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1.

EXECUTIVE SUMMARY

1.1 The council has been awarded £1.1m of ‘Major Scheme’ funding from
Transport for London (TfL) to enhance Ponders End High Street by reducing
traffic dominance and improving the public realm. Other funding sources
include £1.6m of LBE regeneration monies. Changes will complement the
adjoining ‘Electric Quarter’ and strengthen the east-west pedestrian route
between the Alma estate and Southbury Station. Space for cycling has been
incorporated to match the Cycle Enfield commitment to a route along the
A1010. The general proposals are shown on the next pages.
1.2 The designs provide wider pedestrian areas by filling in two service roads.
High quality paving materials, new trees and seating are specified. Excess
carriageway space is re-allocated as cycle lanes. Parking space – as marked
bays along the main road - is reduced to match more closely the level of
typical use. Bays double as loading areas. The use of zonal parking signs at
entry points will enable removal of the present multitude of signs and yellow
lines on the high street.
1.3 To improve conditions for pedestrians and cyclists without sacrificing capacity,
the signalised junction at Derby Road is replaced by an innovative, blockpaved junction with no signals. This will resemble two mini roundabouts but
with the usual priority indicators omitted. Raised roadway levels, block paved
surfaces, central islands and courtesy crossings are proposed to moderate
speeds and reduce the unchallenged sense of priority currently enjoyed by
drivers of cars, vans, etc. Similar treatments feature along the approaches.
2.

RECOMMENDATIONS
To proceed with implementing the scheme as per Drawing:1689-4-010 by:
a) Applying to Transport for London for final approval to proceed.
b) Proceeding to the statutory consultation phase for the necessary Traffic
Management Orders for new parking/loading restrictions etc.
c) Updating the public on the proposals and the programme for construction.
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Overview Plan
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Northern Section
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Southern Section
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3.

SCHEME INFORMATION

3.1 Scheme History & Coordination with Adjacent Schemes
3.1.1

The council has secured Major Scheme funding from Transport for London
(TfL) to improve Ponders End High Street. The scheme seeks to reduce the
dominance of motorised traffic, improve the public realm and help reassert
its high street identity. Further aims include creating a suitable interface with
the new Electric Quarter development and an access route into the new
Heron Hall Academy. A stronger route for pedestrians between the Alma
estate and Southbury Station will be created, via Queensway and the park.

3.1.2

Cycle Enfield funding has been secured, under separate bidding, for various
cycle routes through the locale. Facilities for cycles have been incorporated
to match the following: future north-south cycle lanes along the wider A1010
corridor; an east-west route that crosses the high street between the park
and Derby Road; and a westbound route that follows Garfield Road and the
northern end of the high street. A proposed toucan crossing will aid the
future cycle movements out of Garfield Road.

3.2 Log of Consultation Activity
3.2.1

The table below details the consultation and engagement activities
undertaken since 2014. It includes some events undertaken jointly with the
Electric Quarter (EQ) team. Within this period there have also been various
exchanges with ward councillors, the police and other interested parties.
Activity / Event

Date

initial community engagement:
> walkabout meeting along high street with ward councillors and
Ponders End Partnership to gather views and ideas
preliminary consultation:
> scheme update for Cabinet Member (briefing note)
> scheme overview presented at Jan 15 Enfield Cycle Forum
(regular forum attended by local cycling enthusiasts)
> presentation of proposals to Ponders End Partnership
(joint event with the team presenting EQ plans)
> presentation of proposals to Enfield Vision
> scheme update at June 15 Enfield Cycle Forum
> business-owners drop-in meeting no. 1 (joint EQ event)
> business-owners drop-in meeting no. 2 (joint EQ event)
main public consultation period (16 June to 10 July):
> 3000 leaflets sent to 5 local schools for sending home with pupils
> consultation launched on council website
> leaflets delivered to 5000 properties across the area
> scheme display manned by design team in Tesco foyer, day 1
> scheme display manned by design team in Tesco foyer, day 2
> consultation summary for Cabinet Member (briefing note)
continuing public engagement:
> presentation of proposals to Ponders End ward forum
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7 Aug 2014
2 Jan 2015
27 Jan 2015
3 Feb 2015
2 Mar 2015
2 Jun 2015
9 Jun 2015
11 Jun 2015
15 Jun 2015
16 Jun 2015
17 Jun 2015
19 Jun 2015
20 Jun 2015
17 Jul 2015
8 Sep 2015

> presentation of proposals to Ponders End Partnership
> scheme update at Sep 15 Enfield Cycle Forum
> scheme information letter for Derby Rd residents (access issues)
> design review and information exchange period via telephone,
correspondence, community petition and ward councillor input
> further discussion on revised proposals with Enfield Vision
> letter of response to Derby Road petition leader
> update on proposals to Ponders End Partnership meeting
> anticipated update to community following scheme approval

3.3

3.3.1

3.3.2

3.3.3

3.3.4

22 Sep 2015
29 Sep 2015
2 Oct 2015
Oct / Nov 2015
23 Oct 2015
6 Nov 2015
9 Mar 2016
July 2016

Design Rationale and Overview
(i) Narrowing Traffic Lanes
The existing roadway is generally wider than needed to accommodate the
one lane of traffic it carries in each direction. Cycle lanes on each side of
the road help reduce the dominance of motorised traffic, as the narrowing
effect helps control speeds and aid crossing movements.
(ii) Infilling Service Roads
The community walkabout exercise in August 2014 raised the view that the
narrow sections of footway between the main road and each of the two
service roads were a relatively poor facility for pedestrians. Surveys found
that the adjacent space set aside for parking was under-utilised and
contributed relatively little to the amount of money spent on the high street.
See 3.3.26 below. The space is better left clear for pedestrians.
(iii) High Quality Footway Paving
The TfL design panel recommended the use of high quality paving materials
for aesthetic benefits and to improve the high street’s sense of place. Their
use also helps match the Electric Quarter proposals.
(iv) Design of Bus Stops
The overview plans identify the four stops within the scheme: the Tesco
stop, the White Hart stop, the police station stop and the park stop. All are
well used by passengers and served by numerous buses each hour. The
first two are used as driver change-over points and commonly
accommodate two buses together and lengthy dwell times.

3.3.5

Recessing the bus stops within laybys would aid the passage of following
traffic. However, even if sufficient space were available, this would require
the cycle lanes to pass outside the layby. Buses would need to cross the
cycle lane when both entering and departing the stop, putting the two
streams in potential conflict. When buses are present, the passing cyclist is
sandwiched between the bus and moving traffic. This provides little of the
desired sense of protection for less confident riders and the same applies to
options where the cycle lane breaks at the bus stop. An arrangement where
cyclists remain on the inside of the bus has been proposed instead.

3.3.6

A bus boarder is a facility that guides cyclists onto the footway between the
bus and the passenger waiting area. Signage warns waiting passengers to
6
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keep the space clear for approaching cycles. More confident riders retain
the option of passing the bus on the outside. Cyclists are cued to moderate
their speed as they enter the facility by the narrowing of their approach lane,
and a ramp as they climb to footway level. Also by the presence of a bus.
Further discussion on the suitability of bus boarders is found in the Equality
Impact Assessment. See section 9.
3.3.7

Similar bus boarders have been
installed in Camden. Two year
monitoring of these reveals no
specific
complaints
from
passengers about the facility
and zero reports of pedestrian
and cycle collisions. Video
surveys suggest cyclists are
good at adapting their riding
style when pedestrians are
present.

.
3.3.8

3.3.9

(v) Redesign of Derby Road Junction
The current arrangement at the Derby Road signalised junction represents
relatively poor provision for pedestrians and cyclists. The intersection
features crossing positions on 4 of its 5 arms adjacent to the signal posts,
but gives no dedicated crossing phase. Hence pedestrians receive no
visual, audible or tactile signal for when it is safe to cross. It also lacks any
facilities that would aid cycles, such as early-start phases or an off-road
bypass route around the junction.
The northern arm benefits from a
central island, but this is not wide
enough to accommodate a buggy
or a mobility vehicle in any
comfort. The island on the South
Street arm is wider. Both
crossing points are well used. At
the southern arm of the junction
there are no dropped kerbs or
islands. Crossing the road here is
difficult and few are seen to try.
Derby Road is by far the quietest
arm and as a result crossing here
is seldom problematic.

3.3.10 Lincoln Road is relatively narrow at the crossing point but, in the absence of
an island, pedestrians must cross in one stage, thus needing to be wary of
traffic approaching from multiple directions before stepping out. Visibility to
traffic from the south is particularly poor for those heading north, while traffic
emerging from South Street often approaches at speed. Crossing
movements are numerous here and can be very challenging.
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3.3.11 Busy signalised junctions can be intimidating for cyclists. Right turns are
often challenging. Straight ahead movements leave riders vulnerable to ‘left
hooks’, where left-turning drivers cut across the path of the cyclist. Left
turns are permitted into Lincoln Road and South Street, thus posing the ‘left
hook’ hazard for cyclists proceeding along the future A1010 cycle route in
either direction. The middle of the junction is often occupied by delayed
right-turners and there is a strong pattern of collisions associated with right
turns into Derby Road and South Street. Drivers are observed to accelerate
abruptly when attempting to clear the junction. These factors all raise road
safety concerns with regard to adding into the mix an increase in cyclists.
3.3.12 Traffic modelling indicates that the junction currently operates close to full
capacity. Providing optimum phasing for either pedestrians or cycles would
increase queuing greatly. An improved layout was conceived compromising
on various factors in order to minimise the impact on capacity.
3.3.13

To mitigate the absence of early start
phases, left turns are banned into the
side roads. Crossings are set out in
staggered form, which aids junction
capacity at the expense of pedestrian
convenience. The Derby Road arm is
stopped up, helping to simplify the
junction’s operation. This constitutes
a compromise on pedestrian amenity,
on cycle provision, and on residential
access. It was found that, even with
all these concessions, the layout
would see peak hour queue lengths
rise drastically from an average of 18
cars on each main arm to 129 cars.

3.3.14 A previous study indicated that converting the junction into double miniroundabouts would bring an improvement to capacity, and this option was
revisited with regard to adding the necessary pedestrian and cycle facilities.
Mini-roundabouts would be more cycle-friendly than the existing layout
because drivers could rarely be certain of priority until reaching the give way
lines, hence supressing entry speeds. Nevertheless, asking cyclists to
negotiate the busy space unaided would represent a gap in the level of
provision intended along the rest of the A1010 route.
3.3.15 A ‘shared space’ treatment is proposed to mitigate these concerns and
improve the environment for pedestrians and cyclists alike. Unconventional
markings and materials are introduced, while the normal traffic priority
indicators are omitted. This challenges the driver’s (often over-developed)
sense of precedence. The aim is to introduce a more cautious driving style;
and by this reduce the speed of traffic; and by this give cyclists and
pedestrians the confidence to depart from the kerbside more freely; and by
this to help reinforce the cautious driving style, making a virtuous circle.
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3.3.16 A block-paved surface challenges the sense of driver precedence conveyed
by tarmac. Raising the road to sit just 25mm below footway level (100mm is
more typical) reduces the sense of separation from pedestrians that drivers
enjoy in conventional layouts, cueing them to drop their speed. Central
islands reduce the available width for traffic, which helps control speeds and
shortens the distance across the road. These factors aid crossing
movements and prompt a greater degree of assertiveness in pedestrians.
3.3.17 Removing priority symbols is a further challenge to drivers’ sense of
precedence. Instead of roundabout markings the surface is imprinted with
roundels to give the impression of a roundabout, but leave users to judge
for themselves when to claim priority and when to yield. This compels
drivers to attend closely to the movements of others and exercise their own
judgement. Happily these skills are instinctive to drivers where speeds are
modest and the correct mind-set has been triggered by environmental cues.
A less hostile environment for pedestrians and cyclists is the result.
3.3.18 For the least confident riders, an off-road route around the perimeter of the
junction is implied by the cycle markings, utilising crossing points parallel to
those for pedestrians. Around a traditional junction a more clearly defined
facility would be necessary, occupying a quantity of space that is not
available here. At this junction the anticipated impact on driver behaviour
should allow a portion of cyclists to use the perimeter facility without posing
undue surprise to drivers or pedestrians when leaving/joining the road.
3.3.19 Courtesy crossings are favoured to zebra crossings to reinforce the
approach that all users should judge for themselves when it is appropriate
to claim priority and when to yield. Their use is seen to work well at a similar
location in London (Bexleyheath). Traffic signals are the least compatible of
any priority indicator within the sort of shared space scheme described
above. They have been removed in and around the area of the junction so
as not to undermine the intended effect on driver behaviour.
3.3.20 A video available online at the following location provides a comparison
between the Derby Road Junction and the recently redesigned one at
Bexleyheath. The two junctions carry similar levels of traffic.
YouTube:DerbyRoadJunction

https://youtu.be/uxEomudW8rM

The points demonstrated in the video include:
> That the existing Derby Road junction offers little consistency for
pedestrians or sense of protection for cyclists; while the Bexleyheath
junction is a calmer space where crossing movements are relatively easy.
> That all traffic is sometimes held stationary at the Derby Road junction,
either by ‘dead’ time between green phases or by the impasse caused by
opposing vehicles, both suggesting less than optimum efficiency.
(vi) Extending the ‘Shared Space’ Zone Along the High Street
3.3.21 Block-paving extends north to cover the park frontage, where further
courtesy crossings will accommodate key movements. The raised sections
9
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of tarmac roadway that bookend the block-paved area are transition zones
in which drivers approaching the junction should begin lowering their speed.
(vii) Crossing Points
3.3.22 The existing pelican crossing just north of Queensway is to be replaced by
a toucan crossing near Garfield Road. The latter location serves a stronger
desire line; was popular within the general consultation responses; sees 4
times more crossing movements in peak times; and is favoured by Enfield
Vision. The Garfield Road location will also serve the east-west cycle route.
Various other crossing points are replaced with courtesy crossings.
Crossing provision across the scheme is assessed below.

Further discussion on crossing movements and pedestrian provision is
found in the Equality Impact Assessment. See section 9.
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3.3.23 The analysis above indicates a clear improvement in crossing provision
across the scheme. It is acknowledged that those with complete sight loss
(around 1 in 600 people, nationwide) are particularly reliant on signalised
facilities and, unless accompanied by an assistance dog, benefit least from
the improvements. The section above outlines why the only viable scheme
option available was the one that would omit such facilities from the
southern end of the high street. The overall scheme impact of reducing the
dominance of motorised traffic will make the street a less hostile
environment for all vulnerable road users, including the blind.
(viii) Parking & Loading
3.3.24 The existing layout accommodates pay and display parking for 41 vehicles
within the high street. The proposed layout accommodates 17, which is
41% of the current provision. However, parking surveys indicate average
usage across the 12 hour day of only 19 spaces. The new parking provision
would therefore accommodate 89% of the typical current parking demand.
There is a pronounced spike in demand between 2pm and 3pm. The new
parking provision accommodates 59% of demand in this period.

3.3.25 There are presently pay and display parking bays on each side of the road
at the high street end of Garfield Road, accommodating 4 vehicles in total.
There are pre-existing problems with congestion at this end of Garfield
Road where vehicles entering from the high street are blocked by traffic
queuing to exit. It is proposed to remove the two bays in question to
maximise clear space at the western end of Garfield Road.
3.3.26 Parking surveys found that 90% of the shoppers visiting the high street lived
within 1.25 miles. Of all visits, walking accounted for 60%, bus travel 20%,
and private car journeys only 19%. Of the latter, many parked in private car
parks rather than on the street. Numerous off-street parking spaces are
found within the Tesco car park, which is free for visits up to three hours.
The Eagle House pay and display car park (northern end of high street) can
serve 26 vehicles but operates at only 15% of its full capacity across the 11hour day. The reduction in parking outlined above should not have a
significant impact on the vitality of the high street as few high street
shoppers visit by car and, for those who do, other space is available. This
view is supported by the independent economic impact assessment that
has been commissioned.
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3.3.27 A restricted parking zone is proposed to cover the high street
within the extents of the scheme. This will prohibit parking
anywhere within the zone outside of marked bays, which will
double as loading space. The use of zonal parking signs at
entry points will enable removal of the present multitude of
signs and yellow lines on the high street used to control
parking and loading, improving the appearance of the street.
The proposed zonal sign is shown here.
3.3.28 This will be the first parking zone of its kind in Enfield. Drivers who fail to
spot the zonal entry signs should deduce from the unusual absence of
yellow lines that the area falls under a zonal parking restriction.
3.3.29 Under these proposals the same 17 bays are also intended to
accommodate all the on-street loading activity along the high street.
Delivery drivers will be able to improve their chances of finding convenient
space by visiting off-peak and particularly by avoiding the pronounced peak
in parking demand observed between 2pm and 3pm. The majority of retail
units along the high street benefit from rear service yards or access roads.
Encouraging off-peak loading and greater use of these service areas will
benefit the overall function and ambience of the high street.
(ix) Demarcation of Cycle Lanes
3.3.30 Along the tarmac sections of the high street white lines and bolt-down
rubber lane dividers are proposed. The latter are shaped with a low, smooth
profile so as to guide straying vehicles back into their correct lane. They
offer cyclists a greater sense of protection than a white line alone, but allow
riders to depart the lane easily when needed. Within the shared space
zone, due to the different surface pattern and varying amount of available
space, it is not appropriate to continue lane demarcation. Intermittent cycle
symbols are used instead to denote implicitly the space intended for
cyclists. The lower speeds here justify the reduction in physical separation.
(x) Speed Limit
3.3.31 The proposals have been designed to achieve a 20mph design speed. It is
not proposed to introduce a 20mph speed limit, as it is anticipated that such
a measure, and its attendant sign clutter, will not be necessary.
(xi) Materials
3.3.32 The highways services team has advised that the block paving materials
proposed for the scheme will constitute an additional maintenance burden
in future years over the use of tarmac. The total area of footway and
carriageway blocks is around 10,000 square metres. Without the use of the
blockwork materials a viable scheme cannot be achieved as roadways
surfaced in tarmac re-assert driver’s sense of precedence over others.
(xii) Drainage
3.3.33 Engineers within the highway services drainage team have expressed a
preference for the scheme to incorporate ‘green’ drainage systems that help
store storm waters. The design team has attempted to maximise the
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amount of green, water-gathering features within pedestrian areas and has
provided storage calculations to quantify the difference in storage volume.
3.3.34 (xiii) Design Process
The steps taken to ensure that designs are adequate for all users and in
accordance with law, including the 2010 Equality Act, include:
a) Using staff/consultants with the necessary skill and experience,
b) Consulting with vulnerable user groups to draw out particular issues,
c) Following the provisions of the most applicable current guidance,
d) Seeking examples of similar schemes (Bexleyheath and Hackbridge),
e) Examining the current collision history of the scheme and setting out a
monitoring regime to assess the completed scheme going forward,
f) Submitting designs for a Road Safety Audit by independent specialists,
g) Completing an Equality Impact Assessment (see section 9).
3.4

3.4.1

3.4.2

3.4.3

Consultation Response
(i) Business Owners
Limited feedback was received from local business owners on the
proposals despite various letters and events aimed at this group
specifically. Those owners based on the high street with whom members of
the design team have spoken seem broadly supportive of the proposals.
Feedback has not been received from owners of businesses on the eastern
side of the high street between the park and South Street. However, the
parade features only small units (a travel agent, a beauty salon and similar)
that are not expected to generate a high demand for loading provision.
Private loading space exists to the rear of these stores via South Street.
(ii) Community Groups
Scheme presentations were given at a Ponders End ward forum and two
meetings of the Ponders End Partnership. Residents attending the ward
forum seemed broadly supportive of the proposals although the innovative
elements of the design attracted some scepticism. One notable suggestion
was that the design team should provide pupils of local schools with training
in how to cross the proposed junction once it is in place. The design team
believes that crossing here will be a significantly easier exercise than at
present but, nevertheless, is happy to meet this request. Similar offers will
be made to other community groups.
(iii) Enfield Vision
Two meetings have taken place with Enfield Vision to explain the proposals
and seek comments. Some of their members have no residual sight and
make the point that - for this category of user - a signal controlled crossing,
with its audible and tactile indicators, is the only type that can be used with
genuine confidence. Support was expressed for the relocation of the
crossing to the proposed site near Garfield Road. An increase in footway
space at the waiting area on the eastern side of the road was also
requested. The new layout should improve things in this regard. The need
to share the crossing with cycles seemed to raise few concerns.
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3.4.4

3.4.5

3.4.6

3.4.7

There was some scepticism about the shared space approach but their
members believe the 25mm kerb upstand will be high enough for them to
navigate by, as national research would suggest. No objection was made to
the other crossing points being replaced with courtesy crossings, as none of
the existing facilities provide much to aid unsighted users. It was explained
that tapping for a certain lamp-post or railing in a familiar location is a key
part of their members’ navigation process. Sadly the proposals will see
widespread alterations to the position of such objects. However, the layout
will provide wider and less cluttered pedestrian corridors on each side of the
road and these should, in time, be acknowledged as an improvement.
(iv) Derby Road – Proposal to Restrict Movements onto High Street
A letter to Derby Road residents in October 2015 made explicit the impact
on access to the road. A petition of objection followed representing more
than half of the properties within the road. The design team subsequently
found a viable layout that retained access from Derby Road onto the high
street within the proposed shared space design. Although not ideal to the
operation of the junction, it is a reasonable concession to avoid imposing a
particular inconvenience on the residents of Derby Road.
There remains some scepticism amongst Derby Road residents and the
wider community about the radical reconfiguration of the junction. The
designers’ argument in favour makes reference to case studies, traffic
modelling, innovative traffic design theory, collision records, and a careful
assessment of vulnerable user impacts.
(v) Public Consultation Exercise & General Community Response
The response to the consultation exercise of summer 2015 is summarised
below. The overall response rate was low. The specific proposals to move
the crossing and to add trees enjoy good support. Some commented that
the high street and its stores are not of sufficient quality to merit the
investment. The designers argue that giving the high street a stronger
sense of identity will attract more visitors and greater retail diversity.
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3.4.8

3.4.9

The community has expressed some scepticism about the shared space
elements of the scheme. This reflects some wider anxieties about the use of
shared space designs in the UK, notably that they force vulnerable users to
occupy the same space as motor vehicles and that courtesy crossings
increase the precedence of motorised traffic, rather than lower it. The merits
of courtesy crossings are discussed above. In this scheme the high street
retains the existing traditional pattern of a footway either side, therefore
pedestrians are never forced to occupy the same space as motor vehicles.
(vi) Emergency Services
The police, fire and ambulance services have been provided with scheme
information. There has been ongoing contact with representatives of the
police through the design phase. Consultation with the emergency services
will be concluded at the statutory consultation stage.

3.5

Injury Collision History

3.5.1

Below shows recorded injury collisions occurring along the high street in the
3-year period, July 2012 to July 2015:
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3.5.2

Along the high street, excluding at its major junctions, there were 18 injury
incidents: 14 were coded ‘slight’, 3 ‘serious’ and 1 ‘fatal’. The predominant
category is clearly ‘motor vehicles colliding with pedestrians’, which
represents 50% of all incidents and encompasses 3 of the 4 most severe.
The two injury incidents where motor vehicles came into conflict with cycles
add to the picture of a location where road layout and driver behaviour is
unsympathetic to vulnerable road users.

3.5.3

Six incidents involved motor vehicles colliding with other motor vehicles,
notably when turning or manoeuvring. Thankfully most of these were coded
‘slight’. Lowering the sense of precedence enjoyed by drivers on the main
road is likely to improve this situation. None of the collisions are seen to
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cluster around any particular location along the high street, rather the
relatively poor collision record applies fairly uniformly along its length.
3.5.4

At the Derby Road junction there were 5 injury incidents, 4 of which were
‘slight’ and 1 ‘serious’. The pattern of problems between right turning
vehicles extends when examining data going back further into the past. A
more cautious driving style should reduce the number of collisions and help
minimise their severity.

3.6

Monitoring of Future Collisions & Crossing Points

3.6.1

The injury collision record of the scheme area will be monitored at 6
monthly periods for three years, starting from the date of completion and by
undertaking comparisons with the record above. Intervention measures will
be considered should any deterioration upon this record become apparent.
A review will also be triggered by any incident coded ‘serious’ or ‘fatal’, or
where less serious incidents can be seen to cluster around particular
locations.

3.6.2

The same review will apply if a road safety problem becomes apparent at
any of the crossing points or any of the bus stops. The level of provision
estimated for the courtesy crossings assumes that they will operate with a
similar degree of success to those in Bexleyheath. Here pedestrians
arriving at the crossing points in busy periods are seen to typically establish
priority before the passage of 5 vehicles. Post implementation surveys will
be undertaken to measure the ease of crossing based on this sort of
approach.

3.6.3

Community groups – including Enfield Vision and local schools – will be
offered an on-site introduction to the completed crossings, although it is
anticipated, for most, that the crossings will prove easier and more intuitive
to use than the existing arrangements. This offer reflects consultation-stage
discussions and the content of the Equality Impact Assessment.

3.7

Construction Planning

3.7.1

Construction accommodation works are scheduled to commence in summer
2016, with the main works commencing in September 2016. The
construction phase is likely to extend into spring 2017, following a suitable
break for the 2016 Christmas period. It is recognised that the construction
activity will bring significant inconvenience to local store owners, visitors,
residents and to the traveling public. Site based project staff, including a
specific community liaison role to be staffed by the contractor, will present
the first point of contact for local complaints.

3.7.2

A period of early contractor involvement with the council’s highways term
contractor commenced in 2015. This ongoing process should ensure the
works are planned to minimise public disruption. Other major construction
schemes in the area are being planned and have the potential to overlap
with the high street works. The council has procured a detailed study of the
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impacts of these various schemes, particularly with regard to movements by
construction traffic. This will be used to inform how the exact phasing of the
high street works is undertaken and which diversion routes will be used.
3.8

Air Quality Impact

3.8.1

The likely impact on air quality is hard to assess and has not been
quantified. The alterations are anticipated to ease congestion at the Derby
Road junction and make little difference to traffic flow elsewhere along the
High Street. Across the life of the scheme a shift towards greater cycle use
over emission-based forms of travel is expected. Altogether any difference
to air quality should be positive rather than negative.

3.9

Economic Impact Assessments

3.9.1

A business case has been submitted to Transport for London using
standard methodologies to quantify the likely costs and benefits of the
scheme. These are summarised below.

This yields a cost-benefit ratio of 3.4:1 across the life of the scheme, which
offers good value.
3.9.2

A separate piece of work has been undertaken, by a consultant
independent of the design team, to quantify the positive and negative
impacts relating specifically to the vitality of the high street. A report has
been completed to match the approach being employed for other Cycle
Enfield schemes.

3.9.3

The authors estimate the annual business turnover of the retail centre as
£47,424,000. They used travel data and shopper-spend information to
identify how much each mode of travel contributes to the total. They then
quantified the likely impact of each element of the scheme proposals on
each mode of travel to establish economic impacts, assessing
conservatively in the case of any positive ones.

3.9.4

The effects on pedestrians (who constitute 3 out of 5 visitors to the high
street) and bus-users (1 out of 5) were deemed neutral or negligible. The
likely increase in cyclists was calculated to amount to a 0.1% increase on
18
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the turnover figure above. The impact of reduced parking space etc. on
drivers was calculated to amount to a 0.6% decrease. The benefit across all
travel modes of the urban realm improvements was calculated to amount to
a 1% increase. Summing, this equates to a 0.5% increase, which is
£230,000 per annum or £4,600,000 across the 20 year life of the scheme.
3.9.5

The authors calculated that the disruption created during the construction
period would equate to a 2.6% decrease across Year Zero; hence a
turnover decrease of £1,250,000. Subtracting the disruption cost from the
whole life benefit above gives a net increase across the 20 year period of
£3,350,000.

3.9.6

It should be stressed that the operational phase estimates take a cautious
approach to the potential uplift in turnover due to the planned public realm
improvements. In addition, a number of possible mitigation measures have
been identified by the consultants and these will be reviewed and taken
forward where feasible to ensure that the impact of construction is
minimised and to maximise the benefits of the operational phase.

3.9.7

It will be noted that this calculation does not account for the costs of the
design and construction, which marginally exceed the whole life benefit
figure above. This is correctly omitted from the calculation, which is
assessing only the economic impact on high street vitality, not the whole
scheme costs and benefits. This is why large benefits such as collision
reduction and property value uplift are also not featured.

3.9.8

The analyses above are positive. They indicate that the scheme will
improve economic vitality by a total of £3.35 million across the life of the
scheme. Also that, across the life of the scheme, each pound spent will
produce benefits at the location worth £3.40.

4.

ALTERNATIVE OPTIONS CONSIDERED
Section 3.3 above provides a comprehensive narrative of the design
process including the various options that were considered and discounted
along the way.

5.

REASONS FOR RECOMMENDATIONS

5.1

It is recommended that the scheme be implemented as shown to:
1) reduce the dominance of motorised traffic on the high street, improving
the collision record, better-accommodating existing crossing movements
and making the high street a more attractive place to visit,
2) capitalise on the TfL Major Scheme funding to improve the high street,
3) provide the necessary streetscape improvements to match the adjacent
Electric Quarter development, and
4) provide a solution to the Derby Road junction ‘problem’ that can thus
facilitate the wider A1010 cycle route pledged under Cycle Enfield.
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6.

COMMENTS OF THE DIRECTOR OF FINANCE, RESOURCES AND
CUSTOMER SERVICES, AND OTHER DEPARTMENTS

6.1

Financial Implications

6.1.1

A detailed breakdown of scheme funding is shown below. Note that the
scheme cost figure given above, derived from the business case, has had a
standard contingency percentage added (to ensure that a conservative cost
benefit ratio is returned) explaining why it exceeds the total funding.

6.1.2

The use of a block-paved surface for the roadway - rather than tarmac,
which is less costly to maintain - presents a small additional maintenance
burden. The use of off-the-shelf paving blocks, rather than natural stone
paving, minimises this factor.

6.1.3

The Ponders End High Street scheme is funded from a combination of
funding that was approved as part of the 2016/17 Capital programme, as
summarised below:
TfL Major Schemes Funding - £1,480,000 (of which the sum above applies
to Ponders End)
Highways & Streetscene – Corridor Improvements – Hertford Road £1,619,000
The balance as stated above will be funded from earmarked S106 receipts.

6.2

Legal Implications
Under section 39 of the Road Traffic Act 1988 the council has duties to
promote road safety, to monitor road traffic accident locations and to take
measures to prevent such accidents. Under Part V of the Highways Act
1980 the council has powers to make various improvements to the public
highway. The proposals are in accordance with these duties and powers.
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6.3

Property Implications
Strategic Property Services support the public realm works in the high street
and Queensway as a valuable contributor to the council’s adjacent
landholdings in the Electric Quarter and because they afford an opportunity
to complement the development proposals. Care will be taken to ensure the
phasing plan for the public realm works coincides with the Electric Quarter
phasing. Regular consultation will ensure any unintended consequences
such as interruption in works access to the council’s development site is
avoided or mitigated.

7.

KEY RISKS
Introducing an innovative new road layout presents a reputational risk for
the council, should the scheme be badly received by the public or perceived
to worsen either congestion or road safety. Doing nothing, or otherwise
failing to introduce a suitable new layout, also risks reputational damage to
the council, by failing to implement the measures outlined at the bidding
stage and failing to provide the wider cycling facilities pledged under Cycle
Enfield. A successful scheme provides an opportunity to create a key link in
Enfield’s cycle route network and contribute to higher levels of cycling. The
scheme is also expected to encourage walking by providing a more
pleasant environment and safer crossing facilities. This improves public
health, lowers travel costs and helps boost transport capacity.

8.

IMPACT ON COUNCIL PRIORITIES

8.1

Fairness for All
By improving conditions for pedestrians and cyclists and reducing the
dominance of motorised traffic the council helps reduce the disadvantage
faced by the 41% of households in the ward (2011 census) who do not own
a car or van.

8.2

Growth and Sustainability
The proposals aim to give the high street a stronger sense of identity and
thereby attract more visitors and encourage more retail diversity. They also
aim to encourage more sustainable modes of transport such as walking and
cycling.

8.3

Strong Communities
Efforts have been made to engage the community in the scheme
development process. Although the main consultation exercise (leaflet)
generated few responses, the initial site walk-about event was well attended
by community members and representatives and yielded some useful
observations and suggestions.

9.

EQUALITY IMPACT IMPLICATIONS
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9.1

A Predictive Equality Impact Assessment has been undertaken to ensure
that the proposals will not have an undue adverse impact on any of the
groups protected in law by the Equalities Act 2010. The two characteristics
of potential relevance are age and disability, thinking particularly about the
elderly and those with sight and mobility impairments. The assessment
identifies three elements of the scheme that merit consideration: a) the
courtesy crossings, b) the bus boarders and c) the reduction in road-side
parking.

9.2

The assessment concludes that none of these elements are likely to result
in undue adverse impacts upon the specific groups identified. It considers
the effect of negative impacts that may arise from certain alterations but
balances them against any positive ones that also apply. For example,
filling in the service roads, and thus reducing parking space, will reduce the
likelihood of disabled drivers finding parking space directly outside the
shops. But the same measure will improve the high street environment for
disabled visitors in general, including those who travel by car but must
navigate the street on foot (or by mobility scooter) upon arriving.
The assessment sets out various monitoring and mitigation measures to
ensure that impacts are minimised and kept under review.

10.

PERFORMANCE MANAGEMENT IMPLICATIONS
None identified.

11.

HEALTH AND SAFETY IMPLICATIONS
None identified.

12.

PUBLIC HEALTH IMPLICATIONS

12.1

Measures that make it easier or more attractive to walk and cycle will
improve public health by increasing residents’ levels of physical activity.

12.2

There is good evidence that physical activity levels amongst the population
are far below those needed for maximal health. Cycling to work is
associated with a 40% reduction in all-cause mortality. Further a modal shift
from motorised to active transport (e.g. transport that does not require an
engine) will generate further health benefits from the avoidance of the
external costs of motoring including air pollution, noise, congestion and
community segregation.

Background Papers
App. A: Drawing 1689-4-10, sheets 1 to 4
App. B: Ponders End High Street – Predictive Equality Impact Assessment
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