

 1050 on street assets cleaned of graffiti and stickers 

 1031 street lighting repairs were made 
 
Looking  forward, The Living City Pledge  is  to complete  the  remaining streets by  the 

end of March 2012. This year the project will complete Vincent Square, Knightsbridge 

& Belgravia, St James’s and the West End wards in time for the Olympics.  

There  are numerous benefits  from  the programme  for  the  street  environment  and 

subsequently  for pedestrians. For example  removing street clutter  improves ease of 

movement and making  the  streets  safer and more aesthetically pleasing  is  likely  to 

encourage people to walk rather than choosing another mode of transport.  
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x) Decluttering – in all schemes that are developed by the Council, the 
opportunity is taken to declutter where possible by removing or rationalising 
signs, lines and street furniture. The Council also has a more focused 
programme to improve the street environment called Neat Streets (see Case 
Study 6).  

xi) Minimising the impact from servicing – proposed policies within the 
City Management Plan (CMP) which will form a part of the spatial planning 
policies of the Local Development Framework (LDF) will encourage new 
buildings to include adequate off-street delivery areas where possible. Where 
this is unfeasible, it will also encourage the use of planning conditions that 
allow the Council to impose timing restrictions or require the use of freight 
consolidation schemes or quiet delivery techniques, such as those being 
trialled in Wandsworth in partnership with the Freight Transport Association 
(FTA). A similar scheme is also proposed for Oxford Street in conjunction with 
Superdrug. 

A recommendation from the Westminster Parking Policy Review (2010/11) 
was for the Council’s parking service to continue to work with the freight and 
logistics industry to develop pragmatic on-street parking, loading and waiting 
conditions, particularly in the West End. For instance previous measures have 
included the permitted 20 minute window for the making of deliveries for 
LGVs and 40 minutes for HGVs, the ability to suspend bays and work with 
specialist sectors such as the Brewery Logistics industry .  
The Council will work with developers, the freight logistics industry, other 
London Boroughs, TfL and other stakeholders towards the development of 
Freight Consolidation Centres. A number of studies have recently been 
undertaken in conjunction with the London Borough of Camden and the City 
of London to investigate the feasibility of establishing new centres, and 
reviewing the success of recently implemented solutions. In the meantime, 
the Council supports the Regent Street freight consolidation scheme 
implemented by the Crown Estate. However, the set up and operating costs 
of any new centre should ideally be met by the private sector without the need 
for ongoing public sector subsidy. 
 
The Council will continue to support the Central London Freight Quality 
Partnership that is chaired by the University of Westminster and attended by 
other central London Boroughs, TfL and the freight and logistics industry. 
 
In line with the Council’s Core Strategy and emerging City Management Plan, 
opportunities to transport freight by river and canal will be encouraged due to 
potential for reduction in HGV traffic on Westminster’s roads. 
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3.3.4 LIP OBJECTIVE 4 - Prioritising pedestrians and effectively managing 
allocation of highway space 

i) Prioritising pedestrians – the public realm and safety improvements (such 
as those listed under LIP Objectives 1 and 2 and Case Studies 1-7), are all 
designed to help improve the pedestrian environment and improve facilities 
for pedestrians. In developing any scheme the Council will give priority to 
pedestrians which reflects the Council’s adopted UDP policy, and Core 
Strategy and emerging City Management Plan policies.  

Additionally, in preparation for the Olympics and to cater for increased 
footfalls, the Council has submitted a bid to TfL for a number of pedestrian 
crossing improvements on key routes between transport interchanges and 
Olympic venues and in key parts of the West End. These are designed to 
provide extra pedestrian capacity at crossing points therefore enhancing 
pedestrian safety and easing pedestrian congestion. Many of these points are 
on routes that already experience high pedestrian flows so the improvements 
will also have legacy benefits. 

For example, TfL and the City Council have developed two schemes to 
improve pedestrian crossing facilities to the central island of Parliament 
Square, at its south western and south eastern corners. A ‘call cancel’ 
function will be added to crossing to minimise vehicular delays where 
possible.  Also, a new pedestrian crossing is proposed on Sussex Gardens 
near the junction with Southwick Street to improve pedestrian access to 
Paddington Station. There are many small hotels in the area just to the south 
of Paddington. The new pedestrian crossing will assist those with heavy 
luggage to cross Sussex Gardens safely.  

ii) Efficient allocation of highway space – this can be achieved through 
careful prioritisation of users depending on the context of the street and the 
needs of its users. Some areas may be shared between different uses at 
different times of the day. This has previously been achieved through the 
implementation of ‘loading pads’ where delivery vehicles are allowed onto 
street pads in the footway at certain times of the day and for the remainder of 
the time the space reverts to footway. A similar concept is proposed for 
Cranbourn Street (see Case Study 5). 

The Council’s Parking Policy Review has also identified a range of measures 
designed to ensure that kerbside space is allocated as effectively as possible 
(see Case Study 8).  
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Case Study 7 – Oxford Circus Diagonals

Oxford Circus lies at the intersection of two of the West End’s key shopping streets: 

Oxford Street and Regent Street.  It therefore has to accommodate large pedestrian 

footfalls,  as  well  as  high  numbers  of  buses,  taxis,  delivery  vehicles  and  other 

general  traffic,  often  resulting  in  pedestrian  and  traffic  congestion.  The  limited 

number of crossing points meant that many people had to cross two arms of the 

junction in order to reach their destination.  

 

In  Autumn  2009  the  Council,  in  partnership  with  TfL  and  the  Crown  Estates, 

introduced  a  Shibuya  style  pedestrian  crossing  at  Oxford  Circus,  with  diagonal 

crossing  facilities. The  traffic  lights were  rephrased  so  that vehicles  from all  four 

directions are  stopped  simultaneously, allowing people  to walk  safely across  the 

junction,  including diagonally. Pedestrian  countdown  timers were  later  added  to 

each arm.  These changes have meant that people could cross the junction in one 

movement,  catering  for  people’s  desire  lines  and  as  a  result  journey  times  for 

crossing Oxford Circus have more than halved. Footway space was also  increased 

by  around  70%  through  the  removal  of  guardrail  and widening  footways,  giving 

visitors more freedom to move around. 

One  year  on  from  its  delivery,  more  than  90  million  have  walked  across  this 

crossing. The TfL business case evaluation has concluded that the diagonals scheme 

paid  for  itself within  the  first  year. When  actual  journey  times  are  applied  the 

benefit  of  the  scheme  are  £5,372,631  per  annum.  There  has  also  been  a  10% 

reduction in personal injury accidents. Annual sales figures in the West End are up 

by 7% which is important for London’s economy as the West End generates nearly 

one fifth of its GDP and more than 300,000 jobs. 
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Case Study 8 – Westminster Parking Policy Review 2010/11

 

The last thorough review of Council parking 

policies was completed in 2001 and since then 

there has been much economic, demographic, 

environmental and physical change to the city, 

not to mention major changes in transport 

provision such as the Congestion Charging 

scheme, Cashless parking including Pay by 

Phone, the Barclays Cycle Hire Scheme etc.  

To take account of these changes and to ensure the most effective allocation of 

kerbside space that meet the needs of Westminster’s residents, businesses and 

visitors, a review of the Council’s parking policies has been undertaken. This has 

identified eight key policy options for further development, consultation and 

implementation: 

1. the extension of visitor parking controlled hours into the weekday evenings 
across the West End 

2. the introduction of similar controls at weekends 

3. the introduction of marshalled taxi ranks and taxi ‘hubs’ 

4. additional charges for second and third resident permits 

5. introduction of a visitor parking scheme 

6. the consideration of improved resident control hours in the outer Wards 
where communities request 

7. improved waiting and loading provision in the West End; and 

8. the evaluation and implementation of green transport schemes, including 
the Westminster Car Club, Electric Vehicle Charging Points and Barclays 
Cycle Hire scheme.     

These measures will help to manage demand for future visitor and residents’ 

parking, therefore minimising congestion and improving air quality, particularly in 

areas of the West End where kerbside space is under the most pressure.  

The undertaking of the Stage 1 Consultation  of this parking policy review and 

traffic counts programme was funded through £100,000 of 2010/11 LIP funding 

from the ‘Parking for All’ commission and the development and implementation of 

the resultant schemes and projects will be funded through future Parking Service 

income and other external funds. 
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3.3.5 LIP OBJECTIVE 5 - Promoting healthier lifestyles and ensuring 
inclusivity 

i) Making walking and cycling more attractive - In order to encourage 
healthier lifestyle, the Council recognises the need to encourage people to 
walk or cycle more rather than relying on private or public transport. Public 
realm improvements (such as those listed under Objective 1) and Legible 
London scheme will help to meet this aim, as will the Council’s School Travel 
Plan and Transport Education Programmes (see Objective 2). Similarly the 
Council is committed to supporting the Mayor in achieving a cycling revolution 
in the capital. In Westminster this will be achieved through a variety of 
initiatives which build on those delivered in the past year, as outlined in Case 
Study 9. People will be encouraged to use the Greenways network which 
provides a network of walking and cycle routes through and between green 
spaces and along waterways such as canal towpaths. These areas also 
provide quieter routes for novice cyclists and children who are learning how to 
cycle. 

 

 

ii) Supporting step free access – the Council will implement and support 
measures designed to provide step free access on Westminster’s streets, and 
to access public transport. At present over 60% of bus stops on City of 
Westminster highways do not meet the compliance levels compared to the 
50% London-wide rate. The proposals for 2011/12 would permit the 
upgrading of 6 sites, on a priority basis, in the Victoria, Charing Cross Road 
and the Harrow Road areas.  
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Case Study 9 – Supporting the Mayor’s Cycling Revolution

At present, cycling has a relatively low modal share of 3%, despite there being almost 

35,000 cyclists a day entering the Central London congestion charging zone during 

charging hours, an increase of 127% since 2002. The Mayor has ambitious targets to 

increase this number further, which will be achieved through a variety of TfL and 

borough initiatives.  

In July 2010 the Mayor of London launched the Barclays cycle hire scheme. This was 

the result of the Council finding space to accommodate approximately 143 docking 

stations within the City of Westminster, all of which have Legible London mapping 

incorporated.  This has resulted in 225,000 journeys being made on cycle hire bikes 

within the City of Westminster during the first seven weeks following the scheme’s 

launch. The City Council delivered a number of complementary measures to support 

the delivery of the scheme. This included the following measures: 

- provision of cycle training to around 250 adults using cycle hire bikes 
- installation of 1,244 additional cycle parking spaces 
- Regent Street Public Realm  Improvements,  to improve  road  safety  for all 

road users and provide a  safe east‐west  cycle  route, as an alternative  to 
Oxford Street. 

- Monck Street conversion  from one‐way northbound to two‐way working, 
in  order  to  increase  the  permeability  for  cyclists,  as  well  as  facilitating 
general traffic flow in the local area 

- Moor  Street  improvements  to  facilitate  easier  two‐way  cycling 
(amendments to gates across carriageway and improved signage) 

- Installation  of  Advanced  Stop  Lines  for  cyclists  at  the  Ebury 
Street/Eccleston Street and Ebury Street/Lower Belgrave Street junctions 

- Resurfacing of Strand carriageway 
- Great Marlborough Street/Poland Street change of priority at junction 

The Council is currently working with TfL towards the implementation of Barclays 

Cycle Superhighway Route 8. Another four routes are proposed to enter the City of 

Westminster by 2015. The Council has some concerns regarding elements of the 

proposal that are contrary to Council policy such as the blue surfacing and excessive 

use of signage/logos. It is working with TfL to ensure that these aspects are 

minimised but remains concerned about the impact of the strategy. 

The Council believes that by providing more on‐street cycle stands, selective 

improvements to cycle routes, safety improvements at junctions and dedicated 

training for new and existing riders over the next three years there will be a sensible 

increase in cycling across Westminster. The conversion of one way systems back to 

two way working such as in the Piccadilly Two Way scheme (see Major Scheme 2 in 

section 3.4)  will also increase permeability for cyclists as  can contraflow cycle lanes 

where feasible, such as Hanover Street . The needs of pedestrians will be prioritised 

in the development of any scheme. 
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The Council works with TfL to ensure that all bus stops eventually become 
fully accessible for the less mobile passenger. Recent engineering schemes 
and enforcement actions include improvements to bus stops across the 
Maida Vale area and Aldwych where tour coaches at night are parked 
inconsiderably on bus stops where thousands of bus passengers are denied 
step-free kerb to bus access. 

Dropped kerbs are routinely implemented in any new public realm scheme in 
line with Disability Discrimination Act (DDA) guidelines, as is tactile paving at 
controlled crossings. New pedestrian phases are also added at junctions 
where feasible to do so, bearing in mind the Council’s Traffic Management 
duties. 

TfL is implementing a step free access at Green Park tube station (a major 
upgrading at this sensitive location on Piccadilly and adjacent to Green Park) 
in time for the Olympics and Paralympics in order to help visitors travel to 
venues at Hyde Park and Horseguards Parade, an initiative that is very much 
supported by the City Council. 

The Council welcomes TfL’s continued support of its Assisted Public 
Transport Services of Dial-a-Ride and Taxicard scheme for the less mobile 
residents of Westminster. 

 

3.3.6 LIP OBJECTIVE 6 - Improving efficiency and attractiveness of 
sustainable transport 

i) Supporting improvements to rail/ underground networks - as set out 
under Objective 1 and Case Study 10 below, Crossrail and other station 
upgrades, capacity enhancements and other improvements to passenger 
facilities will all help to improve the efficiency of sustainable transport. These 
include the schemes set out in TfL’s Business Plan. In the longer term other 
rail enhancements such as High Speed 2 and the Crossrail 2 line (shown in 
Figure 3.1) will also deliver improvements. 

ii) Improving bus journey time reliability, passenger information and 
experience – The Council will work with TfL regarding the roll out of the new 
generation of bus stop electronic bus information systems . It will also work on 
initiatives to smooth traffic flows on bus routes, such as the proposals for 
Oxford Street East (see Major Scheme Proposal 3 in section 3.4).  

Given that the London bus network will continue to be a vital part of the 
capital’s transport network and that any negative impacts are ameliorated, it is 
imperative that appropriate and well designed bus priority measures are 
delivered through the LIP Corridors and Neighbourhoods Programme. 
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Case Study 10 – Crossrail 

Crossrail is a new high frequency, convenient and accessible railway for London and the 

South East. From 2018 Crossrail trains will travel from Maidenhead and Heathrow in the 

west to Shenfield and Abbey Wood in the east via new twin tunnels under central 

London. It will link Heathrow Airport, Paddington Station, the West End (Bond Street and 

Tottenham Court Road), the City of London and Canary Wharf.  

This will make travelling in the region easier and quicker and reduce crowding on 

London’s transport network by adding 10% to London’s public transport capacity. Each 

train will carry more than 1,500 passengers during peak periods and will bring £1.5m 

people within a 60 minute commute of central London.  It will therefore deliver 

substantial economic benefits in the City of Westminster, London and the South East, 

with the estimated benefit of Crossrail to the UK economy being at least £36billion.  

Construction has commenced and is expected to continue until at least 2018. The Council 

will continue to work closely with Crossrail, TfL, Network Rail and LUL to ensure that the 

impacts from construction are minimised.  There will be a number of impacts on the 

public realm during the period of the LIP as follows: 

 Road closures and diversions – before construction of the  lines and stations can 

commence,  utilities  need  to  be  relocated  and/or  strengthened  due  to  the 

considerable risk of ground movement associated with the tunnelling. Bus routes 

also  need  to  be  diverted  as  a  result  of  these  works.  The  utility  works  and 

diversions  at Oxford  Street  East  (at  Tottenham  Court  Road  station)  have  been 

completed  and  further  works  and  diversions  are  currently  in  place  at  Oxford 

Street West  (at  Bond  Street  station).  However,  further  significant  revisions  to 

previous  proposals  at  Paddington  station  have  been  submitted  by  Crossrail 

resulting  in  significant  additional  road  closures  and  traffic  diversions,  including 

buses; 

 Construction traffic – there will be HGVs travelling through the city to access the 

construction sites. Lorry routeing agreements will be put in place to ensure that 

HGVs only use agreed routes. However, this increase represents a potential 

hazard to less vulnerable users such as pedestrians and cyclists. Crossrail are also 

requesting a number of changes to agreed lorry routes as their proposals are 

developed. Although some significant reductions in lorry traffic are now 

proposed, recent Crossrail decisions to move tunnel segments by road represent 

a significant problem for routes west of Paddington; 

Pressure on the public realm ‐ suitable improvements to the public realm in the vicinity of 

the Crossrail stations will be needed to cope with heavy footfalls, and to cater for people 

wishing to arrive at the stations by road based mode (cycle, bus, taxi, car).  To this end, 

the key stakeholders have signed up to a Memorandum of Understanding that allows 

s106 contributions to be collected from developers in the area to help fund these 

improvements. Public realm credits may also be used to help deliver public realm 

schemes, including those associated with Crossrail. 
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TfL continually review driver behaviour on their network and many buses are 
now fitted with telematics to encourage smoother more eco friendly driving 
techniques with benefits for passengers, the bus company and local air 
quality. Drivers are also taught to be more aware of cyclists on the road and 
how to pass them safely. 

 

Figure 

3.1 
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iii) Facilitating bus routeing -  A proposed scheme at the junction of Strand 
/ Aldwych / Lancaster Place aims to provide a more direct route for buses 
through the provision of a right turn for eastbound buses from the western 
arm of Strand into Lancaster Place. Pedestrian crossing facilities at this busy 
junction should also be improved through the creation of three new direct 
single phase crossings to replace existing staggered facilities, with 
pedestrians potentially able to use any of the five crossings on the junction 
simultaneously. The southern footway near Somerset House would also be 
widened and resurfaced..Feasibility / design work is currently taking place, 
with the scheme to be implemented by the end of the 2011/12 financial year. 

iv) improving interchange facilities - The City Council will seek 
improvements to public transport and interchange between modes through 
the preparation of planning briefs for key sites throughout the City.  The aim 
of the briefs is to set out all relevant Council policies and concerns and seek 
to obtain developers and transport operators to incorporate these matters into 
their proposals.  Adopted planning briefs already exist for the Crossrail 
worksites at Paddington New Yard and Paddington, Bond Street and 
Tottenham Court Road Stations.  A further Planning Brief for the Victoria 
Station area has also been adopted, which reflects the guidance and best 
practice set out in the TfL “Interchange Best Practice Guidelines”. 

 

 

3.3.7 LIP OBJECTIVE 7 - Pay for your impact principle 

Securing contributions from developers - Managing the impact of 
development on the socio-economic, natural and built environment is 
essential to ensure development in Westminster is sustainable. An important 
aspect of this aim is to protect existing, and to secure new, supporting local 
transport infrastructure. Almost all development puts additional pressure on 
transport infrastructure and development should contribute to addressing that 
impact. 

Planning obligations (or Section 106 requirements) are an existing 
mechanism for ensuring that the impacts arising from a development in the 
site or in the wider locality are mitigated. It should be noted that the provisions 
of the Community Infrastructure Levy Regulations 2010 related to planning 
obligations will change the way that they are used in the future.  

Mitigation measures that are required in connection with new developments 
can take the form of specific works or financial contributions to wider transport 
improvements that support the development; an example of this is Section 
106 requirements for financial contributions towards public realm works in the 
vicinity of certain developments.  
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Case Study 11 – Grosvenor Estate schemes funding mechanism

The  

In November 2007, prior to rolling out a public realm credit system, a separate 

innovative arrangement between Grosvenor Estate and the Council was entered 

into to enable public realm improvements in Belgravia and Mayfair.  

Under the Agreement the Council uses its prudential borrowing ability to provide 

the initial capital investment needed for public realm works up to a maximum of 

£10m. This debt is serviced by the Council, and, in five years time a contribution 

equivalent to the initial capital works is repaid by Grosvenor. Under this 

agreement, every £1 spent on improvements costs the council under 20 pence, 

which is an exemplary private/public gearing ratio. The first scheme to be 

completed under the Agreement on Elizabeth Street was opened on 28 September 

2010. It cost £2.4m. The second scheme on Mount Street due to be completed in 

December 2010 costs £4.5m. 

 

If in future years Grosvenor takes forward a development in the vicinity of Elizabeth 

Street or Mount Street it could apply to the council for exemption from any S106 

public realm contribution associated with that development because it has already 

invested substantially in the public realm. 

 

On the 12th May 2011 Westminster City Council adopted the Supplementary 
Planning Document (SPD) ‘Public Realm Credits – Operating a system in 
Westminster.’ It sets out how a public realm credit system will be operated in 
Westminster and provides a framework for incentivising early private capital 
investment to assist the council in enhancing the city’s public realm as an 
important economic asset.  The system is designed to encourage developers 
and landowners to invest in the council’s priority public realm schemes on the 
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proviso that they will be eligible to apply for their investment to be registered 
as a ‘public realm credit’. The credit may then, subject to a number of 
conditions, be used to ‘offset’ a future planning obligation requirement to pay 
a financial contribution towards public realm improvement works. The 
Supplementary Planning Document (SPD) provides a comprehensive 
methodology for obtaining and using public realm credits. 

Major investment in enhancing the public spaces, streets and routes 
throughout the city is necessary to attract further investment and underpin 
investor confidence in the city. The council recognises that it cannot secure 
this without the support of key stakeholders in the city. The public realm credit 
system will provide a framework for incentivising early private capital 
investment towards identified priority public realm improvements across the 
city in line with broader council objectives. 

However, the Community Infrastructure Levy Regulations 2010, establish that 
from 1st April 2014 planning obligations can no-longer be pooled for wider 
infrastructure works. The Government intends such works to be funded via a 
Community Infrastructure Levy (CIL). CIL as currently conceived, offers less 
flexibility in its application than the current system of planning obligations and 
will inhibit the operation of the council’s public realm credit system. The merits 
of the public realm credit system are widely acknowledged and are supported 
by major developers who see it as an innovative framework for incentivising 
and encouraging early private capital investment in priority public realm 
schemes within the borough. Accordingly, the council is seeking further 
amendments to the Community Infrastructure Levy Regulations 2010 to 
ensure that CIL is better integrated with innovative funding mechanisms such 
as the public realm credit system. 

 

3.4 Mayoral High Profile Outputs 
 
3.4.1 The Mayor has set a number of high profile outputs that he is keen to see 

delivered by boroughs. This section outlines how Westminster will assist with 
the delivery of these outputs. 

 
Cycle Parking 

 
3.4.2 With 7,522 cycle parking spaces already provided on street and a further 248 

spaces in off street car parks, the City of Westminster already has the highest 
number of publically accessible cycle spaces out of all the London boroughs. 
This figure will be increased over the coming years primarily using funding 
available through the Cycle Superhighways scheme, as a large part of the 
City falls within the scope of its complementary measures scheme. 

 
3.4.3 However, as a high number of stands have already been provided on-street, it 

is becoming harder to find suitable new locations in which to site them. This is 
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exacerbated by the high level of activity on Westminster’s footways and 
carriageway, with high footfalls meaning that space for pedestrians must be 
maximised and prioritised. There is also significant competition for use of 
kerbside space which means that finding locations on the carriageway can 
prove just as challenging. It is therefore essential to balance the needs of 
cyclists against the impacts on local residents and visitors. New cycle stand 
options such as ‘cycle hoops’ can offer a solution in some locations and the 
Council has already installed 200 of this type of stand, with a further 50 (100 
spaces) to be installed in 2011/12. This is in addition to the 100 spaces that 
are also planned for implementation in 2011/12 in the form of conventional 
Sheffield stands. Based on these figures, up to 2013/14, the Council will aim 
to provide 280 new cycle parking spaces a year, with 200 of these on street 
and 80 off street each year. This draws heavily on funding made available 
through the Cycle Superhighways complementary measures programme, 
which it is assumed will continue. This would take the total number of on 
street spaces to 8,122 by the end of this period. 

 
3.4.4 The longer term solution will be to seek more off-street locations for cycle 

parking. This can be achieved by ensuring that new developments provide 
adequate levels of cycle parking within their premises. Westminster’s cycle 
parking standards for new development are already higher than those set out 
in the London Plan. As part of the LDF process, the City Council is currently 
in the process of preparing its City Management Plan (CMP) which will sit 
alongside the adopted Core Strategy and will contain a number of more 
detailed transport policies relating to the requirements that developers will 
have to meet. The Council will seek to carry forward at least the current 
parking standards into its emerging CMP document. 

 
3.4.5 Where schools and businesses are developing travel plans, the City Council 

will encourage them to provide new or improved cycle parking facilities as 
part of their plans to develop solutions which encourage the use of alternative 
modes to the car. 

 
3.4.6 The Council has also been working with a private off street cycle parking 

provider to help set up a new scheme in Soho that provides secure cycle 
parking, showers and lockers to members who sign up. The site is located in 
a former Council car park which is being leased to the provider. TfL funding 
secured through the LIP has been used to fund the cycle parking element of 
this initiative, and the Council will retain ownership of the stands. It is hoped 
that if the scheme proves successful, further branches will open in other parts 
of Westminster and Central London. This scheme offers secure cycle parking 
to those working in central London who do not have access to such facilities 
in their workplace. employees who do not have access to secure cycle 
parking where they work secure cycle parking storage and encourages them 
to cycle into work where they may not otherwise have done so.  
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Cycle Superhighways 
 
3.4.7 The City Council has been working with TfL on its cycle superhighways 

scheme, providing design advice as appropriate. To date the majority of the 
proposals that have come forward have been on the TLRN. However, there 
are some side road works associated with the scheme that are on City of 
Westminster highway. Where this is the case, officers have been working with 
TfL to ensure that the proposals are consistent with City Council policy. It 
should be noted that he Council has expressed strong concerns relating to 
the use of coloured surfacing and the addition of other signing and lining on 
the routes, particulary those parts which run through conservation areas or 
past listed buildings. It also has reservations in relation to the routes failing to 
join up to provide a network of routes, and safety concerns arising from TfL 
deciding to run the routes along busy strategic roads. 

 
3.4.8 The City Council has successfully bid for complementary measures funding 

for the first route in the City of Westminster, Route 8. This funding will be 
used to deliver on-street cycle parking near the route, to implement a number 
of secure off street facilities on the Council’s housing estates, to offer cycle 
training to those using the routes and to provide ‘Doctor Bike’ style events 
along the route during the initial weeks after the scheme is officially opened. 

 
 Electric Vehicle Recharging Points 
 
3.4.9 In order to reduce emissions from petrol and diesel engines, the Council 

recognises that it has a role to play in incentivising the uptake of cleaner 
vehicles. This can be achieved through the rollout of further Electric Vehicle 
charging points, thus building on the existing implementation programme. To 
date, 23 dedicated on-street spaces have been provided in 13 locations and 
secured funding in 2011/12 will allow for installations at five more locations 
based on a demand and request basis, providing some 10 to 15 new spaces. 
The Council is working towardslinking up with the Mayor’s pan-London 
scheme ‘Source London’ to maximise accessibility to charging points for its 
existing and future scheme Members. 

 
3.4.10 Through the development of the City Management Plan, the Council will seek 

to ensure that every new parking space within new developments has access 
to an electric charging point. Where parking is not provided on site, 
contributions towards the provision of on-street charging points may also be 
sought. Where businesses are developing a travel plan and they have an off-
street parking facility for employees and/or visitors, they will be encouraged to 
consider the installation of electric vehicle charging points. 

 
 Better Streets 
 
3.4.11 As can be seen from the various projects outlined in section 3.3, especially 

under LIP Objectives 1 and 3, and also in the Major Schemes section 3.5, the 
Council is committed to delivering an enhanced public realm that improves 
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the street environment for pedestrians and encourages people to undertake 
more journeys on foot. This is backed up by the Council’s recently adopted 
Core Strategy and emerging City Management Plan policies. 

 
 Clean local authority fleets 
 
3.4.12 The Council has a fleet policy which seeks to ensure that vehicles of the best 

emissions standards possible are procured within the budget available, whilst 
still being fit for purpose. In line with the Council’s fleet policy, the Council will 
seek to replace vehicles in order of the following preference: electric, electric 
hybrid, LPG/CNG, petrol and diesel. However,it should be noted that the 
vehicle must be able to perform its function to a satisfactory standard and 
some vehicle types, particularly larger vehicles, will not be available with 
electric or hybrid engines. 

 
3.4.13 Through the Council’s contract with Veolia, the majority of the Council waste 

vehicles are due to be replaced in July 2011 with new mostly Euro V vehicles. 
These vehicles tend to have a 7-8 year life cycle so will be replaced again at 
this time with vehicles of the highest available standards. These vehicles are 
also fitted with telemetric systems which record driving styles and encourage 
smoother more fuel efficient driving.  

 
3.4.14 Aside from the vehicles managed through Veolia and other external contracts, 

the majority of the Council’s fleet meet the Euro V standard (47%), Euro IV 
standard (22%), or are electric (2%), hybrid (5%) or LPG (14%). These 
vehicles tend to run on 5 year leases but are sometimes replaced at more 
regular intervals. Decisions regarding the replacement of vehicles are 
currently on hold pending a decision on tri-borough working with the Royal 
Borough of Kensington and Chelsea and Hammersmith and Fulham, as 
under potential new working arrangements vehicles may be procured and 
operated jointly between the three boroughs. 

 
 Street trees 
 
3.4.15  Trees are one of the most important ways in which we can keep Westminster 

green, helping to make our streets more pleasant places to live, walk, sit and 
cycle. A target of planting 250 new trees a year has therefore been set. 

3.4.16  To help deliver this target, the City Council has been working in partnership 
with local community organisations; the Westminster Tree Trust and the W1W 
Tree Planting Initiative. These organisations lever in extra funding from local 
businesses and land owners to help plant more trees. Contributions are also 
often sought from developers in the form of Section 106 contributions. 

3.4.17  When deciding where to plant new trees there are a number of factors which 
must be considered including maintenance of adequate clear footway width 
and ensuring that the trees are sufficiently set back from buildings, junctions, 
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pedestrian crossings, street lighting and shop windows in order to maintain 
visibility. 

3.4.18  In 2010/11 new planting has been carried out across the city but a particular 
focus has been on East Marylebone as it was recognised that this area had 
substantially less street trees than other areas of Westminster. This area is 
also close to the Marylebone Road which is one of the ‘hot routes’ identified in 
section 2.3.3 as suffering from particularly poor air quality. Trees can deliver 
air quality benefits by the cooling effect of their shade which reduces the 
speed of chemical reactions that lead to the formation of ozone and 
particulate matter (PM10), and also by the ability of their leaves to remove 
pollutants such as ozone, nitrogen dioxide, and to a lesser extent PM10. 

3.4.19 The City Council is due to adopt its Tree Strategy SPD in summer 2011. This 
strategy defines the Council’s approach towards the planting of trees in the 
public realm. It seeks to ensure that the city maintains its tree cover and 
increases it wherever practically possible with due regard to the townscape 
principles set out in the document. 

 
 
3.5 3 Year Programme of Investment (2011/12 – 2013/14) 

3.5.1 Tables 3.3 to 3.5 set out the Council’s high level programme of investment for 
the period 2011/12 to 2013/14. The programme reflects the delivery actions 
identified in Section 3.3, and is focused on achieving our LIP objectives and 
therefore the Mayor’s goals for transport in a cost effective manner. The 
programme represents the borough’s business plan for implementing the 
changes expressed through the LIP.  

 

3.5.2 Westminster has unique and heavy demands on its infrastructure. As well as 
a resident population of approximately 250,000, there is a daily influx of over 
1 million visitors every weekday, due to the substantial influx of workers, 
visitors and tourists. This requires the Council to develop a structured delivery 
programme around a package of measures with holistic interventions, in order 
to maximise the benefits of our investment. 

 

3.5.3 The programmes set out in this document are provisional only. Detailed 
spend and programmes will be confirmed in our Annual Spending 
Submission, (ASS), to TfL. The ASS for 2011/12 has already been submitted 
and includes several schemes that are critical to the pre Olympics 
programme. Hence the majority of the Council’s 2011/12 programme will 
have completion dates of December 2011 through to March 2012. 

 
3.5.4 For the Council’s three year programme, and to a lesser extent for the coming 

year, there will be the added risk of financial fluctuations affecting the funding 
levels and forward programme. More crucial for the future programming will 
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be the flexibility to change or update such annual programmes to reflect any 
prioritisation changes necessary such as cost over-runs, stakeholder 
feedback, new evidence of the impact of previous similar interventions, 
changes in priority, etc.   

 

3.5.5 The specific interventions set out in the Delivery Plan will be delivered by April 
of each financial year, unless they are ongoing measures, e.g. Road Safety 
Education and Training. However, a major part of Westminster’s Delivery 
Programme will be to complete some of the larger schemes in advance of the 
Olympics’ programme. This will include Neat Streets, Leicester Square and 
Piccadilly Two Way. This Delivery Plan will be refreshed every three years, 
the next time by April 2014.  

 

3.5.6 In developing the Delivery Plan, we have: 

 identified Delivery Actions (Section 3.3) which address the delivery 
requirements identified for each of the MTS goals (Section 2.3)  

 reviewed the strength of evidence (e.g. before and after analysis of 
previous local investment, published research, stakeholder feedback, 
professional expertise, etc.) and prioritised investment in programme 
areas where there is clear evidence to suggest that intended 
outcomes will be delivered and will make a significant contribution to 
our LIP objectives. For example, Figure 3.4 shows that accident 
remedial schemes have delivered significant benefits in terms of 
casualty reduction 

 assessed whether there could be any negative impacts associated 
with potential interventions, which need to be mitigated or else 
balanced against the benefits 

 structured the programme around packages of complementary 
measures or holistic interventions, in order to maximise the benefits of 
investment. A specific emphasis on Growth and Employment Areas 
and more deprived neighbourhoods where there is evidence of a need 
to address safety issues 

 ensured walking and cycling improvements are incorporated into all 
packages, where appropriate, recognising the important role that 
walking and cycling can play in meeting many of the Council’s LIP 
objectives (Figure B.1) 

 reviewed historic patterns of spend against their intended outcomes 
across the full duration of the LIP period, and identified  

 identified what additional schemes would be implemented if additional 
resources were available and what the benefits would be; and finally 

 identified what trade-offs would need to be made if lower levels of 
investment were available.  

 

3.5.7 This process was managed by senior officers of the Council reporting to the 
Cabinet Member for Parking and Transportation. This process was supported 
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by an exercise which involved identifying potential areas of spend into the 
following categories: ‘must haves’, ‘should haves’, ‘could haves’, and ‘won’t 
haves’. The scale of change in travel behaviour and transport outcomes 
required to deliver our LIP targets was also considered, as set out in Chapter 
4. 

  



87 

 

Table 3.3 - Westminster’s Proposed LIP 2011/12 – 2013/14 Programme of 
Investment 
 

Corridors and Neighbourhoods and Smarter Travel Programme 
 

Programme areas Funding  
source 

Funding (£,000s) MTS goals Draft 
Westminster 
LIP 
objectives   
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Leicester Square - Public Realm Improvements LIP allocation 1,500 75 0 1,575      1,3,4,5 

Council 
Capital 

6,800 480 670 7,950 

Local 
businesses 

2,800 0 0 2,800 

Legible London - Cross London map based way-
finding scheme for pedestrians. 

LIP allocation 500 500 400 1,400      1,3, 4,5,6 

Other 300   300  

Kensington Gore/Exhibition Road – Junction, 
safety and pedestrian improvements. Also links 
into the ongoing Exhibition Road scheme. 

LIP allocation 525 0 0 525      2,4,5, 6 

Development of Civic Streets Programme - 
including Queensway/Westbourne Grove and 
Church Street, Berwick Street    - by prioritisation  

LIP allocation 200 100 50 350       

Other 20   20      1,2,3,4,5,6,7 

Civic Streets Implementation  e.g. Queensway, 
Church Street, Berwick Street and Marylebone 
High Street  

LIP allocation   1,000 1,000 2,000      1,2,3,4,5,6,7 

Council 
Capital 

0 0 900 900      1,2,3,4,5,6,7 

Charing Cross Road - Cranbourn Street - 
Streetscape scheme; Junction, safety and 
pedestrian improvements. Also links into the 
Leicester Square scheme as an important 
pedestrian route. 

LIP allocation 415 0 0 415      1,2, 3,4,5,6 

Electric Vehicle Charging Points - Installation 
works 

LIP allocation 140 140 140 420      1,3,4, 6, 7 

Neat Streets - Reduction of street clutter and 
street furniture 

LIP allocation 170    170      1,2,4, 5, 6 

Council 
Capital 

13   13 

Development of Corridors & Neighbourhoods 
Schemes   - by prioritisation  

LIP allocation 140 150 100 390      1,2,3,4,5,6,7 

Corridors & Neighbourhoods Schemes – 
Implementation 

LIP allocation  1,173 921 2,094  











1,2,3,4,5,6,7 

Council 
Capital 

290   290 

Other 3,700    3,700 

Bus Stop Accessibility LIP allocation 70 80 80 230      1,2,3,5, 6 

Implementation of prioritised Traffic 
Management & Safety Schemes 

LIP allocation 248 330 300 878      2, 4,5,   

Council 
Revenue 

157 150 150 457 

Electric Vehicle  Development/Concept LIP allocation 30 30 30 90      1,3,6 

School Travel Plans  -  Development LIP allocation 10 10 10 30      2,3, 4,5, 6 

Council 
Revenue 

20 20 20 60 

Transport Education - Various Initiatives LIP allocation 20 20 20 60      2,5 

Air Quality –  Development LIP allocation 76 80 80 236      1,3,4,5, 6, ,7 

Local Safety & School Travel Plan Projects – 
Development 

LIP allocation 155 165 165 485      2,3, 4,5, 6 

Council 
Revenue 

110 100 100 310      2,3, 4,5, 6 

Local Safety Scheme/Traffic Management LIP allocation 90 0 0 90      2,3, 4,5, 6 

Cycle Training LIP allocation 80 50 50 180      2,3,5, 6 

Integrated transport total   18,579 4,653 5,186 28,418             
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Table 3.4 - Westminster’s Proposed LIP 2011/12 – 2013/14 Programme 

of Investment 
 

Maintenance Programme 
 

Programme areas Funding  
source 

Funding (£,000s) MTS goals Draft 
Westminster 
LIP 
objectives   
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Principal Road Renewal            

Great Western Road -  Carriageway Resurfacing LIP 
allocation 

312 0 0 312       1,2 

Park Crescent -  Carriageway Resurfacing LIP 
allocation 

60 0 0 60       1,2 

Westbourne Park Road -  Carriageway Resurfacing LIP 
allocation 

113 0 0 113       1,2 

Portland Place -  Carriageway Resurfacing LIP 
allocation 

107 0 0 107       1,2 

Principal Road Renewal Programme - based on 
annual assessment surveys 

LIP 
allocation 

  700 700 1400       1,2 

Bridges            

LOBEG - Maintenance of the London Package LIP 
allocation 

85 85 85 255       1,2 

Lords Hill Bridge - Assessment LIP 
allocation 

55 0 0 55       1,2 

Great Western Road Bridge - Interim Measures LIP 
allocation 

2 0 0 2       1,2 

Lords Hill Bridge - Interim Measures LIP 
allocation 

3 0 0 3       1,2 

Ranelagh Bridge - Interim Measures LIP 
allocation 

2 0 0 2       1,2 

Westbourne Bridge - Interim Measures LIP 
allocation 

3 0 0 3       1,2 

 Bridge Assessment & Strengthening Programme - 
based on annual assessment surveys 

LIP 
allocation 

 0 300 300 600       1,2 

Maintenance total   742 1,085 1,085 2,912             
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Table 3.5 - Westminster’s Proposed LIP 2011/12 – 2013/14 Programme 

of Investment 
 

Major Schemes 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

   Programme areas Funding 
source 

Funding (£,000s) MTS goals Draft 
Westminster 
LIP 
objectives   
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Exhibition Road - Project funded between WCC, 
RBK&C and the Mayor of London to create a single 
surface road with large clearly defined pedestrian 
zones which will return priority to pedestrians and 
create a safe and accessible space for everyone to 
enjoy. 

LIP 
allocation 

2,200 0 0 2,200      1,2,3,4,5,6,7 

Council 
capital 

405 0 0  405 

Piccadilly Two Way - WCC, TfL and the Crown 
Estate agreed to works at, Pall Mall and Piccadilly 
Circus to introduce 2- way workings at Pall Mall, 
Piccadilly and St James Street. The scheme will 
smooth traffic flow, creating a more user friendly, 
clutter free and accessible environment for all road 
users. Pedestrians will particularly benefit from 
greater footway space, improved street lighting and 
the widespread removal of barriers. 

LIP 
allocation 

4,800 0 0 4,800      1,2,3,4,5,6,7 

Council 
Capital 

700 750 750 2,200 

The 
Crown 
Estate 

1,400 750 350 2,500 

Oxford Street East (Phase 1) - Delivering Improved 
Public Realm, More Pedestrian Space and 
Enhanced Bus Accessibility and Journey Times  
*subject to further negotiation with TfL 

LIP 
allocation 

850 0 0 850      1,2,3,4,5,6,7 

Other 1,300 0 0 1,300 

South Molton Street - Delivering Improved Public 
Realm, More Pedestrian Space and Enhanced Bus 
Accessibility and Journey Times  
*subject to further negotiation with TfL 

LIP 
allocation 

         1,2,3,4,5,6,7 

Other     

Major Scheme total   11,655 1,500 1,100 14,255             
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Major Schemes 
 
3.5.8 The Council’s LIP 2011/12 to 2013/14 Delivery Plan includes two existing 

Major Schemes and one proposed Major Scheme for which it is seeking a 
funding contribution from TfL. These are Exhibition Road, Piccadilly Two Way 
and Oxford Street East respectively.  

 

Major Scheme 1 – Exhibition Road
 

Description of Major Scheme: This project has been developed in partnership between the 
Council, the Royal Borough of Kensington and Chelsea (RBKC) and the Mayor of London. It 
will create a single surface road with large clearly defined pedestrian zones, returning priority 
to pedestrians and creating a safe and accessible space for everyone to enjoy. Improved 
crossing points will also be implemented. 

Funding: The total project cost 
between both councils is £24m. 
For Westminster the 
contribution is £7.7m, consisting 
of £6.7m from TfL and £1m 
from the Council. The project is 
being managed and 
implemented by  RBKC on 
behalf of WCC. 

Priority: Major Scheme 
Submission already made, 
(approved in January 2009). It 
is now at implementation stage 
and due for completion by 
November 2011. 

 

Contribution to LIP objectives:    

The scheme will contribute to the majority of the Council’s LIP objectives. Exhibition Road 
attracts many visitors to its museums and other attractions so by enhancing the public 
realm it will be supporting the economic growth and development of the area. The 
introduction of a 20 mile per hour speed limit and the shared space area with a less 
distinct ‘track’ for traffic should encourage motorists to drive more cautiously and slowly, 
with greater awareness and consideration for pedestrians. This will make it safer for all 
road users and encourage more people to walk and cycle, with subsequent benefits in 
terms of promoting healthier lifestyles. The introduction of a kerb free single surface will 
also improve accessibility for all members of the community. If more people are 
encouraged to access the area on foot or bicycle, this should ease traffic congestion and 
therefore minimize the impact of transport on the environment, as will the significant 
reduction in street clutter. 
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Major Scheme 2  - Piccadilly Two Way

Description of Major Scheme:  

The Piccadilly Two Way scheme will see the existing one-way working of Pall Mall, St 
James’s Street and Piccadilly being converted to two-way working with significant 
improvements to the public realm. The scheme will smooth traffic flow creating a more user 
friendly, clutter free and accessible environment for all road users, with almost 1km of 
guardrailing to be removed. The scheme is to be delivered in three phases: 

Phase 1: Pall Mall – introduction 
of new central median, improved 
street lighting and footway 
improvements. Completed, with 
two way working commencing in 
July 2011. 

Phase 2: Piccadilly Circus – 
implementation of traffic signal 
changes for two way operation, 
improved pedestrian crossing 
arrangements and the 
introduction of additional footway 
space. Footways will be 
resurfaced in York stone. Due to 
be completed summer 2011.  

Phase 3: Piccadilly, St James’s and Cockspur/Haymarket junction – provision of a new 
central median on Piccadilly in preparation for two way working, improved street lighting, 
improved pedestrian crossing arrangements and resurfacing in York stone. Due to be 
completed by November 2011.  

Funding: Value £14m - £7m contribution from TfL, £3.5m from WCC and £3.5m from The 
Crown Estate. The business case shows conclusively that the scheme is justified both in 
terms of the Public Realm valuation and its Economic appraisal. The improvements show a 
Cost Benefit ratio of 10.1 over a 10 year period, with public realm benefits of around £5.8m. 

Priority: Major Scheme Submission already made and approved. Scheme now at final 
design and commencing implementation stage. 

Contribution to LIP objectives:  The scheme will contribute to the majority of the Council’s 
LIP objectives. Piccadilly is one of the West End’s key streets and therefore attracts many 
visitors to its shops, museums, restaurants and hotels. By enhancing the public realm, it will 
be supporting the economic growth and development of the area. The removal of 
guardrailing and widening of footways will make motorists drive with greater awareness and 
consideration for pedestrians. This should make it safer for all road users and encourage 
more people to walk and cycle, with subsequent benefits in terms of promoting healthier 
lifestyles. Improved pedestrian crossing facilities will improve accessibility for all members of 
the community. The creation of two way working will increase permeability for buses, 
coaches, taxis, private vehicles and cyclists. Around 300 vehicles currently travelling on 
Piccadilly eastbound towards Trafalgar Square will be transferred to the Pall Mall / St James 
Street route, easing congestion around Piccadilly Circus. By enabling people to take more 
direct routes, vehicle mileage will be reduced as will vehicle emissions. If more people are 
encouraged to access the area on foot or bicycle, this should ease traffic congestion and 
therefore minimise the impact of transport on the environment, as will the significant 
reduction in street clutter. The way the scheme is being funded draws on the ‘pay for your 
impact’ principle. The extension of these principles to Lower Regent Street / Haymarket, for 
implementation post 2013 is currently under consideration with TfL and landowners. 
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Major Scheme 3 – Oxford Street East including Smooth Stops 
 
Description of Major Scheme:  
The ‘SmoothStops’ concept is designed to dramatically improve the public realm and 
pedestrian experience on Oxford Street by better accommodating the bus movements and 
bus stops along Oxford Street whist maximising footway space.  
 
Traditional lay-bys allow buses to pull in and pickup/set down passengers, allowing other 
vehicles behind to continue past. However, the lay-by itself eats into precious footway 
space; a rare commodity especially in the congested West End. This approach leaves little 
space for people to get on and off the bus, just where it is most congested as people attempt 
to disembark. This congestion impedes boarding, reduces accessibility and extends the 
dwell time at each stop, and cumulatively over several stops, makes journey times longer; 
with the passenger experience poorer as a result.  
 
A lay-by approach also means that buses are required to pull in, load and then attempt to 
pull out back into general traffic; again slowing and disrupting other vehicles. It also can 
result in a less comfortable ride for passengers, with often a sharp manoeuvre back into the 
carriageway. With this scenario taking place at 16 bus stops on Oxford Street east alone, the 
traffic movement is fragmented, confusing and inefficient. Forcing buses to pull out disrupts 
the smooth flow of traffic and the pulling in and out movement increases the likelihood of 
wear and tear on vehicles and rutting of the highway.    
 
‘SmoothStops’ introduces a simplified road layout whereby the buses don’t pull into a lay-
by, instead the bus stop remains on the street and the carriageway curves around buses at 
the stop. It means passengers can also disembark more quickly onto the wider footway (as 
there is no lay-by). This means decreased dwell times at stops and improved travel times as 
there is no delay waiting for traffic to ‘let buses pull out’. The design means that it is naturally 
self enforcing as general traffic has to merge with the buses not the other way around. This 
could assist in reducing the number of buses along Oxford Street.Essentially the lay-by area 
is merely shifted and becomes the road space that allows vehicles to drive around the 
buses. As such there is no overall actual net loss of footway, or highway, yet delivering 
significant benefits for pedestrians, bus passengers and the public realm. 
 
The scheme has been split into two phases. Phase 1 covers Oxford Circus to Berwick Street 
and Phase 2 covers Berwick Street to St Giles Circus / Tottenham Court Road. 

 

Funding: The total value of Phase 1 was approximately £2.2m, including major scheme 
funding from TfL of £950k. Phase 2 has a total value of approximately £3.2 m, with 
contributions from developers and Crossrail complementary public realm works to be 
confirmed. LIP funding will be used to deliver Phase 2 of the project and will be split across 
three years (£30k in 2011/12 for design work, £1.2m in 2012/13 and £1.4m in 2013/14. 

 

Priority: 1st Priority. Construction of Phase 1 has commenced on site and Phase 2 will 
commence in October 2012, completing by summer 2013. 

Contribution to LIP objectives: Oxford Street is an international shopping centre that 
attracts a high number of visitors each year. Ensuring that the street functions efficiently, 
maximising space for pedestrians and minimising congestion are therefore important in 
sustaining economic growth. Safety for more vulnerable road users such as cyclists will be 
improved as they will have more room to overtake stationary buses. Smoothed traffic flows 
will have benefits for air quality on this corridor. Through reduced dwell times and journey 
times, the attractiveness of sustainable transport will be improved.  
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Major Scheme 4 – South Molton Street
 

 Description of Major Scheme:  

South Molton Street is situated next 
to Bond Street tube station at the 
junction with Oxford Street, adjacent 
to the Crossrail station development. 
Major utility replacement works, in 
addition to Crossrail construction, 
have adversely affected the 
appearance of the area with broken 
paving and a plethora of bollards. 
The street has to contend with a 
very high number of pedestrians 
which will increase during the 
Olympics and when Crossrail 
becomes operational, as it will be a 
key gateway into this area of the 
West End. 

The South Molton Street scheme proposes to create a new de-cluttered oasis off Oxford 
Street. Stone cubes will be used to demarcate the vehicular route and these will also serve 
as seating and protect basements. Where pedestrian routes and passages connect to 
South Molton Street, seating and greenery terminate each vista and draw people into the 
space, improving pedestrian access through this part of West End.  

Funding: The total project cost is £1.7m, of which, 38% is TfL funded, 30% 
landowner/retailer funded, 19% Council funded and 12% developer funded. 

Priority: A major scheme submission was made in Spring 2011. If full funding is secured, 
the aim will be to implement the scheme by September 2011, subject to nearby Crossrail 
works. 

Contribution to LIP objectives:    

The space is designed to accommodate the predicted significant increase in pedestrian 
flows along South Molton Street arising as a result of the redevelopment of the adjacent 
transport interchange of Bond Street Underground and Crossrail Stations. The design 
seeks to establish South Molton Street as an oasis and meeting place for visitors and 
those using the two stations; creating a much needed breathing space. The proposals will 
provide a large safe assembly space nearby the stations to facilitate safe evacuation and 
effective people movement from the stations, should the need arise. 

South Molton Street has a high proportion of independent retailers so the increased footfall 
and increased dwell times are likely to translate into commercial benefits, meaning that the 
scheme is supporting both local and wider economic growth, as well as encouraging 
walking trips to and from the station through the improved pedestrian environment. It will 
also help to present central London at its best with Bond Street a likely entry/exit point to 
the West End for visitors travelling from the Olympic Park at Stratford. 
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3.6 3 Year Programme of Investment Risk Management 

3.6.1 Every programme and individual scheme, regardless of size, will have risks 
and issues associated with actually doing the work. For a robust LIP, it is 
therefore vital that all risks are recognised and managed to minimise 
problems and maximise the chances of success.  

3.6.2 Westminster considers effective risk management to be a vital process and 
an essential ingredient of good LIP programme and scheme management. A 
structured methodology has therefore been developed to identify, assess, 
mitigate and manage potential risks throughout the lifecycle of the LIP 
programme. This methodology is based on three key stages:  

• the identification of risks, opportunities and uncertainties at both 
scheme and programme level  

• risk quantification and analysis for decision support  

• on-going reporting and review.  

 

3.6.3 The primary objective of this methodology is to assist the scheme and 
programme teams to focus their skills on the areas of uncertainty, thus 
reducing or avoiding the impacts of risks and allowing them to exploit 
opportunities for cost savings.  

 

Individual Scheme / Policy Risks  

3.6.4 A risk register will be maintained for each intervention being implemented, 
with the level of information recorded proportionate to the size and complexity 
of the intervention.  

 

Programme Level Risks  

3.6.5 Table 3.6 identifies a range of risks and mitigation measures relating to the 
delivery of the overall LIP programme, and the achievement of outcomes. As 
part of our risk assessment process, programme delivery is monitored at 
monthly progress meetings in order to identify and resolve any problems as 
soon as they occur. If it is apparent that there are significant risks to 
timescales and / or costs, it is possible to re-prioritise design work so that 
abortive costs are minimised.  
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Table 3.6 – Programme Risks and Mitigation Measures 

Risk Mitigation Measures 

Resource to plan, 
design and 
implement the LIP 
3 year 2011/12-
2013/14 
programme 

The implementation of the LIP 2011/12  to 2013/14 Programme of 
Investment is planned in conjunction with the Council’s in-house Service 
Provider, (WestOne’s Consultancy & Contactors service).  The annual 
programme is developed on a priority basis, including consultation with 
Council elected members. This allows for the identification of a 
comprehensive list of schemes to minimise risk at a later stage and to 
include for a list of reserve schemes. 
 

Policy compatibility  
 

A spread of schemes across policy areas ensures that the Council is 
delivering across the full range of intended targets and outcomes. Where 
policy decisions may be critical, the City Council is proactive in working with 
other policy making bodies at any early stage to ensure that the scheme/s 
can still develop within project timescales, (e.g. the Barclays Cycle Hire 
Scheme and the Barclays Cycle Super Highways). 

Delays to progress 
of work  
 

Timescales for delivery allow sufficient time to develop a detailed design, 
undertake any consultation required, and address any identified issues. 
 
Consultation with TfL and Statutory Undertakers is undertaken at the 
earliest possible stage. 
 
Public consultation is also carried out at the earliest stage to identify any 
issues so that any possible changes can be incorporated within the 
proposals and programme. 
 
Early liaison with the Council’s legal department ensures that all required 
notices and Orders are built into the programme. 

Cost increases/ 
Budget Reductions  
 

Project costs are reviewed internally at joint monthly progress meetings 
and any variants in cost are escalated to the Capital Programme Manager 
and to the relevant City Commissioner. 
 
Permission may then be given to transfer funds from one budget to another 
to ensure the highest priority projects are completed, while staying within 
the overall budget. Where a scheme experiences delays, funding will be 
transferred to the next highest priority scheme. 
 
Also being considered is the Comprehensive Spending Review process and 
its implications on public sector funding levels. The current financial 
downturn may also have severe implications for other sources of private 
funding that the Council is reliant upon to deliver public realm schemes. To 
allow for this, officers and members have been carrying out a Capital 
Programme Review to reassess scheme priorities based on changes to 
funding. 
 

Stakeholder 
support – Some £8 
million of our 
estimated 
Integrated 
Transport budget 
will be based on 
contributions from 
partner 
organisations  

Early consultation with stakeholders is undertaken in advance of detailed 
design, so that any issues are addressed as early as possible. Further 
consultation is also undertaken at the detailed design stage. 
 
Regular meetings are held with certain stakeholders throughout the whole 
life of a project from inception through to implementation. For example with 
The Crown Estate and TfL, (c.f. Piccadilly Two Way, ORB schemes, Oxford 
Circus, plus Regent Street for various safety, bus, walking and cycling 
schemes). 
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4.0 Performance Monitoring Plan  

4.1 Introduction 

Identify targets and indicators used to monitor progress against 
objectives. 

The identification of performance measurement targets is crucial in order to 
assess the degree to which the three year LIP 2011/12 to 2013/14 
programme and longer term strategy up to 2019/2020 and beyond is 
delivering its objectives.  Long and short-term (interim) targets have been set 
for five (core) mandatory indicators which relate to outcomes identified in the 
MTS and the seven LIP objectives that are set by the Council.  Local targets 
are also included.  This section provides a clear link between the targets, LIP 
objectives and Delivery Plan.  It also suggests how performance will be kept 
under review.     

Core Targets: Five mandatory indicators are required by TfL for performance 
measurement which relate to outcomes in the MTS.  These include Walking 
and Cycling mode share, Bus Service Reliability, Principal Road Network 
asset condition, Road Traffic Casualties and CO2 emissions. 

Local Targets: These are set in addition to the core targets and provide the 
Council with further opportunity to monitor the delivery of improvements on 
the ground.  Data for these targets will be evaluated annually. 

Further information on baseline data, target outcomes and the projected 
trajectories is included in Proforma B at the end of this document.  

 

4.2 Target Setting 

Table 4.1 provides an outline of the Council’s targets and their related LIP 
objectives.  The targets are also subdivided by their link to the six MTS 
objectives.  

For each of the core targets, the following information is provided: 

 The data source 
 Baseline value 
 Interim target 
 Evidence of how Westminster is currently performing and how the 

chosen targets are realistic 
 Actions for the Council to consider in order to meet the targets 
 Actions/interventions for stakeholders to consider 
 Key risks associated with meeting the targets and their management 
 A graph of the interim targets in relation to the baseline 
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Table 4.1 - Outline of the City’s targets and their related LIP objectives  

Category Target/Indicator LIP Objective

Economic Development and Population growth 

Core Target Improve bus service reliability by reducing EWT 
(Excess Wait Time) from 1.2 minutes in 2009/10 
to 1.1 minutes in 2013/14 

LIPs 1, 6 

Core Target Maintain the percentage of Principal Road 
Carriageway Maintenance condition requiring 
repair at 5% between 2009/10 and 2013/14, with 
an aspirational target set for 2017/18, subject to 
sustained TfL funding grant. 

LIP 1 

Quality of Life 

Local Target Reduce the total number of noise complaints in 
Westminster from 16,267 in 2008/09 to 15,000 in 
2013/14 

LIP 3 

Safety and Security 

Core Target Reduce the number of Killed and Seriously 
Injured (KSI) casualties in City of Westminster 
from 284 in 2006-08 to 230 in 2011-13 and the 
number of casualties from 1715 in 2006-08 to 
1550 in 2011-13. 

LIP 2 

Local Target Reduce the number of pedestrian casualties 
from 116 in 2006/08 to 99 in 2013/14 

LIPs 2, 4 

Transport Opportunities 

Local Target Increase the number of DDA compliant bus 
stops from 207 in 2009/10 to 320 in 2013/14 

LIP 5 

Climate Change 

Core Target Increase the percentage of trips made by 
walking and cycling from 37.8% and 2.8% in 
2006/07 – 2008/09 to 38.1% and 3% in 2011/12-
20/13/14. 

LIP 3 

Core Target Reduce CO2 emissions from transport from 307 
kilo-tonnes to 257 kilo-tonnes between 2008 and 
2013. 

LIP 3 

Olympic and Paralympic Games 2012 

Local Target In order to improve pedestrian wayfinding in 
Central London in preparation for the 2012 
Olympic and Paralympic games,  endeavour to 
deliver a further 390 Legible London signs on 
street by 2012 

LIPs 4, 5 
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4.3 Core Targets 

These are the mandatory indicators as outlined by TfL: 

 Bus Service Reliability 
 Mode Share 
 Road Traffic Casualties 
 Principal Road Network Carriageway Asset Condition 
 CO2 Emissions  
 

Table 4.2 - Bus service reliability based on Excess Waiting Time (EWT)  for all 
high frequency services serving Westminster 

Data Source iBus data 

Baseline 
Value 

1.2 mins (2009/10) 

Interim Target 1.1 mins (2013/14) 

Long Term 
Target 

1.1 mins (2017/18) 

Evidence  The average Excess Wait Time (EWT) (ie the time that passengers 
have to wait over and above what would be expected if a service was 
always on time) for high frequency buses in Westminster is currently 
1.2 minutes which puts it in the 2nd quartile in comparison to the other 
Boroughs. High frequency services are defined as those of five or 
more buses per hour in each direction. 

The MTS states that it aspires to maintain bus reliability at 2006 
levels; the TfL Business Plan suggests an EWT of 1.2 minutes across 
London by 2013/14.  As a result Westminster will endeavour to 
maintain their current EWT at 1.2 minutes over the next two years with 
the aim of reducing it to 1.1 minute in 2013/14 and maintaining it at 
this level to 2017/18.   

Westminster aims to achieve this by proposing to spend part of the 
£1,300,000 LIP allocation for Oxford Street East on their ‘Smooth 
Stops’ scheme (Major Scheme 3).  This will see 16 bus stops altered 
on Oxford Street East bringing benefits to both pedestrians and traffic. 
Also the Piccadilly Two Way Major scheme will deliver much improved 
bus journey times and accessibility to the network 

Actions for 
Westminster 

In order to achieve this target Westminster will need to: 

 Ensure consistent funding is secured for the Oxford Street 
East scheme 

 Identification of viable bus stops to be altered that do not 
impinge on other more complex issues eg utility infrastructure 
works 

 Implementation of the Piccadilly Two Way major scheme 
 Implementation of the Whitehall Street Improvement Scheme 

Actions for 
Partners 

In order to achieve this target Westminster will need to work closely 
with its partners. 

 Liaise with surrounding Boroughs and TfL due to the corridor 
like nature of bus routes 
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 Work with TfL in the rolling out of the new ibus passenger 
information electronic bus information systems 

 Liaise with bus service operators in order to ensure drivers do 
not create unnecessary delays 

Key risks and 
their 
management 

A major concern relates to the efficiency of the London Bus Network 
during the period up to 2018 as a result of the combined on-street 
disruption caused to the greater Paddington, Oxford Street, Bond 
Street and Tottenham Court Road areas whilst essential Crossrail 
works are underway. Also the major redevelopment of the Victoria 
Station Upgrade scheme will lead to much medium term disruption to 
on and off-street bus stop and termini facilities in that area.   

As with any targets which are dependent on other stakeholders, a 
significant risk is that neighbouring Boroughs may implement schemes 
which impede bus movements and therefore slow bus journey times 
which will be out of Westminster’s control.  Overall TfL bus service 
budget support cutbacks may also defer certain projects. 

 

 

 

Figure 4.1 - Improve bus service reliability by reducing EWT from 1.2 minutes in 
2009/10 to 1.1 minutes by 2017/18 

 

 

 

 

0.8

0.9

1.0

1.1

1.2

1.3

1.4

2009-
2010

2010-
2011

2011-
2012

2012-
2013

2013-
2014

2014-
2015

2015-
2016

2016-
2017

2017-
2018

E
xc

es
s 

W
ai

t 
T

im
e 

(m
in

u
te

s)

Years

Baseline EWT Target EWT Business Plan Projected EWT



101 

 

Table 4.3 - Principal Road Network (PPR) condition based on the proportion of 
network in need of repair  

Data Source DVI dataset collected by LB Hammersmith and Fulham in partnership 
with TfL and all participating London Boroughs 

Baseline Value 5% of the PRN where maintenance should be considered (2009/10) 

Interim Target 5% of the PRN where maintenance should be considered (2013/14) 

Long Term 
Target 

5% of the PRN where maintenance should be considered (2017/18) 

Evidence  Using the DVI dataset, the proportion of Principal Carriageway in 
Westminster where maintenance should be considered currently stands 
at 5% (2009/10). This places it in the top quartile of the inner London 
Boroughs.   

For 2011/12, Westminster is programmed to spend £742,000 through 
the improvement of four sections of Principal Road.  A further £911,000 
is to be allocated to the maintenance of 12 bridges and structures that 
include the Golden Jubilee footbridges across the Thames and the 
Piccadilly and Strand Underpasses. Some Corridor and Neighbourhood 
(Neat Streets, Civic Streets and Charing Cross Road) and all Major 
schemes will also include elements of maintenance.  Going forward to 
2012/13 the Council intends to invest £700,000 on LIP funding in the 
Principal Road Renewal Programme, subject to TfL’s support. 

The longer term target is an aspirational target, based on the 
assumption that the amount of funding received from TfL for road 
maintenance continues at current levels. Finally the condition of the 
Principal Carriageway Network in Westminster is greatly subject to the 
unpredictable impact and extremity of winter damage to the carriageway 
surface and the anticipated outcome of lighter buses being used on 
Principal Roads in the future may lead to less surface rutting damage etc 
to sections of carriageway near to bus stops etc. 

Actions for 
Westminster 

In order to achieve this target Westminster will need to: 

 Closely deliver its Transport Asset Management Plan in order to 
ensure that the carriageway, footway, bridges and structures 
and public lighting networks are all maintained to the exacting 
standards 

 Ensure that the case for sustained funding is made 
Actions for 
Partners 

In order to achieve this target Westminster will need to work closely with 
its partners and work with its contractors to ensure all schemes are 
completed to a satisfactory standard within the proposed time frames.  

Key risks and 
their 
management 

Any adverse weather conditions, such as those experienced last winter 
are likely to increase the level of Principal Road network in need of 
repair.  Ensuring roads are in a good condition before the winter season 
will help to reduce the level of degradation which could occur.  
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Figure 4.2 - Maintain the percentage of Principal Road Network carriageway requiring repair 
at 5% between 2009/10 and 2017/8 

   

 

Table 4.4 - Road traffic casualties (both KSIs and total casualties) on all roads in 
Westminster.   

Data Source Road Traffic Accident data – TfL. Data is reported in three year 
averages. 

 Killed and Seriously Injured (KSIs) Total Casualties (all fatal, serious 
and slight casualties) 

Baseline Value 284 (2006-2008) 1715 (2006-2008) 

Interim Target 

Long Term Target 

230 (2010-2013)  1550 (2011-2013) 

Target Trajectory 171 (2018-2020) 1345 (2018-2020) 

Evidence  The number of Killed and Seriously Injured (KSI) in the City of 
Westminster put it in the bottom quartile in comparison to the other 32 
London Boroughs.   

Currently the reduction rate for KSIs is 2.2% annually.  In order to 
achieve the previously proposed DfT proposed targets of which a 33% 
reduction in the number of people killed and seriously injured in road 
collisions by 2020 is required (from a 2004-2008 baseline), the City of 
Westminster requires an annual decrease in KSIs of 4.15%.  No 
national targets are proposed for total casualties, therefore 
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Westminster have set a goal at achieving a 2% reduction per year. 
This estimated reduction should see total casualty numbers fall from 
1715 (2006-08) to 15500 (2011-2013). Westminster can achieve 
these reduct6ions by working towards the action as outlined in the 
target for the reduction of KSIs. 

The Council is investing heavily in schemes to improve pedestrian 
access.  These include Kensington Gore and Exhibition Road where 
£320,000 of LIP funding will be used.  The Cranbourn Street scheme 
(using £415,000 of LIP funding) also aims to improve pedestrian 
safety.  A further £50,000 will be spent on cycle training, which will 
aim to help reduce the number of cyclists killed or seriously injured on 
Westminster’s roads per year.   

Actions for 
Westminster 

In order to meet the proposed targets, the Council will need to focus 
resources on a combination of enforcement, education and 
engineering interventions.  

The implementation of accident reduction schemes is key to achieving 
this. 

Actions for 
Partners 

In order to achieve this target Westminster will need to work closely 
with its partners. 

 Liaison with the police on development of road safety 
campaigns and cycle training.  Particularly Lorry awareness 
campaigns 

 Work with TfL’s behaviour change team for the development 
and publication of advertising campaigns and education  

Liaise with local schools to encourage road safety and cycling 
proficiency training 

Key risks and their 
management 

Westminster has the highest footfall of all the London Boroughs, 
therefore its accident numbers are likely to be higher.  Westminster 
should seek to secure funding for education in road safety as funding 
for hard engineering methods will be reduced. 
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Figure 4.3 - Continue to see a reduction in the number of road traffic KSIs on all roads in City 
of Westminster.  Increase the reduction rate from 2.2% annually to 4.15% up to 2013. 

 

 

Figure 4.4 -  Work towards a reduction in the total number of casualties on all roads in City of 
Westminster by 2% per year.  
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Table 4.5:  Proportion of trips by London residents made on foot where the trip origin 
is in Westminster 

Data Source London Travel Demand Survey. Data is reported in three year averages. 

Baseline 
Value 

37.8% walking mode share (2006/07 – 2008/09) 

Interim 
Target 

38.18% walking mode share (2011/12 - 2013/14) 

Long Term 
Target 

39.3% walking mode share (2023/24 – 2025/26) 

Evidence  
The 2006/07 to 2008/09 base year data indicates that walking trips currently 
account for 37.8% of all trips.  This puts Westminster 5th in the ranking in 
comparison to the other London Boroughs.   

Westminster’s commitment to funding pedestrian schemes can be seen in 
the Delivery Plan through safety schemes, public realm and wayfinding.  For 
example £500,000 of LIP funding allocated to expand the Legible London 
scheme.  Another notable example is the major scheme ‘Piccadilly Two 
Way’.  A total of £1,500,00 LIP funding, £700,000 Council Capital and 
£1,100,000 from the Crown Estate.  This investment will seek to create a 
more user-friendly clutter free, pedestrian space.   

Actions for 
Westminster 

In order to achieve this target Westminster will need to: 

 Implement road safety improvements at junctions 
 Implement Legible London 

Actions for 
Partners 

In order to achieve this target Westminster will need to work closely with 
stakeholders including TfL and major landowners and work alongside TfL to 
ensure the smooth implementation and roll out of Legible London.  

Key risks 
and their 
management 

Perhaps the greatest risks are that TfL do not further develop Legible 
London.  Westminster should work to secure funding for such projects 
swiftly.  
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Figure 4.5 - Increase the percentage of walking trips made by residents by 1.5% between 
2010/11 and 2017/18 
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Table 4.6:  Proportion of trips by London residents made by cycle where the trip origin is in 
Westminster 

Data Source London Travel Demand Survey. Data is reported in three year averages. 

Baseline 
Value 

2.8% cycling mode share (2006/07 – 2008/09) 

Interim 
Target 

3.0% cycling mode share (2011/12 - 2013/14) 

Long Term 
Target 

5.0% cycling mode share (2023/24 – 2025/26) 

Evidence  
The 2006/07 to 2008/09 base year data indicates that cycling trips currently 
account for 2.8% of all trips in the City of Westminster.  This equates to 
Westminster ranking 8th in comparison to the other London Boroughs.   

Based on the targets and assumptions of TfL and the MTS, in terms of cycling, a 
modal share of 3% by 2011/12-2013/14, and 5% by 2023/24 – 2025/26 is in line 
with the TfL guidance of 5% for inner London Boroughs by 2026.    

Westminster is working towards increasing its modal share in cycling by 
supporting the Barclays Cycle Hire Scheme and providing more on-street cycle 
stands.  The implementation of cycle parking stands in new developments could 
also lead to an increase in the numbers of people cycling to work in Westminster. 

These targets are considered to be realised as work carried out by TfL regarding 
the potential for new cycling trips has demonstrated that 42% of all trips currently 
made by modes other than walking/cycling could potentially transfer to cycle. This 
excludes trips that may not be reasonably cycled (such as those by very young or 
elderly people). But this figure is considerably higher than the 5% long term target 
proposed. 

Actions for 
Westminster 

In order to achieve this target Westminster will need to: 

 Install more cycle parking stands 
 Increase cycle training provision on request from residents 
 Refresh the City Management Plan cycle parking standards in respect to 

new off-street parking in association with new development 
Actions for 
Partners 

In order to achieve this target Westminster will need to work closely with its 
partners. 

 Liaise with schools in order to provide cycle training 
 Work alongside TfL to ensure the smooth implementation and roll out of 

Barclays Cycle Hire and Superhighways Schemes 
Key risks 
and their 
management 

There is a risk that TfL will not continue to develop and improve the Barclays 
Cycle Hire scheme.   

Finding new locations for on-street cycle parking is becoming increasingly difficult 
due to the need to maintain clear footways for high pedestrian footfalls and also 
due to the number of competing uses for kerbside space.  
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Figure 4.6 - Increase the percentage of cycling trips made by residents from 2.8% in 2010/11 
to 3.2% in 2017/18. 

 

 

Table 4.7: CO2 emission emanating from all sources of ground-based transport in 
Westminster  

Data Source GLA London Energy and Greenhouse Gas Inventory (LEGGI) 

Baseline Value 307 kilo-tonnes (2008) 

Interim Target 257.08 kilo-tonnes (2013) 

Target Trajectory 168 kilo-tonnes (2025) 

Evidence  This indicator measures the CO2 emissions from all sources of ground 
based transport emanating within Westminster.  Currently City of 
Westminster is in the bottom quartile for its CO2 emissions (307 kilo-
tonnes).  The Mayor’s target to reduce London’s CO2 emissions from all 
sources by 60% by 2025 (from a 1990 base) represents a significant 
challenge for London boroughs, and minimising emissions from the 
transport sector will be crucial if this target is to be achieved.  

The Mayor’s Transport Strategy states that emissions in the range of 5.3 
million tonnes to 4.6 million tonnes will be required if the Mayor’s target 
for 2025 is to be met. A range is given to reflect the range in estimates of 
the scale of reductions required for the transport sector, and it is 
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housing, industry) will vary with some sectors having more scope to make 
reductions than others. The target for Westminster is based on the upper 
point of the range of required transport sector CO2 emissions (ie. 5.3 
million tonnes), equating to 257.1 kilo-tonnes by 2013 and 167.9 kilo-
tonnes by 2025. This represents a 45.3% reduction between 2008 and 
2025.This target is seen as being extremely ambitious and it is 
recognised that many factors that have an important bearing in the 
reduction required are, to an extent, outside of the Westminster’s control. 
These include: 

 forecasts for traffic volumes in future years 
 high volumes of through traffic on strategic roads 
 limited uptake of electric vehicles and more fuel efficient vehicles in 

the short-term 
 

If the target is to be met, significant improvements in vehicle efficiency 
coupled with take up of low emission vehicles (including electric vehicles) 
will be required, and this is largely dependent on actions by others 
including national government.  

Actions for 
Westminster 

In order to achieve this target Westminster will need to: 

 Promote the use of car clubs 
 Implement the measures set out in the City’s Air Quality action 

plan (although these are aimed at tackling PM10 and NOx, there 
will also be CO2 reduction benefits) 

 Pursue electric vehicle development 
 Implement more electric vehicle charging points and bays 
 Work to increase the City’s modal share of sustainable transport 

Actions for 
Partners 

In order to achieve this target Westminster will need to work closely with 
its partners. 

 Support TfL’s work with bus service operators in order to ensure 
fleets are environmentally friendly as possible eg the introduction 
of more hybrid buses to ensure Euro standards are met 

 Work with TfL to improve facilities for sustainable modes of 
transport – e.g. the development of Barclays Cycle Hire scheme 
and the public realm schemes to attract pedestrians 

 Support TfL’s work to encourage better driver behaviour and 
smoother traffic flow 

 Work with the GLA and public sector to develop more fleet 
efficiency schemes 

 To encourage more smarter workplace solutions 
Key risks and their 
management 

CO2 emissions are very much outside of the Council’s control, therefore 
there are numerous risks associated with such targets.  For example the 
number of vehicles entering Westminster and their levels of emissions is 
very much out of the City’s control.  However, TfL’s Congestion Charge 
Scheme and Low Emission Zone goes some way towards helping to 
reduce this risk.  
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Figure 4.7 - Reduce CO2 emission from transport by 28.89 ppm between 2010 and 2013 
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4.4 Local Targets 

The Council has also set a number of LIP 2011/12 to 2013/14 Local Targets.  These 
are based on data collected by TfL or the Council itself and will be monitored 
annually in order to assist in the assessment of whether the core objectives of the 
LIP programme are being met.  

Table 4.8 – Local targets for the City of Westminster up to 2013/14

Local Target Baseline value 2013/14 Target

Reduce the total number on noise complaints in 
Westminster from 16267 in 2008/09 to 15000 in 
2013/14 

16267     

(2008/09) 

15000  

Achieve a 15% reduction  in the number of 
pedestrian casualties from 116 in 2006-08 to 99 in 
2012-14 

116           
(2006/08) 

99             
(2010/12) 

Increase the number of DDA compliant bus stops 
from 207 in 2009/10 to 320 in 2013/14 

207        

 (2009/10) 

320 

In order to improve pedestrian wayfinding in 
Central London in preparation for the 2012 Olympic 
and Paralympic games,  to endeavour to implement 
further Legible London signs by 2012, with a target 
of 390 new signs by this time. 

143           
(2009/10) 

390 

 

 

 Table 4.9 - Reduce the total number on noise complaints in Westminster from 16267 in 
2008/09 to 15000 in 2013/14 

Data Source Council data collected annually 

Baseline 
Value 

16,267 (2008/09) 

Interim 
Target 

15,000 (2013/14) 

Interim targets estimated in table below 

Evidence  In 2008/09 there were 16267 noise complaints in City of Westminster.  Although 
slightly higher than the previous year (15991), it is a significant reduction on 
2006/07, when there were 17388 complaints.   

One of Westminster’s LIP objectives is to minimise the impact of transport on the 
environment.  One way of achieving this is to minimize the noise impact and one 
way of measuring this is to monitor the number of noise complaints.   

Westminster aims to reduce the number of noise complaints to 15,000 by 
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2013/14.  One way to achieve this is to ensure all buses serving routes through 
Westminster meet the most current Euro standards; the same applies to City of 
Westminster own account or or sub contracted fleet vehicles.  Westminster 
should liaise with bus service operators to ensure all drivers have attended eco-
driver training or some sort of equivalent. Also the Council should continue its 
efforts to try and persuade the coach industry to require its drivers to switch off 
coach engines whilst the vehicle is parked or stationary   

Actions for 
Westminster 
and its 
Partners 

In order to achieve this target Westminster and its partners will need to: 

 Ensure all fleet and waste vehicles meet the current Euro standards 

 Liaise with bus service operators to ensure that bus fleets meet the 
current Euro standards and all drivers receive eco-driver training 

 Work to promote the use of electric vehicles as a way of reducing 
emissions and noise 

 

 

 

Figure 4.8 - Reduce the total number on noise complaints in Westminster from 16267 in 
2008/09 to 15000 in 2013/14 
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Table 4.10 - Achieve a 15% reduction  in the number of pedestrian casualties from 116 in 
2006-08 to 99 in 2012-14 

Data Source Road Traffic Accident Data – TfL. Data is reported in three year 
averages. 

Baseline Value 116 (2006/08) 

Interim 2012-14 Target 99 (2010-2012) 

Interim targets set out in table below 

Evidence  Westminster has the highest footfall of all the London Boroughs.  
1.1 million people step into Westminster each day to live, work and 
visit.   As a result, it has a proportionally large number of 
pedestrian causalities.   

In order to decrease the number of pedestrian causalities, 
Westminster are implementing a number of schemes to improve 
pedestrian safety.  These include the Piccadilly Two Way, Charing 
Cross Road and Exhibition Road schemes.  These will include 
improvements to crossing facilities and in some cases extra 
pedestrian facilities added at signalised junctions.  

Westminster will also invest a proportion of their LIP funding on 
education of road safety projects that aim to address certain 
vulnerable road users such as school children, overseas visitors 
etc.  

Actions for Westminster 
and it s Partners 

In order to achieve this target Westminster and its partners will 
need to will need to: 

 Work to secure continued funding for major schemes 
 Work with TfL and the Police regarding road safety 

education projects  
 Work with TfL on the development of pedestrian 

countdown and improved pedestrian crossing facilities  
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Figure 4.9 - Achieve a 15% reduction in the number of pedestrian casualties from 116 in 
2006-08 to 99 in 2012-14 
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Table 4.11 - Increase the number of DDA compliant bus stops from 207 in 2009/10 to 300 
in 2013/14 

Data Source TfL data 

Baseline Value 207 (2009/10) 

Interim 2013/14 Target 320 (2013/14) 

Interim targets set out in table below 

Evidence  Currently less than 50% of bus stops in Westminster are DDA 
compliant.  In order to meet with the MTS goal of ensuring transport 
opportunity for all and the LIP objective of ensuring inclusivity, 
Westminster will aim to have over 60% of their bus stops DDA 
compliant by 2013/14.   

 

Proposals for 2011/12 aim to spend £90,000 of LIP funding to 
upgrade up to 6 sites in the Victoria, Charing Cross Road and Harrow 
Roads areas.   

 

Actions for 
Westminster and its 
Partners 

In order to achieve this target Westminster and its partners will need 
to will need to: 

 Work with contractors to ensure good quality and timely 
implementation 

 Identify priority areas 
 Secure funding in order to make the upgrades 
 Work with TfL to install new pedestrian phases at junctions.  

These go hand in hand with pedestrian access to bus stops 
as they help to improve all round pedestrian facilities and 
encourages walking 



116 

 

0

50

100

150

200

250

300

350

2009/10 2010/11 2011/12 2012/13 2013/14

Year

N
u

m
b

er
 o

f 
D

D
A

 c
o

m
p

li
an

t 
b

u
s 

st
o

p
s

Baseline number of DDA stops Target number of DDA stops

 
Figure 4.10 - Increase the number of DDA compliant bus stops from 207 in 2009/10 to 300 in 
2013/14 
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Table 4.12 - In order to improve Wayfinding in Central London in preparation for the 2012 
Olympic and Paralympic games,  endeavour to ensure that 390 Legible London signs are 
delivered by 2012 

Data Source Westminster City Council data collected annually 

Baseline Value 143 (2009/10) 

Interim 2012/13 Target 390 in total on the street (2012/13) 

Interim targets set out in table below 

Evidence  Westminster was central to the development of Legible London in 
2007.  Since then the Council has rolled out the scheme in the 
Oxford Street, Regent Street and Bond Street area and other 
streets.   

In order to cope with the high pedestrian footfalls during the 2012 
Olympics, investment in public realm and wayfinding is vital.  The 
Council aims to have rolled out the scheme to have a total of 390 
signs on the street by 2012. 

Actions for Westminster 
and its Partners.   

In order to achieve this target Westminster and its partners will 
need to will need to: 

 Have implemented 390 Legible London signs by 2012 
 Work with TfL to identify locations 
 Work with contractors to ensure timely installation 

 

Figure 4.11 - In order to improve Wayfinding in Central London in preparation for the 2012 
Olympic and Paralympic games, endeavour to deliver 390 Legible London signs by 2012 
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4.6  Monitoring Process 
 

4.6.1 In order to ensure the Council is meeting the targets which have been set, a 
program of monitoring will be established.  Data will be tracked against 
targets annually to identify if progress is in-line with the trajectories.  If a target 
is not on track then we will try to establish why slippage has occurred and 
what can be done to rectify the situation.  

4.6.2 After scheme monitoring will also take place.  This will allow us to see if our 
targets were realistic and also whether the constituent schemes, projects and 
policies of the LIP programme had any effect. We will also be able to identify 
areas which could benefit from an increase in funding in future years.  Finally, 
the after scheme monitoring will create a valuable lessons learnt document 
which will be crucial to the development of LIP 3.   

4.6.3 For more information please refer to Proforma B to this document.  
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Appendix 1 – Officer Contact details 

 

Name Job Title Email Phone 

Rosemarie 
MacQueen 

Strategic Director 
Built Environment 

rmacqueen@westminster.gov.uk 020 7641 
5949 

City Planning Delivery Unit 

Barry Smith Operational Director 
City Planning 

bsmith@westminster.gov.uk 020 7641 
2923 

Graham 
King 

Head of Strategic 
Planning and 
Transportation 

gking@westminster.gov.uk 020 7641 
2749 

Hugh 
Brennan 

Principal Transport 
Planner 

hbrennan@westminster.gov.uk 020 7641 
2936 

Alex Coley Senior Transport 
Planner 

acoley@westminster.gov.uk 020 7641 
3468 

Bob Clark Assistant Scheme 
Development 
Manager 

bclark@westminster.gov.uk 020 7641 
3135 

Transportation Commissioning 

Martin Low City Commissioner 
of Transportation 

mlow@westminster.gov.uk 020 7641 
1981 
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Appendix 2 – LIP Policy Influences  

Transport and Development policy in London 

The Mayor’s Transport Strategy (MTS) 

The Mayor’s Transport Strategy (MTS) was published in May 2010 and is a statutory 
document that was developed along with the London Plan and Economic Strategy to 
combine to become a strategic policy framework that aims to shape the economic 
and social development of London over the next 20 years up to 2031.  

It sets out the Mayor’s transport vision and describes how TfL and its partners such 
as the London Boroughs, the rail industry, Police and transport operators will deliver 
that vision. The cornerstone of the MTS is its six goals: 

 Support economic development and population growth 
 Enhance the quality of life for all Londoners 
 Improve the safety and security of all Londoners 
 Improve transport opportunities for all Londoners 
 Reduce transport’s contribution to climate change and improve its resilience 
 Support delivery of the London 2012 Olympic and Paralympic Games and its 

legacy 

Since its publication in May 2010 the Mayor of London, TfL and stakeholders should 
take full account of the MTS in respect to the future development of London. 

 

The Central London draft Sub Regional Transport Plan (SRTP) 

Following publication of the MTS, TfL embarked upon a process of developing five 
Sub Regional Transport Plans (SRTPs). These are intended to show how the six 
goals of the MTS will be met in each sub region. The City of Westminster will become 
part of the Central Sub Region which also includes The London Boroughs of 
Camden, Islington, Lambeth and Southwark, the City of London and finally the Royal 
Borough of Kensington and Chelsea. 

The role of the Central London SRTP will become most valuable in respect to the 
prioritisation and delivery of the strategic major policies, schemes and programmes 
that span across central London such as the substantial Crossrail and Thameslink 
rail schemes as well as the London Underground programme of improvements over 
the next twenty year period. 

The Central London SRTP proposes six ‘Challenges’ that directly stem from the MTS 
and relate closely to the particular challenges of improving the transport network of 
central London: 

 Challenge 1 - Reducing public transport crowding and improving reliability 
 Challenge 2 - Supporting growth areas and regeneration 
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 Challenge 3 - Ensuring capacity at rail stations and efficient onward 
distribution 

 Challenge 4 - Improving the urban realm and promoting walking 
 Challenge 5 - Managing the different demands on streets 
 Challenge 6 - Improving air quality    

 

The Central London SRTP will influence how transport schemes and projects are 
delivered in the future. This work will be co-ordinated by a sub regional panel of the 
member boroughs, who will determine an annual work programme in line with the 
Sub Regional Transport Plan prioirties. Central London Forward also have a pivotal 
role in the coordination of this work and officers from the Cross River Partnership will 
undertake much of the study work that is commissioned through the sub regional 
partnership, as well as managing the panel meetings. 

 

The Replacement London Plan 

The London Plan describes an integrated economic, social, environmental and 
transport framework for the development of London over the next 20-25 years. 
London boroughs’ local development framework plans and LIPs will need to work 
within this new structure and their policies guide future decisions on planning 
applications that will be considered by Boroughs and TfL.  

After a consultation in 2008, the Mayor decided to create a replacement Plan rather 
than amend the previous London Plan. To this end the City Council submitted its 
response to the draft London Plan, the then draft MTS and draft Economic 
Development Strategy to the Mayor on 12 January 2010. An Examination in Public 
(EiP), was held in the summer and autumn of 2010. The Planning Inspector’s Panel 
report was issued in March 2011, and the Mayor will chose whether to reject or 
accept the proposed changes. Following this, the Mayor will send a final version of 
the Plan to the Secretary of State, who decides whether any further changes are 
needed. It is anticipated that the Mayor will formally publish the replacement London 
Plan in late 2011. 

In terms of content the Mayor’s six objectives for the new London Plan are to ensure 
that London is: 

1. A city that meets the challenges of economic and population growth to ensure 
a sustainable, good and improving quality of life for all Londoners and helps 
tackle the huge inequalities among Londoners, including inequality in health 

2. A globally competitive and successful city with a strong and diverse economy 
and an entrepreneurial spirit that benefits all Londoners and all parts of 
London. A city at the leading edge of innovation and research that makes the 
most of its rich heritage and cultural resources 

3. A diverse, strong and accessible city to which Londoners feel attached, that 
give all its residents, workers, visitors and students a chance to realise and 
express their potential and a high quality environment in which to enjoy, live 
together and thrive 
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4. A city that delights the senses and takes care of its buildings and streets, with 
the best of modern architecture while making the most of its built heritage. A 
place that gets the best out of its wealth of open and green spaces and 
waterways, realising its potential for improving Londoners’ health, welfare and 
development 

5. A world leader in improving the environment locally and globally, at the 
forefront of policies to tackle climate change, reduce pollution, develop a low 
carbon economy and consume fewer resources and use them more 
effectively 

6. A city where everyone can access jobs, opportunities and facilities with an 
efficient and effective transport system that actively encourages walking and 
cycling and makes better use of the Thames, and supports all the objectives 
of this plan.  

 

Other Mayoral strategies and guidance 

There is a further range of Mayor, GLA and TfL transport and development strategies 
and guidance documents that have recently been published or remain in draft. These 
include: 

 The revised Mayor’s Economic Development Strategy 
 The Mayor’s vision for public realm set out in the Great Outdoors and Better 

Streets 
 The Mayor’s Air Quality Strategy 
 The Climate Change Adaption Strategy 
 TfL Business Plan 
 The London Housing Strategy 
 The Mayor’s Ambient Noise Strategy 
 The Mayor’s Biodiversity Strategy 
 Best Practice for Walking Schemes 
 TfL Pedestrian Comfort Guidance 
 Cycling Design Standards 
 Car Club Strategy 
 The Mayor’s Electric Vehicle Delivery Plan 
 Interchange Best Practice Guidance 
 The Cycle Safety Action Plan 
 The Legible London Guidance 
 The Smarter Travel Sutton Lessons Learned Report 
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Appendix 3 – Proforma B  

Locally specific targets for mandatory indicators v1.0 

Core indicator Definition Year type Units Base 
year 

Base 
year 
value 

Long 
Term 

Target 
year  

Target 
year 
value 

Trajectory data Data source

Mode share of 
residents 

% of trips by 
walking 

Financial % 2006/07-
2008/09 

37.8 2025/26 39.3  2010/11 2011/12 2012/13 2013/14 LTDS 

37.8 
 

37.9 
  

38.0  
 

38.1  
 

Mode share of 
residents 

% of trips by 
cycling 

Financial % 2006/07-
2008/09 

2.8 
 

2025/26 5 2010/11 2011/12 2012/13 2013/14 LTDS 

2.8 2.9 3.1 3.2 

Bus service 
reliability 

Excess wait 
time in mins 

Financial Mins 2009/10 1.2  
 

2017/18 1.1 
  

2010/11 2011/12 2012/13 2013/14 iBus 

1.2 
  

1.2 
  

1.2  
 

1.1 
  

Asset condition 
- principal 
roads 

% length in 
need of repair 

Financial % 2009/10 5.0 2017/18 5 2010/11 2011/12 2012/13 2013/14 Detailed Visual 
Inspection (DVI) 
data supplied for 
each borough to TfL 
by LB Hammersmith 
and Fulham 

4 4 5 5 

Road traffic 
casualties 

Total number 
of people 
killed or 
seriously 
injured 

Calendar Number 2006-08 284 2018/20 171 
 

2010 2011 2012 2013 TfL 

261 250 240 230 

Road traffic 
casualties 

Total 
casualties 

Calendar Number 2006-08 1715 2018/20 1345  2010 2011 2012 2013 TfL 

1646 1614 1581 1550 

CO2 emissions CO2 
emissions 

Calendar Tonnes/ 
year 

2008 307 2025 168 2010 2011 2012 2013 GLA's London 
Energy and 
Greenhouse Gas 
Emissions Inventory 
(LEGGI) 

286 276 266 257 
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Additional (non-mandatory) local targets               
     
Local indicator Definition Year type Units Base 

year 
Base 
year 
value 

Target 
year  

Target 
year 
value 

Trajectory data Data source

Noise Total 
number of 
noise 
complaints 

Financial Number 2008/09 16267 2013 15000 2010/11 2011/12 2012/13 2013/14  City of Westminster 

15760 15507 15233 15000 

Pedestrian 
casualties 

Total 
number of 
pedestrian 
casualties 

Calendar Number 2006-08 116 2013 99 2010 2011 2012 2013  London Road 
Safety Unit 112 108 103 99 

DDA compliant 
bus stops 

Total 
number of 
DDA 
compliant 
bus stops 

Financial Number 2009/10 207 2013 320 2010/11 2011/12 2012/13 2013/14  TfL 

235 264 292 320 

Wayfinding Total 
number of 
Legible 
London 
signs 

Financial Number 2009/10 143 2013 390 2010/11 2011/12 2012/13 2013/14  City of Westminster 

205 267 328 390 
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GLOSSARY  

Accessibility The ability of all people, including elderly and disabled people, those 
with young children and those carrying luggage and shopping, to 
reach places and facilities, and to move around and use those places 
and facilities. 

Business 
Improvement 
District 

Area defined under Part 4 of the Local Government Act 2003 where 
businesses, through a partnership arrangement, contribute by means 
of an annual levy over a period of up to five years, to provide funds to 
secure environmental improvements, to enhance local services such 
as street cleaning and street wardens, and to carry out economic 
development activities within that area. 

Central Activities 
Zone (CAZ) 

 

A diverse area covering Central London and extending across 10 
London boroughs, as designated by an indicative boundary in the 
London Plan.  In Westminster, the CAZ comprises eight locally distinct 
designations as follows: Paddington Opportunity Area; Victoria 
Opportunity Area; Tottenham Court Road Opportunity Area; Core 
Central Activities Zone; Marylebone and Fitzrovia; Knightsbridge; 
Pimlico; and the Royal Parks. 

Conservation Area  An area of special architectural or historic interest designated by the 
local planning authority under the provisions of the Planning (Listed 
Buildings and Conservation Areas) Act 1990, the character or 
appearance of which it is desirable to preserve and/or enhance. 

Core Strategy  The Core Strategy is the main DPD prepared by the council. It sets out the 
key elements of the planning framework for Westminster, for the next 15‐
20 years. The Core Strategy will include a spatial vision and strategic 
objectives for the area, a spatial strategy, and a monitoring and 
implementation framework for achieving the spatial vision. 

District Shopping 
Centre 

Service centre, usually with up to one hundred commercial premises 
of various kinds, with a predominantly retail function, as designated 
on the Proposals Map and set out in Appendix 2.  

Equality Impact 
Assessment 

An Equality Impact Assessment is a tool for identifying the potential 
impact of a Council’s policies, services and functions on its residents 
and staff. It can help to provide and deliver improved services to 
residents by making sure that these reflect the needs of the 
community 

Heritage assets  Inherited assets which people identify and value and which reflect 
their evolving knowledge, culture, beliefs and traditions.  Can include 
Conservation Areas, Listed Buildings, Unlisted Buildings of Merit, 
historic parks, gardens and squares, archaeological deposits and 
World Heritage Sites. 
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Historic fabric  Surviving original and historic fabric in the form of buildings, their 
structure, details and decoration. 

International 
Shopping Centre 

Shopping centre at the top of London’s retail hierarchy of 
international reputation and attracting global visitors, as designated 
on the Proposals Map and set out in Appendix 2. 

Legibility  The degree to which a place can be easily understood and moved 
through. 

Listed Building  A building of special architectural or historic interest, as listed under 
s1 of the Planning (Listed Buildings and Conservation Areas) Act 1990.  
Listed Buildings are graded under the English Heritage classification to 
show their relative importance, with Grade I buildings being of 
exceptional interest, Grade II* being particularly important buildings 
of more than special interest.  Most Listed Buildings are Grade II. 

Local 
Development 
Framework (LDF) 

The plan‐making system set out in the Planning and Compulsory 
Purchase Act 2004, and comprising of a number of documents as set 
out in Figure 1. 

Local Shopping 
Centre 

Small centre, usually containing convenience goods shops, local 
service uses, restaurants, cafés and pubs, mainly providing facilities 
for people living or working nearby, as designated on the Proposals 
Map and set out in Appendix 2 

London Plan  London’s Spatial Development Strategy published by the Mayor of 
London under the provisions of the Planning and Compulsory 
Purchase Act 2004. 

Major Shopping 
Centre 

Predominantly retail centre providing a range of services to a wide 
catchment area, as designated on the Proposals Map and set out in 
Appendix 2. 

Mayor of London  A directly elected Mayor with a wide range of functions relating to 
the governance of Greater London as set out in the GLA Act 2007. 

Mayor’s Transport 
Strategy (MTS) 

The Mayor’s strategic transport document that sets out his transport 
vision for the next 20 years. 

Open space  Includes all parks and gardens, regardless of size (whether public or 
private); the River Thames and the canals and their towpaths; civic 
spaces; children’s playgrounds, including school playgrounds; 
ballcourts and other outdoor sports facilities; amenity green spaces, 
such as open spaces on housing estates; churchyards; and community 
gardens. 
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Opportunity Areas  Areas defined in the London Plan that provide London’s principle 
opportunities for accommodating large‐scale development to provide 
substantial numbers of new employment and housing opportunities 
with good public transport accessibility. 

Public realm  The parts of the city which are available free for everyone to use or 
see, including streets, squares and parks. 

Retail  Includes all A‐Class uses in accordance with the Town and Country 
Planning (Use Classes) Order 1987 and its subsequent amendments.  
See A1 Use Class (A1 retail use), and Non‐A1 retail uses. 

Section 106 
agreement 

An agreement made under Section 106 of the Town and Country 
Planning Act 1990 to secure a planning obligation. 

 
 

 

Strategic 
Environmental 
Assessment (SEA) 

SEA is a process to ensure that significant environmental effects 
arising from policies, plans and programmes are identified, assessed, 
mitigated against and communicated to decision‐makers. 

Sustainable 
transport modes 

Walking, cycling and other non‐vehicular means of movement; public 
transport including rail, Underground, buses, coaches, passenger 
ferry, light rail/tram and licensed cabs; and high occupancy and 
electric vehicles. 

Tourist attractions  Includes museums and galleries (D1 Non‐residential Institutions), 
theatres (sui generis), concert halls (D2 Assembly and Leisure), unique 
attractions such as London Zoo and Madame Tussards, internationally 
important cultural institutions, and buildings of state and Royal 
Palaces (Houses of Parliament, Westminster Abbey, Buckingham 
Palace, Horse Guards). 

West End 
International 
Shopping Centre  

Designation which collectively describes Westminster’s three main 
shopping streets: Oxford, Regent and Bond (Old and New). 

Westminster City 
Plan 

Westminster’s Sustainable Community Strategy as required by the 
Local Government Act 2000, and prepared by the Westminster City 
Partnership. 

World Heritage 
Site 

An area designated as having “outstanding universal value” under the 
United Nations Convention Concerning the Protection of the World 
Cultural and Natural Heritage. 
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