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1.

Introduction

Bicycles can provide a healthy, non-polluting, low-cost means of transport. Cycling is common in large
cities in the Netherlands and Denmark, although other European cities such as London and Paris show
much lower rates of bicycle use. As cycling can help to improve significantly citizens’ well-being, not to
mention the attainment of national climate, energy and transport policies, increased attention is being
paid to policies for stimulating urban cycling. This Policy Plan will investigate the current situation of
bicycle use in London, the current policies in place to promote it, and will conclude by laying out how the
current cycling policies can be enhanced.
2.

Background

2.1
Transport challenge in London
London, the economic and political centre of the United Kingdom, is facing a significant transport
challenge. The total number of journeys per day in the city is projected to increase by at least three
million a day by 2031 (GLA 2010). Many parts of the transport system are already struggling to cope with
existing passenger numbers, particularly during peak hours when millions travel in highly-crowded and
uncomfortable public transport or on increasingly grid-locked roads.
What is more, ever increasing car travel results in decreasing local air quality, decreasing accessibility due
to congestion and traffic levels as well as emissions of CO2 and other gases. This causes health issues,
environmental pollution, financial losses and many other problems. Cycling offers significant potential to
absorb the increased demand for transport and reduce pressure on the public transport system, as well
as reducing many of the most harmful impacts of cars as described above (BMA, 1992; Cavill et al., 2006;
WHO, 2002).
2.2
Cycling as part of a sustainable transport system
Non-motorised transport, according to Rietveld and Daniel (2004), is a vital element of a sustainable
transport system, given that their emissions of pollutants and noise, as well as the accident risks they
pose for other road users, are very low. For health, environmental and economic reasons, a wide range
of policies are been developed to encourage people to cycle more and drive less.
According to a document written by London Councils and the London Cycling Campaign (London Councils
2008), maximising the latent potential of cycling can not only reduce car and public transport journeys,
but can also bring a number of other benefits to the community, such as: reduced air and noise pollution,
better individual health, reduced demand for car parking and greater social inclusion by providing a
convenient form of transport for the 38% of London’s households without a car. Other benefits include
reduction in road danger and widespread economic benefits.
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2.3
Current Situation in London
As stated above, the total number of journeys in London per day is projected to increase by at least 3
million by 2031 from early 1990s levels (GLA 2010). In response to this, since its inception in 2000,
Transport for London (TfL), the umbrella organisation responsible for all transport planning within the
capital, has been setting targets for increased cycle use in order to achieve the following:

●
●
●
●
●

Help cut congestion
Relieve overcrowding on public transport
Improve cycling conditions for people who already commute by bike
Encourage those who don't to bike and keep fit
Reduce emissions, improve air quality and reduce noise pollution

The goals stated by TfL are to increase cycling within the capital by 400% to 2031 from 2000 levels (GLA
2010), and to grow the percentile share of journeys made by bicycle from the current 2% to 5% (of a
higher total) (TfL, 2006). These targets, with associated baselines, are shown in Figure 1.
As of 2010, cycling rates in London had increased by some 117% since 2000 (CPRE, 2010). What is
more, a number of policies have recently been put in place which are expected to have a significant
impact. A recently implemented cycle hire plan, for example, is predicted to produce 40,000 additional
cycle journeys per day (TfL.gov.uk, 2010). More details of existing policies are given in section 5.4.
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Figure 1: predicted trends and baselines for total cycling journeys in London (data from TfL, 2010. Projections taken
from GLA, 2010 and TfL, 2006)
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3.

Research Framework

3.1
Aim
London has made significant progress in increasing cycling rates in the past ten years, however there
remains a large potential for improvement. This paper aims to develop a hybridisation/add-on policy
package that will, in the light of the current institutional setting, lead to a more successful
implementation of bicycle promotion in London.
3.2

Research question

How does the current policy package address barriers to increased cycling in London and how can it
be improved?
Through which policy tools can cycling, as a component of an integrated sustainable transport system
in London, be promoted more effectively?

Sub-questions:
•
•
•
•

3.3
•
•

What are the current City of London policies aimed at promoting cycling?
Which actors are involved in cycling in London?
What are the barriers and drivers for these different actors affecting bike use?
Which policy instruments could be implemented or modified in order to improve the effectiveness
of the current policy setting?
Indicators
Number of cycle journeys per day
Percentage of total trips made by bicycle

Photograph: Crispin Hughes/Getty Images
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4.

Method

With the research questions in mind, this paper will analyse the correctness of the rationale behind the
current policy; where necessary we will propose modifications and additional policies for the identified
London cycling policy package (see section 5.4). To increase cycling rates, barriers for cycling in London
need to be addressed, as this is seen as the most important inhibiting factor in increasing cycling uptake.
Therefore the following research will be performed:
• Investigation of all important actors that are directly or indirectly related to cycling in London, as
well as identification of barriers and drivers for cycling in London, from the perspectives of the
different actors.
• Listing of all policies, in various states of implementation, that are in place or planned in London
which directly or indirectly aim to increase cycling rates in London and accordingly classified
according to Vedung (1998) to investigate the selection of the policy instruments in the policy
package. In this typology, one can distinguish regulations (sticks), economic means (carrots) and
information (sermons). Since cycling policy often requires significant physical investment in public
facilities such as cycling lanes, an extra category of ‘Infrastructure’ has been included.
• For the investigation of the assumptions and rationale behind the policy package the method of
policy theory reconstruction, along the guidelines of Hoogerwerf (1990) and Crabbe and Leroy
(2008), will be employed. This method entails revealing the underlying argumentation and
assumptions (in the form of causal-, final- and normative relations) that combined, form the
reasoning behind the policy or policies. The effectiveness of the policy largely depends on the
validity of these relations (Hoogerwerf, 1990).
• Investigation of how the package deals with questions such as legitimacy, rebound, free rider
effects, and interactions between the policy instruments for which the insights from the above
used methods will be used.
Not only will these proposed methods provide insight into the functioning of the current policy package, it
will also help to identify gaps and indicate room for modification of the package for which we will
introduce alternative policy instruments.
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5.

Analysis

5.1

Actors
Actor

Department of Transport

Transport for London (TFL)

London boroughs

Civil cycling organizations
(CCO)

Current cyclists

Future cyclists

Barclays Bank
Car drivers and/or other road
users
Pedestrians
London Police Service
London citizens

Description of role
Responsible for cycling policy in the UK, providing guidance to local
authorities (including London)
The local government body responsible for most aspects of the
transport system in London. Its role is to implement the city’s transport
strategy and to manage its transport services. Part of this task is to
implement the cycling policy package described in an integrated and
coordinated way to ensure its effectiveness.
The boroughs are the principal local authorities in London and are
responsible for planning and implementing the local cycling
programmes through the Biking Boroughs plan (see section 5.4.6)
Sustrans is a civil organization that works with families, communities,
policy-makers and partner organisations so that people are able to
choose sustainable transportation, including cycling and walking;
Sustrans is responsible for monitoring the use of the National Cycle
Network. The London cycling campaign (LCC) is a charity that serves as
the voice of cyclists in Greater London, striving for cycling as a
preferred mode of transport.
Current cyclists are those who, even without this policy package, cycle
in the city of London. Many free-rider effects could be attributed to this
group.
This group can be subdivided into specific target groups such as kids
who cycle to school and people who cycle to work. They can be
regarded as the recipient target of most of the cycling policies.
Barclays is an international bank which sponsors the Cycle Hire and the
Cycle Superhighways schemes in a public-private partnership with TFL.
Other road users who are, generally, against promoting cycling due to
competition for road space.
As above, they compete for space with cyclists, although may be more
amiable to them than car drivers
The London Police Service is in charge of enforcing the existing (and
new) law.
London citizens will benefit from the increased cycling because it
provides a better living environment, with less noise and air pollution.
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5.2
Barriers
TfL (2010a) groups the different barriers for cycling in outer London into three categories; those related
to individuals, the physical environment and delivery of service. A compilation of the barriers, included
those listed by TfL (2010a) and London Councils (2008), is presented below. Most of these barriers refer
to current and/or future cyclists; however, those related to the delivery of services refer to the transport
and local authorities.
Category

Delivery of
service

Attitudes of
individuals

Physical
environment

Barrier

Actors

Little political support to prioritise cycling measures
Difficulty in obtaining funds for cycling improvements
Lack of adequately trained, experienced and motivated
staff to implement effective schemes.
Lack of an individual area based approach to improving
town centre access. Take cyclists into account when
planning roads and infrastructure.
Safety (Fear of traffic and feelings of vulnerability)
Convenience of the car
Cycling equipment and accessories are expensive
Limited training, information and education
Cultural setting: Biking is not a common/accepted means
of transport. Perceived as incompatible with busy
lifestyles and people who are not fit.
High traffic speeds
Limited parking and facilities
Incomplete London cycle network

TfL, London boroughs
TfL, London boroughs
London boroughs

TfL, London boroughs
Current and future cyclists
Future cyclists
Future cyclists
Current and future cyclists
Current and future cyclists
Future cyclists
Current and future cyclists
Current and future cyclists

5.3
Drivers
Below are detailed driving factors to increase cycling in London, classified by actor.
Actor

Transport for
London

Current and future
cyclists

London citizens

Driver
Overcrowded public transport and road congestion.
Poor air quality and noise pollution.
Need to meet EU standards for air quality and goals for GHG emission reductions.
Desire to improve the health of population and reduce expenditure on the National
Health Service
Health benefits
Financial benefits
Reduced journey times
General well-being
A better living environment.
Less air and noise pollution.
Better air quality.
Less road congestion and less crowded public transport.
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5.4
Existing Policies
A package of existing policies which contribute, directly or not, towards increasing cycling rates in London
has been identified. Figure 2 summarises the interactions of these policies, which are subsequently dealt
with in depth.

Figure 2. Interactions of current policies considered in relation to increasing the number of cycle journeys in London
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5.4.1

Barclays Cycle Hire

Policy Level: City of London
Policy Instrument: Economic, infrastructure
Date of implementation: 2010
Opened on 30 July 2010, the Barclays Cycle Hire scheme is an automated network of 5000 hire bicycles
distributed amongst 315 docking stations throughout the city centre. The locations of the docking
stations are never more than 300 metres apart, ensuring “people should never be more than a couple of
minutes away from a docking station in central London.” (TfL.gov.uk, 2010). An extra 2,000 bicycles and
4,200 docking points will be installed to the east of the city as part of preparations for the Olympic games
in 2012 (TfL, 2010a).
Aims, rationale and underlying assumption(s)
The Barclays Cycle Hire Scheme aims to increase accessibility to bicycles in London city centre for tourists
and people living or working in the city. The aim is to increase the number of cycle journeys by 40,000
per day, reducing the strain on public transport and the road network. It also seeks to overcome
economic barriers to cycling by giving easy and cheap access to quality bicycles for an initial outlay of
just ₤3, while subsequent charges are time dependent (the first half and hour is free) (TfL.gov.uk A).
This is likely to lead to more convenience in bike use, so that biking becomes more attractive for people
as an alternative means of transport. It is assumed here that hiring a bicycle is perceived as economically
more attractive than possessing a bike, and also that it is more convenient.
Barriers addressed
• Cycling equipment and accessories are expensive
• Cultural setting: Biking is not a common/accepted means of transport
5.4.2

Cycle to Work Scheme

Policy Level: National
Policy Instrument: Economic/information
Date of implementation: 1999
The Cycle to work scheme is an integrated set of policies to encourage greater use of bicycles by
employees. A purchasing agreement allows companies to buy bicycles and equipment tax free (giving
savings of up to 50%) to a value of ₤1000, which the employee can then hire purchase over a period of
18 months. (Department for Transport). Additionally, TfL offers advice on the implementation of bike
pooling and the procurement of interest-free loans for purchases (TfL.gov.uk D).
Aims, rationale and underlying assumption(s)
The aim of the scheme is to encourage employees, whether they are current cyclists or not, to use
bicycle transport for work-related travel. It seeks to provide financial benefits for cyclists, to make cyclng
a more attractive means of transport. This rationale assumes companies and employees are aware of the
scheme and act as rational homo economicus, thus always making choices based on financial benefits.
Although this may, in some case, be an influencing factor, it can not be taken for granted. Through
providing (access to) bicycles in a work setting, it is assumed that a cultural shift will occur in which
cycling becomes regarded as being more compatible with a busy modern life.
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Barriers addressed
• Cycling equipment and accessories are expensive
• Cultural setting: Biking is not a common/accepted means of transport.
• Limited parking and facilities
5.4.3

TfL Cycling Promotion

Policy level: City of London
Policy Instrument: Information
Date of implementation: 2000
TfL coordinates an array of promotional activities, from the Mayor’s SkyRide; a cycling event over one
day which attracts around 50,000 cyclists of all ages, to the much longer-term London cycle challenge,
where groups of work colleagues compete to be the company which (collectively) cycles the most miles in
a year. Additionally, TfL provides information on cycle routes and a journey planner through its website,
as well as producing video commercials for youtube or cinemas (TheBikeShow.net, 2010). This is an
example of vertically integrated instruments as it provides information about other policy instruments.
Aims, rationale and underlying assumption(s)
By raising awareness of (the benefits of) cycling in London, TfL attempts to increase the attractiveness of
cycling as an alternative means of transport. Through a series of campaigns it promotes the work it has
done and also increases awareness in general. This cycling promotion, therefore, is a positive contributor
to long-term cultural change, meaning that cycling is becoming more common and accepted by a wider
audience. As becomes apparent from our analysis, this is a very important factors in increasing the
number of cycling journeys.
The basis for the promotion of cycling is the assumption that increased awareness will bring higher
acceptance of cycling as an acceptable means of transport, not least by drawing attention to improved
infrastructure, and will thus increase cycling uptake
Barriers addressed
• Cultural setting: Biking is not a common/accepted means of transport
• Convenience of the car
• Safety (Fear of traffic and feelings of vulnerability)
• Limited training, information and education
5.4.4

Congestion Charge

Policy Level: City of London
Policy Instrument: Economic/Regulation
Date of implementation: 2003, extended in 2008, reduced in 2011
As a response to increasing overcrowding on London’s roads, a congestion charge was introduced in
2003 requiring all motorists entering the demarcated congestion area to pay a fee of between ₤9-12 for
every day they spend within the area. By 2008 this had led to a 14% decrease in car journeys in the
congestion zone (TfL 2008). In 2011, however, a large section of the congestion zone was reclassified
and returned to a non-charging zone (see Figure 3).
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Figure 3. Current extent of London congestion zone

Aims, rationale and underlying assumption(s)
The Congestion Charge aims to reduce the convenience of car use in the demarcated congestion charge
zone while raising funds for investment in other transport infrastructure, including cycling. This policy
must take into account elasticity in reactions to increased prices as well as the rebound effect of more car
drivers taking advantage of the decreased congestion within the zone. Once again, road users are
considered rational homo economicus who will thus consider alternative means of transport (such as
cycling) more attractive due to increasing financial penalties.
Barriers addressed
• Convenience of the car
• Difficulty in obtaining fund for cycling improvements
5.4.5

Traffic Calming schemes

Policy Level: City of London/Boroughs
Policy Instrument: Regulation
Date of implementation: Ongoing. More intensive measures taken in 2008
As with much of the United Kingdom, the city of London utilises a number of traffic calming measures
including reduced speed zones, speed cameras, traffic humps, mini-roundabouts and a host of other
techniques. Some are more controversial than others, and likewise some are more effective.
Aims, rationale and underlying assumption(s)
The aim of traffic calming in general is to reduce the speed of cars, hence making the road a more
inviting place for other road users such as cyclists. Lower speed limits assume drivers will obey the law.
As this assumption is not always accurate, other enforcement mechanisms such as road humps and
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speed cameras are used to ensure compliance with this policy. The assumption is also that traffic calming
will increase the safety of cyclists and therefore encourage higher uptake of cycling as a means of
transport.
Barriers addressed
• High traffic speeds
• Convenience of the car
• Safety (Fear of traffic and feelings of vulnerability)
5.4.6

Biking Boroughs

Policy Level: City of London/Boroughs
Policy Instrument: Economic/Information
Date of implementation: 2011
As is shown in the below figure, London is not a centrally-focussed city but rather one consisting of a
number of boroughs. The Biking Boroughs scheme seeks to channel responsibility for local planning for
cycling to these boroughs. According to TfL (2010a), 2.4 million ‘cyclable’ journeys are made in the
boroughs every day. In May 2011 it was announced that the first installment of targeted investment, to a
sum of ₤4 million, would be shared between 13 selected biking boroughs (BBC, 2011).

Figure 4. Number of potentially cyclable trips by borough (Extracted from TFL, 2010a)
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Aims, rationale and underlying assumption(s)
The Biking Boroughs scheme allows for the devolution of planning decisions to the boroughs. As half of
all trips made by bike are less than 2 miles (3 km) (TfL, 2010a) policies and programmes to promote safe
and convenient cycling are best made at this level. (Pucher and Buehler, 2008) Through the availability of
capital for the boroughs, local planners will become responsible for local challenges in implementing
effective cycling schemes, thus increasing effective political support. In the long-term this is thought to
lead to a cultural change as well as a more inclusive cycling environment.
Barriers addressed
• Little political support to prioritise cycling measures
• Lack of an individual area based approach to improving town centre access
• Difficulty of obtaining funds for cycling improvements
5.4.7

London Cycle Network (LCN+) and Barclays Cycle Super Highways

Policy Level: City of London
Policy Instrument: Infrastructure
Date of implementation: 1995-present
LCN+ is an integrated 900km network of radial and orbital cycle routes throughout London, utilising
existing roads as well as off-highway segments. It is currently under construction, with 683.46km
completed as of March 2011 (LCN+, 2011). The Barclays Cycle Superhighways are 12 continuous cycle
lanes providing access to the city centre from the suburbs. As of June 2011, two were completed, with
two more due in summer 2011 and 8 more by 2015 (TfL.gov.uk C). The current extent of both the
London Cycle Network and the cycle Superhighways is shown in Figure 5.
Aims, rationale and underlying assumption(s)
These two schemes seek to create cycle “routes that are continuous, fast, safe, comfortable and easy to
use” throughout London. They are aimed at building a “socially inclusive cycling environment where high
quality standards are maintained” (londoncyclenetwork.org.uk) for existing cyclists, while encouraging
non-cyclists to take up cycling and therefore helping to reduce dependence on the existing transport
networks. The reasoning is, first of all, that separate cycling lanes will lead to a more inclusive cycling
environment, and that this in turn will lead to an increased perception of cyclists’ safety, which is an
important contributor to the attractiveness of cycling. Research has proven that cycling lanes are
important in safety perception, as well as the actual reduction of cycle-related casualties (Pucher et al.,
2011). A more inclusive cycling environment is also expected to lead to an improved attitude of other
road users towards cyclists, as competition for road space will be reduced.
Barriers addressed
• Safety
• Incomplete London cycle network
• Lack of an individual area based approach to improving town centre access
• Cultural setting: Biking is not a common/accepted means of transport

14

Figure 5. Current extent of LCN and the cycle superhighways (LCN)

5.4.8

Safety Action Plan (inc. cycle training)

Policy Level: City of London/Boroughs
Policy Instrument: Economic/Information
Date of implementation: 2009
The Cycle Safety Action Plan (TfL, 2010b) is an integrated policy document detailing how cycle safety in
London will be improved. It covers implementation of safer infrastructure, training and information,
communication and enforcement of rules. It was designed as a reaction to research which claimed that
safety was “the reason most often given by non-cyclists to explain why they do not intend to take up
cycling (27%)”. What is more, “less than a half of Londoners (46%) agree with the statement that
“Cycling is a safe way of getting about’ and 86% of all Londoners believe that traffic makes people afraid
of cycling. Safety is an issue even amongst those who already cycle, with 10% of current cyclists stating
that they did not ride more in 2009 than 2008 because of their concerns about safety.” (TfL, 2010b).
Aims, rationale and underlying assumption(s)
As shown above, the Action plan seeks to address safety concerns and thus increase numbers of journeys
by current cyclists, while encouraging new cyclists to take to the road through improving their skills and
knowledge about safe cycling. It is assumed that policy can help make streets safer for cyclists, and that
this will be visible to both cyclists and non-cyclists alike.
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Barriers addressed
• Safety (Fear of traffic and feelings of vulnerability)
• Limited training, information and education
5.4.9

Security plan

Policy Level: City of London/Boroughs
Policy Instrument: Economic/Information
Date of implementation: 2010
The London Cycle Security Plan sets out a framework for reducing bicycle-related crime. It covers a
number of areas, including enforcement of existing law through the establishment of a dedicated Cycle
Task Force within the Metropolitan police, education of cyclists regarding security of their bicycle,
introducing 66,000 new bicycle parking spaces by 2012, installing lighting and CCTV in designated
parking areas, engaging with stakeholders and evaluating the programme (TfL 2010c).
Aims, rationale and underlying assumption(s)
The plan aims to reduce theft of bicycles in London, which is thought to be a negative contributor to the
attractiveness of cycling. A more visible police presence and the availability of secure bicycle storage is
linked to a reduction in theft and other bike-related crime. It is assumed that this more conducive cycling
environment will increase uptake amongst new cyclists and encourage existing cyclists to use their bikes
more. It might also reduce the barrier for cyclists to invest in cycling equipment.
Barriers addressed
• Limited parking and facilities
• Cycling equipment and accessories are expensive
5.5

Critique of assumptions

Awareness of schemes and improvements is vital in the success of many of these policies, including the
Cycle to Work Scheme, the Barclays cycle hire, London cycle network and increased cycle security
emanating from the Cycle Security Plan (TfL, 2010c). This is a major assumption in the implementation of
TfL’s promotional activities. Although generally it could be said that such activities can influence
perception of cycling, not all promotional campaigns reach their desired effect due to differences in
budget and thoroughness in the implementation.
Economic behaviour is complicated. Awareness of schemes influences people’s ability to act as homo
economicus, although that is not the only factor in such a case. Price volatility and elasticity in reactions,
as well as personal preferences stemming from cultural views, also play a part in the economic
irrationality of individuals, and are difficult to influence through policy. Meanwhile, financing of bicycles is
seen as a major barrier to cycling, although evidence for the assumed additional appeal of hire bikes has
not been found.
By devolving planning responsibility to local councils it is assumed that legitimacy will be improved,
although borough councils are rarely seen as highly democratic, and mistakes emanating from a lack of
expertise could be damaging to legitimacy on the medium- to long-term. Meanwhile, certain instruments,
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such as training and education, assume that informed citizens will behave accordingly, whereas practice
shows that knowledge does not always lead to the desired behaviour.
5.6

Interactions of policy instruments in package

Even though the policies in this package share the overall objective of increasing cycling, there appear to
be certain contradictions among them. A first issue lies in the instruments for planning and implementing
of cycling promotion. At the city level, TfL is in charge of implementing the policy instruments, however
one of the policies is to provide the London boroughs with authority and funding to implement their own
local policies. Multi-level planning should not contradict itself in its different levels, hence careful
structuring of the TfL umbrella programme must be in place to counter this.
Another issue is that the Safety Action Plan might increase the awareness of the cycling risks by providing
information on, for example, the amount of casualties and injuries to cyclists, therefore increasing the
safety barrier instead of addressing it. An interesting example from literature is related to compulsory use
of bicycle helmets. Even though helmets can help prevent head injuries in falls and crashes, therefore
increasing safety, laws have been shown to reduce cycling even though the health benefits outweigh the
risks (De Jong, 2010). Another possible contradiction is seen in traffic-calming schemes which might
frustrate drivers, making them drive more aggressively and decreasing the safety of cyclists. Likewise, by
creating an inclusive cycling environment and giving them preferences, other road users might also
become frustrated, generating a negative environment for cycling.
A number of free-rider and rebound effects could be caused by the policy package. Free-rider effects can
occur with the Cycle to Work Scheme where a tax exemption is provided for companies to buy bicycles
which the employee will then hire purchase over 18 months. Some employees would have bought a bike
regardless of the policy, but still take advantage of this benefit. Rebound effects, on the other hand, can
occur when, due to the policy package, there are more cyclists in the roads, leading to an increased
number of accidents; or when, given the increase in cycling, a decrease in car congestion encourages car
use.
The policy package mostly gains legitimacy by using information instruments and by relating to civil
organisations such as Sustrans and LCC which help to generate a increased acceptance by the general
public. Another way to increase legitimacy is by involving the London boroughs through multilevel
planning.
5.7

Identification of gaps

In order to promote cycling, all the barriers presented in section 5.2 should be addressed by the policy
package. The current policy setting has been assessed and covers most of the identified barriers as could
be seen in the analysis of the policy instruments. The only barrier that is not addressed with the existing
policy instruments is the lack of adequately trained, experienced and motivated staff to implement
effective schemes in the borough. This can be covered by providing practical workshops and increased
support to the civil servants in relevant topics.
It should also be noted that a significant gap has been identified regarding the focus of London’s cycling
policies: most of the policies are aimed at promoting cycling in the inner city of London, whereas the
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Outer regions have both tremendous potential (TfL itself highlights that two thirds of the potential to
increase cycling in London is in the outer regions) (CPRE, 2011). The Biking Boroughs policy seeks to
address this, but with such small scale capital made available to those boroughs selected, it would appear
not to go far enough. Hence, this requires that the the spatial focus of the policy package be adjusted
and enlarged.
6.

Improving the existing package

A list of policy recommendations is presented based on a literature review, taking specific examples
mainly from Pucher et al (2010) and Pucher and Buehler (2008) in order to complement the existing
policies.
6.1

Additions to existing package

●

Cycling promotion: Although TfL campaigns to raise public awareness of cycling, and thus
increase its attractiveness through changing the existing cultural setting, a focus change, to the
health benefits of cycling and targeting of specific groups (such as overweight middle-aged men
with pot-bellies who need more exercise) could produce better results. Other suggestions for
promotion of cycling include encouraging children to bike to school, as well as providing special
fun programmes for young children which distribute free bike accessories and other gifts, the
implementation of ‘Bike to work’ days in companies (as part of the Cycle to work Scheme) and
the stimulation of electric bike use targeted at the elderly. In this way biking will be seen as a
common and more accepted means of transport for people all ages.

●

London Cycle Network: As part of a coordinated campaign, appropriate maintenance of the
London Cycle Network is vital. A harmonised, colour-coded sign system for cyclists would
increase the attractiveness of cycling and provide cyclists with accessible and visible information
thus increasing feelings of safety. To increase the convenience of cycling, air pumps could be
placed in the city centre as part of the cycle network. Also, the network should implement
intersection modifications (e.g. Cyclist short-cuts to make left-hand turns before intersections
and exemption from red traffic signals at T-junctions) and priority traffic signals for cyclists,
including green waves (where traffic lights are synchronised at bike speeds, assuring consecutive
green lights for cyclists). These measures would increase cyclists’ speed, while cutting the
amount of time spent waiting, thus making cycling more convenient and attractive.

●

Cycle to work Scheme: To make the Cycle to work Scheme more complete, parking and
shower facilities at work should be encouraged, as they have been proved to have significant
impacts on increasing cycling to work (Wardman et al, 2007). Also, free bike loans from
companies to employees for short business trips could provide further encouragement, while
cycle pooling might help promote a cultural shift, as cycling together can be seen as an extra
stimulus.

●

Traffic calming Scheme: In order to increase bicycle convenience, certain streets should give
bikes have absolute priority over cars.
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●

6.2

6.3

Safety Action Plan: Traffic education and training are very important in increasing safety and
uptake of cycling. For example, compulsory cycle-proficiency courses in safe and effective cycling
for all school children could form part of their regular school curriculum, with a final test by the
traffic police. Meanwhile, stringent training of motorists to respect pedestrians and cyclists (e.g.
through a specific module during the driving exam) would help to change the cultural setting and
increase road safety. By training both the cyclists and other road users the cultural setting and
safety barriers are addressed.
New policy instruments

●

Public participation in bike planning: As part of the Biking Boroughs initiative, public
participation should be encouraged, for example through regular surveys of cyclists to assess
their satisfaction with cycling facilities and programmes and to gather specific suggestions for
improvement. Another suggestion would be the implementation of bike councils that provide a
platform for opinion exchange among stakeholders from businesses, the bike industry, the city
administration, research institutes and universities, bike experts and civil advocacy groups, which
would lead to information access and awareness.

●

Legal issues and traffic laws: There should be provision of legal protection for children and
elderly cyclists, as well as legal priority for non-motorists and strict enforcement of cyclists’ rights
by police and courts; in this way, motorists would be required to drive with special attention to
cyclists. Motorists should be assumed by law to be responsible for almost all crashes with cyclists
(especially concerning children and the elderly), which is not the case currently in London, where
the cyclist is often liable.

●

‘Park and bike’ and ‘Ride and bike’: TfL should provide discount bike rentals from motorists
and public transport users who continue their journey cycling.
Re-targeting

As can be seen in Figure 1, the difference between current (2006-2010) trends in cycling and the stated
targets is minimal. Comparison with other cities is interesting in this context. Vienna achieved growth
from 2-5% of total journeys by bike within just ten years, and the target of 8% has therefore been
bought forward from 2023 to 2015. Berlin achieved growth from 5% in 1990 to 11% in 2009 with little
effort, and has a target of 16% by 2026, while other German cities have similar targets (Munich – 17%
by 2023). Even in New York, commuter cycling increased 221% between 200 and 2009. (CPRE, 2010).
Set against this background, we recommend an ambitious target of 20% of all journeys in London to be
made by bicycle in 2031. This renewed target can be seen in Figure 6.
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Figure 6. Comparison of declared targets set by TfL with the continued (autonomous) trend and the new target set by this report
(data from TfL, 2010. Projections taken from GLA, 2010 and TfL, 2006)

7.
Monitoring plan modified policy package
This section describes how the renewed policy package, which includes the policies that are already
implemented, will be implemented and the policies proposed in this assignment will be monitored. A
monitoring plan will help provide the right data to measure the effectiveness of the package to indicate
where adjustment of the policies should take place.
7.1
Design
Monitoring and evaluating seeks to establish the net effect of policy package intervention in reaching the
stated goal(s). It is, therefore, important to gain insight into the functioning and interactions of the
variables. As described in reconstructed policy theory, policies have an effect on the indicator variable (in
this case the number of cycle journeys) through different mechanisms. However, external factors can
also have an effect. The effectiveness of the policy can be defined as a net effect due to the policy
package. Hence, the increased number of cycle journeys that can be attributed to autonomous change
must be subtracted from the total number of journeys to give the added effect of policy.
Therefore it is important to operationalise these factors. If the external factors can be accounted for, a
causal relationship between the means (policy package instruments) and the goal (increased number of
cycling journeys) can be established.
7.2
Operationalisation of external variables
External variables which influence the number of cycle journeys include:
• Socio-economical landscape
o Population growth and distribution
o GDP per capital: national statistics
o Prices of fuel: national statistics
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•
•

•

Average commuting distance. This can be measured by analysing the average length in
distance between residential and working locations.
Climate change. Changing weather conditions (especially a hotter, drier climate) can be
expected to lead to different choices of means of transport. This can be measured by changes in
yearly averages of precipitation (intensity) and temperature.
Presence of visitors (tourist and visitors who are used to cycling). National statistics on the
number foreigners staying in London and their duration of stay.

7.3
Establishing causality
In order to monitor accurately the effectiveness of the policy package, it is important to establish
causality between the policy instruments and the indicator variable. To establish causality, three criteria
should be present (Rossi et al., 2004). First of all, the relation should be asymmetric. This implies that the
cause (the adjusted policy package) should have preceded the effect: an increase in cycle journeys.
Another important criterion is covariance, which simply refers to the fact that the cause should be related
to the effect. Lastly, the criterion of non-spuriousness should be met. This means that no other plausible
explanations, other than the program, could be able to explain the effect. When bringing these criteria for
establishing causality back to the presented study, the policy package should be the sole identified cause
of the increase in cycle journeys. To recapitulate, the time-series design would assure that the
asymmetry criterion is met, the covariance criteria will be met as a result of measuring the different
variables proposed and lastly, non-spuriousness is established by means of a sound operationalisation of
exogenous and external effects.
8.

Conclusion

In this paper, existing policies aimed at increasing cycling journeys in London were analysed by means of
different methods. First of all, the barriers and drivers for the different actors involved in cycling policy,
such as current and future cyclists, and Transport for London (TfL) were identified. By means of
Hoogerwerf’s method on policy reconstruction, final and causal relations were distinguished and made
visual in a diagram. This allowed for a thorough analysis of the underlying assumptions and whether the
policies, investigated as a package, addressed the barriers as identified earlier. After our analysis, it
became clear that the existing policy package is well formulated and addresses most barriers for cycling
in London. Nevertheless, several propositions for modifications and complementation were be made.
Modifications were proposed to enhance the efficacy of the following policies: Cycling Promotion, The
London Cycling Network, Cycle to Work Scheme, Traffic Calming Scheme and Safety Scheme.
Furthermore, new policies to increase public participation (for example through regular surveying and the
implementation of Cycling Counsels) were proposed. Additionally, the apparent focus of the existing
package on increasing cycling journeys in inner London should be complemented by a broader focus
which also includes the outer regions of London, as most potential for improving cycling journey rates
can be achieved here. Also, cyclists’ rights should be enhanced further by sharpening enforcement and
liability laws in which cyclists should have legal priority. Lastly, the introduction of Park and Cycle transit
stations, where people using motorised means of transport can shift to cycling through bike hire, were
recommended. This would require a tactical extension of the Barclays Cycle hire scheme.
A final recommendation for improving upon the current situation in London would be to set a more
ambitious target, as for example has been set by Denmark for Copenhagen. The effects of this city’s
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cycling policy can be seen in a tremendous growth in cycle journeys. Setting ambitious targets is a first
step in making a significant shift towards a sustainable transport system.
To monitor the extended Cycling in London policy package, a monitoring method has also been provided,
which allows for assessment of the net effect of the extended policy package against the autonomous
situation without policy influence.
9.

Discussion

Transport for London has extensive policies on an integrated, sustainable transport system, forming an
all-encompassing spatial-planning program for the London region, of which cycling is just one part. By
isolating the separate policies that could have a positive or negative effect on cycling journeys in London,
we acknowledge that it is possible that policies have been placed out of their designed context – the
congestion charge, for example, would not normally be seen as part of a cycling package.
Furthermore, it should be pointed out that assessing and monitoring the effects of the policy package ex
post and ex ante is a real challenge. This is caused by the fact that many policy instruments within the
policy package were introduced gradually after the inauguration of Transport for London in 2000, and
that even before that time, some policy instruments have already been implemented, such as parts of the
London Cycle Network.
It is also worthwhile to note that learning from best practices in other (European) cities can on the one
hand point at ‘low hanging fruit’ cycling promotion policies, whereas on the other hand, different
countries and cities can have a completely different cultural setting, which might cause the effects to
differ significantly. Achieving a change in culture, which requires significant changes in perception and
behaviour, is perhaps one of the most difficult policy goals to achieve. Accurate and continuous
monitoring- and evaluation efforts are therefore vital in ensuring the success of London’s cycling policy.
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