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Analysis of Cycling Potential
Introduction

This document presents the selts of analysis carried out to understand the potential for growth in
cycle travel. The goal of this analysis is to better understand the nature of this potential, in terms

of what type of trips, people and ples offer the best opportunitjor growth. Tte analysis aims to

make the best use of available d&wainform policy developmend it has been carried owtt TfL

using existing data sources. This report does not seek to present a complete picture of all aspects
of the potential for growth; in partid¢ar, there is potentigbeyond that identified by this analycs

increase cycling as a leisure activity, as a method of accessing other public transport modes, and
for those visiting London. Nevertheless, the data provides a unique and fascinatingmbsigh
cycling potential, and can help the Mayor, Tf
that provide good value for money whilst meeting the needs of London residents.

Policy Context

The Mayor has decl aredrbvel atmoaob del Loedbnghb
400 per cent increase (from 2001) in the number of cycling trips and a 5 per cent mode share for
cyclingl n 6Cycling Revolution L ofordandodtp betcomea May or
cyclised city: one wére people can ride their bikes safely, enjoyably and easily in an environment

that embraces cycling. Making this a reality requires that physical and cultural changes are made in
the city, demanding further investment, strong partnership working acre<sapital and

continued political leadership.

2010 is the Year of Cycling and has seen the launch of two Cycle Superhighways to Barking and
Merton and theCentral London Cycle Hire schenpa@ongside numerous events and initiatives

Thirteen outer London houghs have chosen to become Biking Boroughs and are developing
strategic plans to deliver real change for cycling in their local &nghe. mediurmterm, the Mayor

has declared his intention to launth moreCycle Superhighways and to explore optiars f

expanding the Cycle Hire scheme. Significant investment is also planned for cycle parking, smarter
travel and Greenways. In the longer term, TfL must develop policies which can deliver substantial
mode shift; current barriers, in terms of infrastructurdormation and attitudes, will need to be
overcome to achieve this.

Introducing the analysis

Researchers across TfL have been working together to gather evidence on how TfL and the
boroughs can del iTwemnew tbosdavidbaen davdep présanted rerdn

support the development of cycling policgyeparately and in combination, these new analytical

tools provide TfL with an insight into where the greatest potential to increase cycling can be found.
The first,an Analysis of Cycling tmtial, i s derived from TfLO&ds Londc
(LTDS, 2005/06 to 2007/Q@nd seeks to identify current trips whicbuld reasonably be cycled

all the waybut are not cycled at presentheSurveyprovides an inslg into how Londoners travel

and includes 19,000 households and 42,000 residdmts.analysis of cycling potentsgeks to

guantify the nature and extent of the potential for cycling in London, by identifying trips made at
present by other modes, and assessing whether they coulehpiatly be cyled, based on a set of
criteria about the person and trip.
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The second tool is a bespok&ycle Market Segmentatican analysis derived from a range of data
sources thaevaluaesthe influences over travel behaviour in order to idermégpde most
amenable to cycling in future and most likely to cycle at present. The segmentation is a geo
demographic classification based upon full postcode, so that each postcode is classdiede

of seven segmentaccording to the average characterst its residents. Because postcode
zones are very small, resident populations tend to be highly homogeneous and therefore such
classifications can be used with a reasonable degree of accuracy to predict the likelihood of an
individualor householdo exhbit a particular behaviour, characteristic or attitude. The market
segmentatiorutilises behavioural and attitudinal data aadh be used to identify who is in the
ear markei f o r and wherk thay ive, ensuring that interventions are suitabkadoneeds

of local people.

Structure of the report

This report describes thiendingsof this analysis and identifies the people and places across
London which can benefit most from the Mayor

Chapter 1 describes the method usedidentify potentially cyclable trips, trips made by London
residents whicltould reasonably be cycled all the wayt are not cycled at present. It presents a
summary of the potential for cycling in terms of the nature of trips being maadeompaesthe
characteristics of potentially cyclable trips with current cycle travel.

Chapter describes where potentially cyclable trips are being made, identifying those locations
with the greatest potential for cycling growth. It presents analysis of areas cogtdérise
0clustersod of potentially cyclable trips.

Chapter 3 presents analysis of cycling potential at aregibnal and borough level. The London

subr egi ons provide a | evel of Londonds geograp
the congderation of transport challenges and solutions on an area basis. Analysis has been carried
outatasubr egi onal and bor ou g-Regioraliendspott Blans amd borough T f L
Local Implementation Plans.

Chapter 4describes who is making potiadly cyclable trips and compares their characteristics with
current London cyclists. The Chapter explores the demographic characteristics of those making
potentially cyclable trips and assesses the potential for growth that remains amongst those who
currently cycle, and those who do so frequently.

Chapter5 nt roduces TfLO&ds new Cycle Mar ket Segment
data sources thatvaluaesthe influences over travel behaviour in order to identify households

most amenable to ayling in future and most likely to cycle at preseAnalysis of the potential for

cycle travel by market segment is presented in the Chapter, with a particular focus on the two
segments with the greatest propensity to cycle at present and most amemabtyeling in future.

Finally, Chapter 6 describes the wider implications of the analysis for cycle policy development,
drawing conclusions about how TfL dnd n d bano@ighs can maximise the potential available to
them.
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Executive Summary
Purpose of the eport

The Mayor has declared his aim of delivering
400 per cent increase (from 2001) in the number of cycling trips and a 5 per cent mode share for
cycling. This report presents the results of analgaisied out by TfL Group Planning to understand
the potential for growth in cycle travel and the nature of this potential, in terms of the type of trips,
people and places offering the best opportunity for growth. The analysis draws on two new tools
devebped by TfL which, separately and in combination, provide a fascinating and unique insight
into where the potential to increase cycling
boroughs plan effective and good value for money policy intervention

Analysis of potentially cyclable trips

The Analysis of Cycling Potential is derived
2005/06 to 2007/08) and seeks to identify current tiggch could reasonably be cycled all the

way, but ar e.Adripis definedpas a&omeay movement from one place to another to
achieve a single main purpose. More than one mode of transport may be used during a single trip;
this analysis looks at trips currently made by a mechanised mode (car or public tathsypor

could be cycled all the way. The potential for part of a trip to be cycled is not explored in this
analysis.

All trips currently made by mechanised modiese been assessed according to a set of criteria
based upon the characteristics of currgntcled trips. This is not intended to act as a limit on the
potential for growth in cycle travel; TfL recognises that many of the trips excluded by the filters
could and would be cycled. Equally, there is much we do not know about the trips anckilyis lik
that many of the trips identified here as potentially cyclable could not in fact be cycled in practice.
Nevertheless, the filters are designed to reflect the characteristics of the majority of trips currently
made by Dbicycl e andd taoc ti daesn teosdikelytdbe soekidetadi upnsb
cyclable by most people

In total, 4.3 million trips per average day have been identified as potentially cyclable, equivalent to
23 per cent of trips by all modes and 35 per cent of trips by mechamselés. Analysis of the
characteristics of these trips shows that:

¢ Nearly two thirds of potentially cyclable trips are currently made by car with the remainder
largely made by bus;

e Four in ten potentially cyclable trips are made for shopping and Igsupeses and just under
a quarter for work purposeand

e Of the 4.3 million potentially cyclable trips made every &y millionwould take less than®
minutes for most people to cycle.

The greatest unmet potential for growth can be found within ouberdon- 54 per cenof
potentially cyclable tripsand only 5 per cent of the o6tot al
cycled, compared to 14 per cent of that for central Londdefined as the Central Activities Zone,

4
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broadly equivalent to Zone &)d 9 per cent for inner Londom.h e 6t ot al potenti al
the total number of trips currently cycled added to the number of potentially cyclable trips.

e A high density of potentially cyclable trips are made within central and parts of inner London
and around the outer London metropolitan town centres.

e A higher proportion of mechanised trips made by residents of inner London are potentially
cyclableyetthere is greater potential in outer London, simply due to the size of the region.

e Currently, narly half of all cycle trips have an origin or destination in the Centraiegidn
(includinghe Cities of London and Westminster, the boroughs of Camden, Islington,
Southwark and Lambeth and the Royal Borough of Kensington & GHalseanparison,
potentially cyclable trips are more evenly dispersed across London, although the Central sub
region still accounts for around a quarter of the total.

Identifying the cycling market

A simple comparison of those making current and potentially cyclable trgvgsstimat, whilst

frequent cyclists are typically white, male, between 25 to 44, and bigher than average income,
much of the potentiatomes from women, ethnic minorities, younger and older people, and those
on a lower incomelNevertheless, there remas significant potential for growth amongst existing
cyclists and people similar to them.

TfLOs new Cycl e Marokdesa mbBre sophesticdteal tmethmaof undestanding
who cycles at present and who is most amenable to cycling in fulbeeCycle Market

Segmentation is derived from a wide range of survey and demographic data and allows all London
postcodes to be classified into seven segments based upon the average characteristics of their
residentsKkey sources of da Travel DemandSuhey, NMarket Sesgment@tiord o n
Survey and the annual Attitudes to Cycling Survey.

The segment most | ikely to cycle at present a
Livingd, making up 23 per c atrmatedirocéntral dan@inneron d o n
London and in the metropolitan town centres.

expected to generate 4.6 times as many cycling trips as a postcode of comparative population
classified as 6 Cogmifipdenst likdyltoeycl®lat ur i t yd, t he

It is possible to combine the datasets aidéntify potentially cyclable trips made by those in the
segments most amenable to cycling. THigseEdan b
below shows potentially cyable trips by origin made by those in the top four segments by

propensity to cycle.
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Figure E1 Potentially cyclable trips by origin, top four segments by propensity to cycle

Potentially Cyclable Trips
Per grid of 0.25 sq km

1 500
= 1,000
W 1,500
M 2,000
W 2,500

SourceCycle Market Segmentation, TfL 202®alysis of Cycling Potential, Ladon Travel Demand Survey 2005/06 to 2007/08

Implicationsd moving from analysis to policy

In summary, drawing upon the research evidence presented in this report and other research
evidence collected by TfL in recent years, this report concludes:

e The Mayohas set an ambitious target to increase levels of cycling in Loogld00 per cent
by 2026. D achievehis it would ke necessarjor one in every six potentially cyclable trips to
be cycled each day, throughout the ydaased m the trip volumes of tody.

e Frequent cyclists already make the majority of cycle trips in London, but there remains some
potential for growth, particularly for the journey to work

e There remains significant potential to increase cycle trip making amongst existing infrequent
cyclists d safety, traffic and lack of facilities are the greatest barriers to this

e Cycling remains a minority activiy her e ar e many peopl e who are
not currently cycle, offering excellent potential for growth in cycle travel

e The cycle mode share in central London is already close to 3 per cent and there is the potential
to achieve a mode share in the centre of the Capital to challenge that of other major European
cities

e Beyond the centre, the potential to increase cycling iscentrated in pockets around the
outer London metropolitan town centres asdme inner London major centréoroughs in
these locations are well placed to deliver radical change
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Regions expecting significant growth in population and employment hagpgbeunity to
6design ind a high cycle mode share through

Huge potential exists in highly dispersed trips across outer London, demonstrating the
continued need to maintain investment in interventions targeteahdtable to reach all
Londoners

Whilst the best potential may come from targeting existing cyclists and those most similar to
them, noncyclists can be encouraged to cycle through measures designed to encourage leisure
travel bringing long term transpdmenefits and shorter term benefits to health and community

Further information

For enquiries about the content of this publication, please contact:

TILenquiries@tfl.gov.uk

Tel: 020 7126 3678

Strategic Analis, Group Planning
Transport for London

oth floor, Windsor House

42-50 Victoria Street

London SW1H OTL


mailto:TILenquiries@tfl.gov.uk
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Chapter 1 Identifying the potential for growth in cycle travel amongst Londoners

Key findings

e The Analysis of Cycling Potential seeks to identify trips currently made by mechanised m
whichcould reasonably be cycled all the wayt are not cycld at present, based upon the
London Travel Demand Survey 2005/06 to 2007/08.

e 4.3 million trips currently made by mechanised modes have been identified as potentially
cyclable, 23 per cent of trips by all modes and 35 per cent by mechanised mode.

¢ Nearly twothirds of potentially cyclable trips are currently made by car and four in ten
potentially cyclable trips are made for shopping and leisure purposes

e There are 3.5 million potentially cyclable trips made every day which would take less that
minutes formost people to cycle.

This Gapter describes the method uséalidentify potentially cyclable trips, trips made by
London residents whicbould reasonably be cycled all the wayt are not cycled at present. It
presents a summary of the potential for cycling in terms of the nature of trips being made and
compares tle characteristics of potentially cyclable trips with current cycle travel.

Identifying potentially cyclable trips

Between 2005/06 and 2007/08, London residents made an average of 18.5 million trips per day by
all modes.Of these, around 300,000 were alrgacl/cled and 5.8 million walked. The remainder,

12.4 million trips, were made by mechanised maqgesnarily car, bus, underground and rHllis
analysis explres whether or not these tripgurently made by mechanised modesuld

potentiallybe cycled. Bch trip is assessed according to a set of criteria based on the
characteristics of currently cycled trigbe filters are designed to reflect the majoritytops

currently made by bicycl@able 1.1describes the filters applied to the analyarsdFigure 1.1

shows their impact

Tablel.1 Filters applied to trips made by mechanised modes

Filter Proportion of currently cycled trips
Person carrying a heavy or bulky load 70% of cycle trips are unencumbered
Trip is longer than 8km 94% of cycle trips areurrently below 8km

Trip would take over 20% more time to cycle | Based on a reasonable value of time estimate

Traveller is over 5 and under 64 95% of cycle tripsnade by people in this age group

Trip is made between 8pm and 6am 93% of cycle trips are b@een 6am and 8pm

Traveller has a disability affecting their travel | 96% of cycle tripsnade by those without a disability

Trip made by van, diaride, plane or boat Tripsby these modesiot considered switchable

Source: Data for current cycle tripsskd upon London Travel Demand Survey 2005/06 to 2007/08

8
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Figurel.l Mechanised trips excluded as not cyclable, by reason for exclusion

4,000,000

3,500,000 | 3411000 3344 090
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O a T T T T T T L

Heavy or Longer than Takes >20% Under 5 or Overnight Disability Minor modes
bulky load 8km longer over 64

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
Note: The filters overlap, so ¢hsum of excluded trips is less than the sum of each

CAVEATS I

The filters are intended to act as a o6rull
As a result, somerips are excluded which could, in fact be cycled. In particular, keen cyclistsI
generally cycle faster and further than average, and so would be willing to cycle trips excludﬁI
as not potentially cyclable. I

I

I

I

I

I

I

I

I

I Itis also the case that there is much de not know about the trips identified as potentially

' cyclable and the people making them. In particular, we do not know who the person may be

: travelling with or what else they are doing on that éople who in actuality are travelling as a,

; group are  necessity treated separately in this analysis. Thereforeef the trips identified asi

| potentially cyclal# could not, in fact, be cycled. |
I

: The analysis is limited to trips made by London residents (excluding those who travel to Loni

 from elsewhered work, shop and use services) and to trips which could potentially be cycled

| the way. Therefore, any potential for increases in cycle travel for parts of trips, such asifter !

I not captured here. Note that this will particularly understategbeential for growth in cycle trave:

I

I

I

I

I

I

I

I

I

I

in central London, which receives a high volume of daily visitors. :

Finally, note that it is necessary to draw on a wider range of data sources in cld®rto :

conclusions about whether or not these trips could or waudehsfer to cyclingor under what
circumstances such a change might happen. The Cycle Market Segmentation tool provides |
evidence on the likelihood of mode shift for an individual. It is worth noting that around three
ten London residents consistdy say that cycling is not for them under any circumstances; anj
potentially cyclable trips made by this group are highly unlikely to ever be cycled. I
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In total, 4.3 million trips per day currently made by mechanised modes were identified as
potentially cyclable, equivalent to 23 per cent of trips by all modes and 35 peotgips by
mechanised modeg:igure 1.Zummarises the results of the analysis.

Assuming that the Ototal potentiald is the su
and noting that London residents currently make 300,000 cycle tripsy@verage dathis

amounts to 7 per cent of potentially cyclable trips actually being cycled. This excludes trips which

are currently walked but could be cycled, reflecting the Mayoral goal to increase the overall mode
share for active travel modes.

Figire1.2 Process to identify potentially cyclable trips

6.1m trips made
by walk & cycle
excluded

8.1m
trips excluded as
not suitable for
cycling

mechanise(

4.3m

Potentially
cyclable trip

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
Potentialy cyclabletrips by current mode

Nearly two thirds of all potentially cyclable trips aterently mae by car, just fewer thaiour in

ten of the car trips made in London by London residents. This reflects the high number of very
short car trips made in London and especially in the outer London boroDghs modal basis,

trips made by Underground andl naere the least likely to be potentially cyclable, and bus trips

were the most likely. This reflects both the average distance travelled by these modes, and the
relative speeds: rail trips are largn average and rail travegigcker than travellingytbus

meaning that they are more likely to have been excluded as being longer than 8km or taking more
than 20% longer bgicycle Figurel.3hows the proportion of trips by each mode that were
assessed as potentially cyclable, d&idurel.showspotentidly cycldle trips by the mode

currently used to make the trip.

10
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The current mode used for potentially cyclable trips varies considerably by the location of the trip.
Three quarters of potentially cyclable trips with an origin and/or destination in outdoh@re
currently made by car, compared to 46 per cent of those in inner London and only 15 per cent of
those in central LondorBus accounts for most of the remainder. More than half the potentially
cyclable trips made by Underground and rail were wadéintral London or between central and

inner London, presumably reflecting the greater distances between stops further from the centre.

Figurel.3 Trips by each mode identified as potentially cyclable or otherwise

Potentially cyclable m Not cyclable Potentially
‘ cyclable trips:

modes ‘
0% 20% 40% 60% 80% 100%

Source: Analysis of Cycling Potentiaindon Travel Demand Survey 2005/06 to 2007/08

Figurel.4 Potentially cyclable trips by current mode

Underground and Other, 5%
rail, 7%

Bus, 26%

Car, 63%

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Current and potential cycle trips by purpose

Currently, cycle tnzel is disproportionately for work purposes; 38 per cent of cycle trips are made

for work compared t@nly 23 per cent of tripsy all modes. In comparison, work accounts for

under a quarter of potentially cyclable trips, which are much more likely theanttrips to be for
education and other purposes, such as personal busifeftecting this, at present around 10 per
cent of the O6total potentiald (currently cycl
already cycled, compared to only®4 per cent of the potential for education and other purposes.
Figure 1.5howsthe proportion of the potential currently realisemy summary journey purpose
andFigurel.&hows the number of potentially cyclable trips by detailed journey purpose.

Figue 1.5 Current and potential cycle trips by journey purpose

m Currently cycled Potentially cyclable

Potentially
‘ cyclable trips:

Shopping and Ieisurw.

93% 1,722,000

Work - 90% 1,051,000

Other “ 96% 776,000

Education Fo 97% 772,000
| |

0% 20% 40% 60% 80% 100%

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Figurel.6 Potentially cyclable trips by journey purpose
Shopping & |eisuré# 1,721,900
Leisure | 938,40
Shopping | | 783,500
Work # 1,050,900
Usual Workplacei 812,500
Other work | 196,800
Drop off/pick up- work = 41,600
Education mss—— | 772,200
Education | 396,500
Drop off/pick up- education ] 375,700
Other | —————— 775,800
Drop off/pick up- other | 335,800
Personal busines: | 320,300
Worship == 86,000
Other | 19,400
Home | 13,800
Hotel/holiday home | 500
400,000 800,000 1,200,000 1,600,000 2,000,000

Source: Analysis of Cycling Potential, Londeewv&l Demand Survey 2005/06 to 2007/08
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Current and potential cycle trips by day and time

Reflecting the proportion of current cycle trips made for work purposes, half of all current cycle
trips are made during the weekday peak periods. Potentially cytiaislare somewhat less likely

to be madeduring the weekday peak periods and somewhat more likely to fall during the weekday
inter-peak(seeFigure 1.7)Broadlythe same proportion of current and potentially cyclable trips is
made at theveekend(22 percent compared to 2¢er cent)More potentially cyclable trips are

made on araverage weekddy.5 million than a Saturdgy.2 million or Sundag3.6 millior). In
comparison, current cycle trips are somewhat less likely to be made on a Sahadayunday,
although this magimplybe the effect of small base sizes for weekenletrips.

Figurel.7 Potentially cyclable trips byime and day

35%

m Potentially cyclable = Current cycle trips

30%
28%

29%
26% 0
- 4% 25%
22%
20%
15% -
0 -l 12%
0, 0
10% 11%
10% - —
5% - —
0% - ; ; : : ‘

Weekday am peak  Weekday- Weekday pm peak Saturday Sunday
interpeak

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Current and potentiatycle trips by distance and time taken

Figure 1.&ompares current and potentially cyclable trips by distance. This showsdtettglly
cyclable trips are longer on average than currently cycled trips, and a much lower proportion are
below 2km in lendt. Two thirds of all current cycleips are less than 2km in length, compared to
only 39 per cent of potentially cyclable trip
distance is realised, compared to only around 4 per cent for Idriger Nevertheless, this still
represents significant potential: there are fewer than 200,000 current cycle trips below 2km but 1.6
million potentially cyclable trips at this distandéery short potentially cyclable trips are

particularly concentratechiouter London; nearly seven in ten potentially cyclable trips under 2km
have an origin and/or destination in outer London, 42 per cent of all potentially cyclable trips made
in outer LondonAgain, this reflects the prevalence of short car trips in outerdon and the

relatively lower walland cyclenode share.

13
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Figurel.8 Current and potential cycle trips by trip distance (crdly)

70%

66%

60% -

m Potentially cyclable trips

Current cycle trips
50% -

41%

40% | 39%
30% -
23%
20% 20%
b
I 11%
10% - —
0% T T )

Under 2km 2km to less than 5km 5km to less than 8kmr

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Figure 1.%hows the profile of ptentially cyclable trips by distanc&he majority of potentially
cyclable trips are between 0.5km and 3km in lengtte average cycle speed is assumed to be 15
kilometres per hourConsequently, more than half the potentially cyclable trips would take
between 2 and 12 minutes to cycle.

Based upon this estimatieaverage speea trip of 2km would takaround 8 minutes, of 5km

around 20 minutes, and of 8km around half an hour. A more experiendier cyclist would be
expected to achieve higher averageeds. In total, there are nearly 3.5 million trips made every
day in London which would take less than 20 minutes for most people to cycle. It is notable that
15km per hour is faster than average peak hour road speeds in central London and only a little
lower than peak speeds in inner London (around 18km per hour).

Furthermore, cycle jouays tend to be more predictablRe sear ch carried out b
Network Performance team concluded that cycle journey times are highly consistent per rider, and
largely independent of traffic conditions and time of day. The research used GPS to track the

journey times of eight cyclists on their regular route to work over a period of several days; on one
example route, Colliers Wood to Victoria, teeme 9.4km ouiound journey was completed on
nineseparate occasions and the variation between all those journeys was 53 seconds on a journey
time of 30 minutes This was typical of results across the different routes (RNPR Traffic Note 11

Cycle Journey Time Reliability).

On average, potentially cyclable trips with an origin and/or destination in central London are longer
than those with an origin and/or destination elsewhere in London: 46 per cent are between 5 and 8
km compared to only 20 per cent overall. This suggeststtiere is considerable potential for time
savings to be achieved.

14
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Figurel.9 Potentially cyclable trips by trip distance (crefhy)

600000

860k between
km and 8km

0 0.5kmto 15kmto 25kmto 3.5kmto 4.5kmto 5.5kmto 6.5kmto 7.5km to
<1km <2km <3km <4km <5km <6km <7km <8km

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Chapter 2 Where is the greatest potential for growth in cycle travel ?

Key findings

e A quarter of potentially cyclable trips are made within inner London, 54 per cent within ou
London and 9 er cent travelling between the two regions.

¢ A high density of potentially cyclable trips are made within central and parts of inner Lonc
and around the outer London metropolitan town centres. In particular, more than 30,000
potentially cyclable trips haan origin or destination in each of Croydon, Ealing, Bromley a
[Iford town centres.

This Chapter describes where potentially cyclable trips are being made, identifying those locations
with the greatest potential for cycling growth. It presents analysis of areas dngtdense
0clustersod6 of potentially cyclable trips.

Location of potentially cyclable trips

Between 2005/06 and 2007/08, London residents made an aver&@@& ©00 cycle trips per day.

Of these, themajority £92,800,63 per cent) had an origin and/or dedion in central or inner

London and a quarter involved travel to or from central London from elsewhere in Ldfigore

2.1 compares the origin and destination of current and potential cycle ttijgsclear that in

particular there is a great dedlummet potential within outer London as only 5 per cent of the
0total potential®é of trips with an origin and
compared to 14 per cent of that for central Lomdand 9 per cent for inner London.

Figure2.1 Origin and destination of current and potential cycle trijpoondon residents

60%

54%

50%

m Potentially cyclable trips

Current cycle trips
40%

36%

30%
30%

24%

20%
20% -

0 8% 9%
10% o 6%
3% " I 0062 I 2% 104
09 ‘ ‘ ‘ A ‘ -
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
Note: Central London defined as the Central Activities Zone, broadly equivalent to Zone 1
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The map presented iRigure2.rovides a summarnyf where potentially cyclable trips are being
made. There iparticulampotential for growth in a numbef different markets: short hops

central London (around 100,000 trips); commuter trips from iandrouter London to central

London (nearly 400,000 trips); and local trips in inner (1 million trips) and outer London (more than
2.3 million trips)Note that this analysis includes London residents only. Central London attracts a
vast number of notLondoners every day, coming to work, shop and use the many services unique
to the Capital city. Therefore, the real potential for cycling in this area may be considerably higher
than is represented here.

Potentially cyclablerips with an origin or destination central London wertvice as likely as trips
made elsewhere to be for work purposes (44 per cent compared to 22 peramaainting for one
in five potentially cyclable trips made for work purposes.

Figure2.2 Origin and destination of potentiallyyclable tripsmade by London residents
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centralLondon
0.4%

central- 8%

3%=tr
Qf\ /4'”
Within inne
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
Note: Excludesnom esi dents therefore ©6Bet wéipshy lomdondesidentaanly Centtaimmadonwdefinedeadthei nc |l ude s
Central Activities Zone, broadly equivalent to Zone 1

As shown irFigures 2.4 and 2d&verleaf around a quarter gdfotentiallycyclable trips originated in
L o n d d&IndemationalMetropolitan and Major town centresrips are cocentrated in the
West End(130,000and Knightsbridgé&0,000) in central London andkitburn (31,000),
Hammersmith (27,000) and Lewisham (23,00@nerLondon.7 per cent of potentially cyclable
trips originatedn the 11outer London Metropolitandwn centres, shown iRigure 2.3
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Figure2.3 Potentially cyclable trips with an origin in the outer London Metropolitan town centres
London residents
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Figure2.4 Potentially cyclable trips by trip origir_ondon residents
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Figure2.5 Potentially cyclable trips by trip destinatioh.ondon residents
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Source: Analysis of Cycling Bntial, London Travel Demand Survey 2005/06 to 2007/08

Areas with high density cycling potential

The cycl i mga p oshavpisFgards 2.4 and 2ghow a high density of potentially

cyclable trips in some centrahd inneiLondon boroughs, pacularly the City of London,

Westminster, Kensington and Chelsea, Camden, Islington, Lambeth and Hammersmith and Fulham.
The Barclays Cycle Hire Scheme will cater for much of the potential for short trips within central
London, whilst the Cycle Superhighays will deliver commuter cyclists into the city centre from

inner London and beyond.

By analysing areas with a high density of potentially cyclable trips, and understanding the nature of
such trips and the people making them, it is possible to identiggd where intensive

interventions could provide value for mon&jore than half of the potentially cyclable trips are

local trips dispersed across inner and outer London, marked in yellow and green on the heat maps
demonstrating the continuing need fataérventions that can reach a dispersed population
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Inner London beyond the Cycle Hire zone

Analysis has been carried out of existing potential in the area just beyond the current London Cycle
Hire Scheme zonshownin Figure2.6This areaovers approxnately 75 sq km andround half a

million potentially cyclable triphave an origin within the boundary, but outside the Cycle Hire
zone.Patrticularly high densities of trips are visible in Kensington and Chelsea and Hammersmith to
the west and in Camdemd the northern parts of Westminster to the nontbest of the zoneThe
potential is largely derived from trips made by residents of the boroughs (85 per cent of trips) and is
drawn from public transport trips, particularly those made by bus (58 per gblit fransport,

including 41 per cent bus).

Figure2.6 Potentially cyclable trips in inner London and Canary Wharf
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Beyond the centre of Londothere exist signifent clusters of potentialh some regions of inner

and outer London, as well as in and around several Metropolitan town celiraysis has been
carried out exploring in greater detail the potential for cycling in a selection of these areas. This is
summarised below.

Olympic area

This analysiglescribes the potential for cycling in an aoéapproximately 37 sq kilgingmainly

within the London Borough dflewham, as well as small parts of Redbridge, Waltham Forest and
Barking and DagenhaNearly 200,00(@otentially cyclable trips originated from this cluster,
undertaken byaround 100,00@eople.Potentially cyclable trips undertaken in this area were

shorter than average, with half under 2km compared to around 40 per cent across London, and
more likely b be made by bus, accounting for three in ten potentially cyclable trips in this area. The
vast majority of trips made in this area were made by residents of Newham, Redbridge, Waltham
Forest and Barking and Dagamh(96 per cent) and six in ten were mbayear. Half of those

making a potentially cyclable trip had a low household income of less than £20,000; there is
therefore good potential to promote cycling as a relatively low cost and efficient mode.
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The area around the Olympic park is projected toceeigmce very high growth in population and
employment over the London Plan period to 2031. This analysis only takes into account trips made
by current residents of the area; the projected growth provides considerable additional potential,
particularlygive t he opportunity to o6build ind walking
infrastructure parking and urban realm policies.

Figure2.7 Potentially cyclable trips in the Olympic area
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Source: Analysis of Cycling Potential, London Travel Demand 200&/%6 to 2007/08

Inner South Londomand Croydon

A O0spurd of high cycling potential southwards
the potentially cyclable trips, shown Figure 2.8Ths covers a large area of inneuth London,

66 sq kn in total from Wandsworth in the west to Deptford and Lewisham in the east, and reaching
as far south as Catford and Mitcham. There is
cyclable trips around Croydon town centre. This area covershefl#2 sq km and is shown in

Figure 2.9These two areas contain more than 450,000 potentially cyclabled3d8,000 in inner

south London and 119,000 in Croydaf) per cent of potentially cyclable trips were made by car

in Croydoncompared to 56 pecent in inner south Londgmwith the remainder largely made by

bus. Four in ten of those making a potentially cyclable trip in inner south London have a household
income below £20,000, so again there is good potential to promote cycling as a low cost mode.
Furthermore, Croydon is projected to experience substantial population and employment growth
over the coming decade, which can be expected to incrdaspdtentialdemandfor cycle travel
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Figure2.8 Potentially cyclable trips in Inner South London
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Figure2.9 Potentially cyclable trips in Croydon
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Chapter 3 Cycling potential by sub-region and borough

Key findings

e Currently, nearly half of all cycle trips have an origin or destination in the Centragsab. In
comparison, potentially cyclable trips are more evenly dispersed acooskon, although the
Central subregion still accounts for around a quarter of the total (note that the Central sul:
regioncomprises the Cities of London and Westminster, the boroughs of Camden, Islingtc
Southwark and Lambeth and the Royal Borough n$ikgton & Chelseit is therefore larger
than central London as defined in Figures 2.1 and 2.2).

e A higher proportion of mechanised trips made by residents of inner London are potentiall
cyclable, however, there is greater potential overall in outer wosimply due to the size of
the region.

This Chapter presents analysis of cycling potential at earsgional and borough level. The London

subr egi ons provide a | evel of Londonds geograp
the consideration of transport challenges and solutions on an area basis. Analysis has been carried
outatasubr egi onal and bor ou g-Regilomalvi@nspott Blans amd borough T f L

Local Implementation Plans.
Introducing the London swvegiors

A series of sulregional plansverepublished irmutumn2010. Thesdurther develop.ondonwide
policies as setoutinthMlay or 6 s Transpapt oBi ngt @agw t he Mayo
delivered on a local level, recognising the differentasttaristics and challenges present in each
sub-region. The SuRegional Plans provide an important link between Lomwdde policies and

the boroughsd own priorities, which wilPd) be p
and other locaplans.This chapter provides a summary of cycling potential at arsgional and

borough level.

There are five subegions: central, east, north, south and west London, shoviigare 3.1The
subr egi ons are consi der ed t o thatanyeonsidératianofy 6 boun
transport challenges and other issues has citmmsndary impacts.
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Figure3.1 Map of the London sutregions
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Cycling potential by suyegion

Table 3.1shows the total potential for cycle travel in each of the Londonsegionsto include all
trips with an origin and/or destination in the sidgion (so that trips crossing from one region to
another are counted in both regional totals). Currently, nearly half of all cycle trips have an origin
and/or destination in the central lsuegion (47 per cent). In comparison, a quarter of the
potentially cyclable trips have an origin and/or destination in thealesubregion (26 per cent) so
that relatively more of the cycle potential has been realised in the centrategzibn than

elsewhere. The North subegion has realised the least of its total cycle potential (based upon the
sum of current and potentially cyclable trips).

Table3.1 Current and potential cycle trips by sutegion of origin and/or destination
Subregion of origin ad/or Current cycle Potential cycle Proportion of
destination trips trips potential realised
Centralsub-region 144,000 1,112,000 11%
Eastsub-region 72,300 1,091,000 6%

North sub-region 27,100 732,000 4%
Southsub-region 75,800 7,064,000 7%
Westsub-region 65,600 983,000 6%
Greater London 307,600 4,325,200 7%

Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Note that the analysis includes London residents only. The Centralegibn attracts a high number oframuters and visitors from outside
London who may also cycle or offer potential for increased cycle travel.
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As shown irFigure 3.2potentially cyclable trips in the central soégion are primarily made by

bus, Underground and rail at present, whereagssacthe other sukregions the vast majority of
potentially cyclable trips are made by car. A higher than average poopairpotential cycle trips
ismade by bus in the east sugion, reflecting low levels of car ownership and use in the region.

Figure3.2 Potentially cyclable trips by mode, by stiegion of origin/destination
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Figure 3.2omparegpotentially cyclable trips with an origin and/or destination in eactdan sub
region by journey purpose. Potentially cyclable trips in the centratesgibn are more likely to be
for work purposes and less likely to be for education purposes than those in the othezgiobs.

Figure3.3 Potentially cyclable trips by jarney purposes, by subegion of origirand/or destination
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Cycling potential by borough of residence

At present, the cycling mode share by borough of residence esiedess than half a per cent in
Bromley to 8 per cent in Hackney (based on 2005/06 to 2007/08 data). However, all boroughs have
significant potential to achieve mode shift to cycling amongst Iesatlents Figure 3.4hows the
proportion of trips by mehanised modes that are potentially cyclable, by borough of residence.

On average, a higher proportion of mechanised trips made by residenteot.ondon are

potentially cyclable (39 per cent compared to 33 per cent in outer London). Boroughs with a
patticularly high proportion of cyclable trips made by mechanised modes are Islington (50 per cent),
Southwark (47 per cent) and Hackney (45 per cent) in inner London, and Brent, Ealing and Enfield in
outer London (all 38 per cent). It is notable that Hackreesya particularly high proportion of

current mechanised trips that are potentially cyclable, despite already achieving the highest cycle
mode share of any London borough.

Although a higher proportion of trips made by mechanised modes in inner Londootanéally

cyclable, there is greater potential overall amongst trips made by outer London residents simply
due to the size of the region. In total, 63 per cent of potentially cyclable trips are made by residents
of outer London (compared to 67 per ceritroechanised trips and 63 per cent of all trips).

Figure3.4 Potentially cyclable trips as a proportion of all trips by mechanised modes, by borough of
residence
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As shown in Table 3.2t present, residents of Hackney and Richmond upon Thames make the
greatest number of cycle trips and have real:i
Residents of Barnet and Ealing make the greatest number of potecyictyle trips.

Table3.2 Current and potential cycle trips by borough of residence
Borough of residence Current cycle Potential cycle Proportion of
trips 2005-8 trips potential realised
Camden 15,600 130,400 11%
City of London <100 9,400 <1%
Hackney 32,000 102,500 24%
Hammersmith & Fulham 15,200 89,100 15%
Haringey 7,500 124,300 6%
Islington 9,800 111,000 8%
Kensington & Chelsea 14,300 91,900 13%
Lambeth 12,100 146,300 8%
Lewisham 6,700 143,600 4%
Newham 3,500 150,600 2%
Southwark 11,900 132000 8%
Tower Hamlets 7,700 86,400 8%
Wandsworth 20,100 157,700 11%
Westminster 18,500 130,400 12%
Innerand CentraLondon 174,800 1,605,700 10%
Barking & Dagenham 3,100 68,800 4%
Barnet 8,500 241,200 3%
Bexley 3,500 77,500 4%
Brent 8,100 169,300 5%
Bromley 3,100 211,900 1%
Croydon 8,800 210,700 4%
Ealing 12,400 219,800 5%
Enfield 4,800 194,400 2%
Greenwich 4,700 107,900 4%
Harrow 3,500 126,900 3%
Havering 3,600 122,000 3%
Hillingdon 7,800 178,600 4%
Hounslow 12,600 124,500 9%
Kingston upa Thames 8,200 97,100 8%
Merton 4,700 101,500 4%
Redbridge 5,500 143,800 4%
Richmond upon Thames 20,400 86,900 19%
Sutton 2,800 118,200 2%
Waltham Forest 6,600 118,400 5%
Outer London 132,800 2,719,500 5%
Greater London 307,600 4,325,200 7%

SourceAnalysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Chapter 4 Who is making potentially cyclable trips?

Key findings

e Frequent cyclists are typically white, male, between 25 to 44 years old, and on a higher t
average income.

¢ In comparison, many of the potentially cyclable trips are made by women, ethnic minoritie
younger and older people, and those @ lower income.

¢ Nevertheless, there remains significant potential for growth amongst existing cyclists and
people similar to them.

Chapter 4 describes who is making potentially cyclable trips and compares their characiatistics
current London cyclists. The Chapter explores the demographic characteristics of those making
potentially cyclable trips and assesses the potential for growth that remains amongst those who
currently cycle, and those who do so frequently.

When compangthe characteristics of those making potentially cyclabfestwith current London
cyclists, it assumed that maybe easier to realise the potential where the person making the trip
has more in common with people who currently choose to cycle, aatttips made by people

who are currently less likely to cycle would be harder to conitastworth noting that frequent
cyclists may have already assessed their travel for the potential to cycle and therefore that
potentially cyclable trips made by shgroup may in fact have already been judged not cyclable in
practice.

Current and potential cyclists by age and sex

Two thirds of frequent cyclists (those who cycle once a week or more often) and more than half of
infrequent cyclists are meithe proporton of men who cycle frequently is twice that of women

(16 per cent compared to 8 per cerit).comparison, @men make up more than half those making

a potentiallycyclable trip Figure 4.1compares currenand potential cyclists by sex.

The age profile ofurrent and potential cyclists is broadly sim{sinown in Figure 4,2lthough it

is notable that only one in six frequent cyclists is over 45, compared to a quarter of potential
cyclists.At present, children under 14 are the age group most likelydke @t least once a week

and around 300,000 potentially cyclable trips are made by under 14s, suggesting that there may be
good potential to realise mode shift amongst this age grouparticular, 18 per cent of potentially
cyclable trips are made fodacation purposes, and just over half of these are made by under 19s
(the remainder are largely aged 35 to 44, and are parents escorting their children to school). This
demonstrates the potential that could be realised by continuing to work with schodlsaaents,

building on initiatives such as school travel planning.
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Figured.1 Current and potential cyclists by sex
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Figured.2 Current and potential cyclists by age
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Source: Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
Current and potential cyclists by ethnicity

Eight in ten frequent cyclists and three quarters of infrequent cyclists are white. Asian people are
particularly unlikelya cycle frequentlyd only 7 per cent of frequent cyclists are Asiaampared

to 17 per cent of norcyclists There is a significant opportunity to increase cycling amongst those
from a minority ethnic background, in that they make up 35 per cent of pateytlists, but there
may be cultural barriers to realising this potential amongst some eghmips.Figure 4.3

compares current and potentieyclists by ethnicity.
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Current and potential cyclists by ethnicity
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Current and potential cyclists by income

The income profile of current and potential cyclists is very similar. However, there is greater unmet
potential amongst those on a low income: 28 per cefiman-cyclists have a household income

below £20,000 per year, compared to 25 per cent of cyclistpure 4.4 ampares current and

potential cyclists by income
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Figured4.4 Current and potential cyclists by income
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Potentially cyclable trips by whether currently cycle

Much of the growth in cycling since 2001 has been driven by existing cyclists making more trips by
bicycle. TfLOs second Tatreyle teds grewby droumd d®per cene p o r t
between 2001 and 2008. Between 2005/06 and 2008/09, there was an increase of only 3 per cent

in the number of London residents who ever cycle, but an increase of nearly 50 per cent in the
proportion ofcyclists whocyclefrequently.

There remains some potential for growth amongst those who cycle frequiEendgrly half a

million potentially cyclable trips are made by those who cycle at least once a hgelticular,

only 24per cent of those who cycle frequentiyd are in employmerycle to work and nearly
100,000 potentially cyclable work trips are made by frequent cychsishermore, around half a
million potentially cyclable trips are made by the group most likely to cycle: white men aged 25 to
44,

It isreasonable to assume that it may be easier to persuade existing cyclists to do so more
frequently than to get new people to cycle for the first tiriéde London Travel Demand Survey
three year dataset for 2005/06 to 2007/08 identifies over 1.5 million bomdsidents who do

cycle, but do so infrequentlffess often than once a week). This group makes 1.1 million potentially
cyclable trips every day.

Although63 per cent of the potentially cyclable trips identified are made by thoseouhrently

do not cycle at all, dher research has found that many Royclists have access to a bike in their
household, or may even own a bike themselresthermoremost noncyclists say that they can
ride a bike, although they may not have done so since they werelacléel confident doing so.

It is important to understand that this is a general assessment and that in any group there will be
people whoare atypical. For example, somgrrentnon-cyclists mayactuallybe experienced and
enthusiastic cyclists who siply do not have anywhere to store a bike at present and who, given
the opportunity, would become frequent cyclists. The evidence suggests, however, that there are
more significant barriers for most nayclists and that a gentler progression towards cgabn

more likely fomuch ofthis group.
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Chapter 5 Identifying the cycling market

Key findings

e The Cycle Market Segmentation classifies London households into seven segments bast
upon their propensity to cycle at present and how amenable they are to cycling in future.
combination, theAnalysis of Cycling Potential and ti@ycle Market Segmentatiaan identify
those trips where the potential can best be realised; in other words,ritrgue likely to be
cycled in future

e Two thirds of potentially cyclable trips are made by those in the fegments with a greater
than average propensity to cycle.

e The segments with the greatest propensity to cycle are the Urban Living, making 900,00(
potentially cyclable trips, and Young Couples and Families, making more than 600,000
potentially cyclable trips

This Chapter introduces TfLO0s new Cycle Marke
data sources thagvaluaesthe influences wer travel behaviour in order to identify households

most amenable to cycling in future and most likely to cycle at presénalysis of the potential for

cycle travel by market segment is presented in the Chapter, with a particular focus on the two
segmants with the greatest propensity to cycle at present and most amenable to cycling in future.

|l ntroducing TfLds Cycle Mar ket Segmentation

Comparing the characteristics of those making potentially cyclable trips with current London

cyclists, as presented @hapter 4can inform policyma k er s under st anding of
to respond positively to cycling interventions. Market segmentation exercises provide a more
sophidicated means oflescribing who imost likely to choose to cycle now and in futlaed

identifying where they live.

TfL6s new Cycle Mar ket Segmentation classifie
evaluating the influences over travel behaviour in order to identify households most amenable to
cycling in future and most likelg tycle at present. The segmentation is a-geonographic

classification based upon full postcode, so that each postcode is classified according to the

average characteristics of its residents. Because postcode zones are very small, resident
populations ted to be highly homogeneous and therefore such classifications can be used with a
reasonable degree of accuracy to predict the likelihood of an individual to exhibit a particular
behaviour, characteristic or attitude.
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The key inputs to the segmentatiorea

e TfFLOsSs London Tr @acorginuou®simey sachpli®@® hordgn
households per yeaproviding demographics and travel behaviour patterns

e TfLOs Mar ket S éanedfeurvaytof5@00 Ldhdon residgnts carried out
in 2009coveingtravel behaviouand behavioural changatfitudes totravel by mode

e TfLOs Attit ud e daniua suvgyoflaiound 1,080u_ondon yesidents
coveringattitudes to cycling, current and past experience of cycling

e E x p e rIMO8AIGdatasel consumer classification based upon a wide range of data
sources including the 2001 Census, government data suitte aglitedElectoral Roll, self
reportedlifestyle surveys and oth@ompiled consumer data.

The strongest influences on the segmentatiorrevigavel behaviour choices and demographics

such as age, life stage and income. Weaker influences included attitudes to Sfadipter 4

examined the extent to which cycling frequency varies by demographic characteristics and found
that cyclists are atyical of the population as a whole; frequent cyclists tend to be white,
professional men aged 25 to 44. The segmentation reflects that finding and combines the impact
of all the demographic variations into one simple tdmlcombination, the analysis obtentially

cyclable trips anthe Cycle Markete&gmentationcan identify potentially cyclable trips made by
people with a higher than average propensity to cycle at present or in future, in other words, those
more likely to be cycled in future

Segmentinghe population

TheCycle Market Segmentation classifies the London population into seven segpresented

in Table 5.1 The segmenwvith the highest propensittocycleap r esent i s o0Ur ban L
representing nearly a quarter of the London populatonThe ©é Manual Trades6 a
Maturityd segmen tdosheyldanotgryle gt present anctare umlikely 1o donsg in

future. They make up just 13 per cent of the population, concentrated in some outer London
boroughsA postcodecla si fi ed as 6Urban Livingd can be ex

cycling trips as a postcodd comparative population | assi fi ed as 6Comforta
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Table5.1 Cycle Market SegmentationLondon segments

Most likely to = Segment

cycle

Description

%of London
population

Urban living

Young(54% under 35)vhite (74%)\vell educated,
reasonably welbff and usually live in town/city centre
(41% in central Londariylany choose to live without a
car(44%)

23%

Young couples and
families

Young(56% under 35BAME graps (50%ndwith
young children. Often tight finances, ethnic backgrou
may present a barrier to cycling.

15%

High earning
professional

Well educated, affluentivhite (83%)pften working in
multinationals.Tend to use personal rather than publi
transport, high car ownership (81%). More likely than
average to live in central London (24%).

11%

Suburban lifestyle

Average income, heavily reliant on (8% own a car)
and living in suburhiaspecially in the south (24%) an
east (22%)Cycling for leigre is as likely as cycling for
purpose.

17%

Hard pressed
families

Difficult family finances, and often living in inner city
flats and tower blocksespecially in east (25%), west
(28%) and central (27%) Londoow car ownership
(49% no car). 58% BAMmErEc background may
present a barrier to cycling.

21%

Least likely to
cycle

Manual trades

Mainly white(79%with high car ownershify0%)this
segment is unlikely to cycle with generally negative
attitudes towards cyclindh0% are under 35.

5%

Comfortable
maturity

Older(40% over 55and retired peoplewhite (83%), anc
reasonably well off, living in suburban areasme
potential for offroad leisure cycling.

8%

SourceCycle Market Segmentation, TfL 2010

The group with the highest propensity to cydeU r b & wn, is shgwihin yellowin Figure 5.5and

concentrated in central and inner Londtme South West London and in some outer London town
centres. The segment next most likelytocysleid You n g

Co u p koacentrateddthaF a mi |

ring on the borders of inn@nd outer London. Theegments least likely to cyclé,Ma n u a |
and 06 Comf or ttendtb lze lobhted in ouiertLgndao the East and South East.
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Figure5.1 Map of Cycle Market Segmerty postcode

Davies Gleave & Experian's MOSAIC
* Hgh Eaming Professionals

Cyeling Segments
Source: Steer

* Young Couples & Families
* Manual Trades

MOSAIC Cyclist = steer davies gleave

Segmentation by postcode

SourceCycle Market Segmentation, 72010

Figurebs.2 Propensity to cycle by postcode

Index of cycling propensity
Source: Cycling segmentation
B Well above average

I Above average

Slightly above average
Slightly below average
Below average

Well below average

© 2009 TeleAtlas B.V.s Hertogenbosch.

All rights reserved

Experian

Cycling Segmentation: Steer Davies Gleave

Cycling Segmentation = Z
Cycling hotspots: based on population profile of 200m Hexcells = steer davies gleave

SourceCycle Market Segmentation, TfL 2010
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Potentially cyclable trips by market segment

Table 5.2presents potentially cyclable trips by the market segment of the person making the trip. It
also lists tle propensity to cycle of each segment, indexed against average use so that 100 is
average, above 100 is above average and below 100 is below aVemadj@rds of the potentially
cyclable trips are made by people in the four segments with the highestprapi t y t o cycl
Livingd, O6Young Couples and Families®d,ando Hi gh
are shown inFigure 5.3mappedby origin.High densitie®f potentially cyclable trips made by
thosemore likely to cycle areisibke inmanycentral Londorboroughs and ingrkets around many

outer London town centres and acrosser London, especially in the South.

Table5.2 Potentially cyclable trips and propensity to cycle by segment
Segment Propensity to Potentially cyclale trips
cycle Number Percentage
Urban living 140 903,500 21%
Young couples and families 113 632,800 15%
High earning professional 106 546,700 13%
Suburban lifestyle 102 811,700 19%
Hard pressed families 85 839,600 19%
Manual trades 42 276,400 6%
Comfortable maturity 30 310,300 7%
Total 100 (average) 4,321,000 100%

Note: excludes 2,400 records with no home postcode or segment recorded
SourceCycle Market Segmentation, TfL 202®alysis of Cycling Potential, London Travel Demand Survey 2005/06 #®200

Figure5.3 Potentially cyclable trips by originpp four segnents by propensity to cycle

Potentially Cyclable Trips
Per grid of 0.25 sq km

1 500
H 1,000
W 1,500
M 2,000
W 2,500

SourceCycle Market Segmentation, TfL 20ABialysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Spotlight onthed Ur b a n - Fotentiallyrcyelable trips

People in the 6Urban Livingd segment are the
cycle at present and the most amenable to cyc
Li vingd segmentnoo3dddyspertyear, @mmparedstd a popalatmecage of

16.5days Men in the segment are more likely to cycle than women, cycling to a destination on 30

days per year comparedto flaysSi x i n ten people in the O0Urbar
oCyamlg is a mode of transport that you would w

Figure5.4 Map of OUrban Livingd postcodes

A

-
.& N

SourceCycle Market Segmentation, TfL 2010

60 Ur b a n ddpenvporimag @ a typical young man

Tom is 31, single and liveaéworks as a business consultant in central London. He ow
one-bed flat in a new development but because of his hectic work and $iéeispends
little time there.Tom was a student in London and although he could afford a car has 1
felt the needto buy one, as he can get to most places he wantsytpublic transport. He
owns a bike which he uses in his local area for running errands, going to football and
meeting friends at weekends. He likes the fact it gets\Wwhere he needs to be on time.

Tom uses the tube for his commute and f
consider cycling to work an option as he needs to be suited and booted for meeting cl
Anyway, he woul dnodét want-cladobrigde Tomsalsodssit a
would restrict the spontaneity of his aftevork social lifeTom thinks the new Barclays

bikes are agoodideabhasndt tried them out yet §
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I n total, people in the O6Urban Livingd segmen
perdayPot enti ally cyclable trips made by those i
be for work purposes (31 per cent compared to 24 per cent overall) and less likely to be made by

car (47 per cent compared to 63 per cent overall). Thisctsfthe relatively low car ownership in

this segment: 44 per cent of OUr balotehtially i ngd h
cyclable trips made by people in the 6Urban L
by Undergroundor ai | . This reflects the i nner London

as well as the fact that people with these characteristics are more likely to have a Travelcard and
therefore relativellyopmdrter il p Kk elkwspecialy tubakiget rda |
55compares potentially cyclable trips by curre
and theLondonpopulation as a whole.

Figure5.5 Potentially cyclable trips by current mode, 'Urban Living' afid_ondon residerg

70%

63% m Urban living m All potentially cyclable trips
60%
50% +———47%
40% -
33%
30% -
26%
20% - 17%
10% - 7%
0,
3% 5%
0% ‘ ‘ — .
Car Bus Underground and rai Other

SourceCycle Market Segmentation, TfL 202@alysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

Potentially cyclable trips made byh e 6 Ur lagesomdwhat longeg than average, with 44 per
cent between 2km and 5km amadquarter between 5km and 8km. As this group tend to be quite
young andyenerallydo not have children, longer tripsesentlessof a barrier to cycling.

A quarter of alll potentially cyclable trips m
destination in central London, 44 per cent of all trips with an origin and/or destination in central
London. People in the O6Urban Livingd segment

to be making potentially cyclable trips in central an@irirondon, and less likely to be making
trips in outer LondonFigure 5.¢presents the location fgpotentially cyclable trips made by those
in the 6Urban Livingd segment and in the Lond

38



Analysis of Cycling Potential

Figure5.6 Potentially cyclable trips by lation, 'Urban Living' andll London residents

60%

54%

50%

m Urban living

40% 38%
All potentially cyclable trips
30% 28%

24%

20% 18%

10% 8%
5%

3%
o |

Within Central WithinInner  Between  WithinOuter Between Between Inner Between

1% 0%

London London Central & Inner London Central & & Quter Greater
London QOuter London  London London and
rest of UK

SourceCycle Market Segmentation, TfL 202@ralysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Spotlight on 0Youn-d@otedimlily pyclabke tripgsnd Fami | i es d

Peopleinte 6 Young Couples and Families® segment a

relatively low car ownership (39 per cent have no car), are young and have youwsry €midr

aver age, preoamlge Cioruptllrees Gand Fami | ioreon 69 days geme nt
year, compared to a population average of 16.5. Men in the segment are more likely to cycle than
women, cycling to a destination on 25 days per year compared to 11. Six in ten people in the
6Young Couples and Fa@ykiléesod s$ssgmefhmmaggyeacth

Figureb.7 Map of O0Young Couples and Families?d

¥

IRA

SourceCycle Market Segmentation, TfL 2010

6Young Coupl esa pea podraitofeanypidalifaensyd

Aisha 28 and Daren 29, live in aaeed house in north London with their two young
children. Daren manages a call centre and uses the train for his commute to Central
London. He candot afford to buy a car a
Autotrader.Aisha has her hands Flboking after the family and home. Now the children
are at school she works as a teaching assistant and the extra money comes in handy
thinks a car would make her life much easier but for the moment she gets to most pla
bus.Aisha worries tat as a family they are not as active as they could be and about ho
much time the children spend indooiSchool has started a cycle to school day once a
week. Her son is quite keen but Aisha is concerned that the local streets are not really
suitable forcycling. She would feel better if she could cycle with him and a friend has g
she could borrow. But, she hasndt cycl
herself on a bike now.
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Il n total, Ypeaog| €oiupl telse atdmd F ami |,000epsténtiabye g me n t
cyclable trips per dayotentially cyclable trips made by thoseintheY oung Coupl es an
segment were more likethan averagé be foreducation purposes (23 per cent compared to 18

per cent overall) ansbmewhat more likely to be made by bus (30 per cent compargé per

cent overall). This reflects trdominance of families with children in this segment and also the
relatively high number of ©6é6Young Couples and
higher than averagEigure 5.8 ampares potentiallgyclable trips by current mode for those in the

O oung Coupl esegnemntdnd halonddnipapslaiion as a whole.

Figure5.8 Potentially cyclable trips by current mode¢oung couples and familieand all Londoers

70%

61% 63% m Young couples & familie

All potentially cyclable trips

60% -

50% -

40% -

30%
30% | >

26%

20% -

10% - 7% 7%
5%
m -
0% ; ; , -
Car Bus Underground and rai Other

SourceCycle Market Segmtaiion, TfL 2010Analysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08

The profile of potentially cy olng®@ouptesand i ps by
F a mi asifoetlsed@opulation as a whol&roundfour in ten paentially cyclable tripsnade by

this groupare less than 2km in length. There may be greater potential to convertisaotbonger

trips amongst this segmemotably, a quarter of the potentially cyclable trips are made by children
aged 5 to 19, includg 10 per cent made by those aged 5 to 9.

As shown irFigure 5.9potentially cyclable trips made by thoseinthex oung Coupl es ar
Familiesd segment are more |ikely to be withi
London (43 per cent comped to 33 per cent for the general population). They are much less likely

to involve travel within or into central London than trips made by the population as whole.
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Figure5.9 Potentially cyclable trips by locationYoung couples and familieahd allLondorers
60%
54%
51%
50%
m Young couples & familie
40%
All potentially cyclable trips
30%
30%
24%
20%
13%
10% 8% 9%
4%
19 5% m 0% 0% 196 2%
0% - — T T .
Within Central WithinInner  Between  WithinOuter Between Between Inner Between
London London Central & Inner London Central & & Quter Greater
London Outer London  London London and
rest of UK

SourceCycle Market Segmentation, TfL 202@ralysis of Cycling Potential, London Travel Demand Survey 2005/06 to 2007/08
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Chapter 6 Potential policy implications & moving from analysis to policy

Key findings

e The Mayor has set an ambitious target for growth in dyalesl: one in six potentially cyclable
trips must be cycled to achieve the target, based on the trip volumes of today.

e Frequent cyclists already make the majority of cycle trips in London, but there remains sc
potential for growth, particularly for thjeurney to work

e There remains significant potential to increase cycle trip making amongst existing infrequ
cyclistsd safety, traffic and lack of facilities are the greatest barriers to this

e Cycling remains a minority activéighere are many peoplelwo ar e 0j ust | i
not currently cycle, offering excellent potential for growth in cycle travel

e The cycle mode share in central London is already close to 3 per cent and there is the pc
to achieve a mode share in the centre of th@i@d to challenge that of other major Europea
cities

e Beyond the centre, the potential to increase cycling is concentrated in pockets around th¢
outer London metropolitan town centres and elsewhétgroughs in these locations are we
placed to deliveradical change

e Regions expecting significant growth in population and employment have the opportunity,
6design ind a high cycle mode share thr

e Huge potential exists in highly dispersed trips across outeddmmrdemonstrating the
continued need to maintain investment in interventions targeted at and able to reach all
Londoners

This Chapter desitres the wider implications of the analysis for cycle policy development, drawing
conclusions about how TfL and Londonds bloroug
summarises the research evidence presented in this report, and also drawstbporesearch

evidence collected by TfL in recent years, placing the findings of this analysis in a policy and
research wider context.
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The Mayor has set an ambitious target for growth in cycle travel

The Mayor has set an ambitious target: to achieve a 5 per cent mode share for cy208¢,by
representing growth of 400 per cent from 2001. By 2008, the cycle mode share had increased from

lto2percentThi s i ncrease must be repeated three ti
Londonwi de mode shar e, Mayor O
2006 2031
Walk, Walk,
24% 25%
Car,
Car, Cvdl 37%
43% ycle, +300% Cycle
L0 rowth #
2 PT
0 )
31% 34%

4.3 million potentially cyclable trips are made by Lomdesidents every day in the city.
Furthermore, many people travel in to the Capital every dayot&, shop and use the unique array
of services London has to offer. Although most of th@sigound journeys will be too great a
distanceto cycle, nonresidents make thousands ahortertrips within the city which could
potentially be cycled. Schemes suchBasclays Cycle Hire will heflpcilitate this

Nevertheless, it would not be wise to be complaceBdised upon the trip volumes of today, one in

six of the potentially cyclable trips must actually be cycled to meet the tafygtieving

behavioural change is extremely difficult; on an aggregate level, travel behaviour in London changes
very little and very slowlynderneath this relative stability at taggregate level is a mass of

change at the i

number of

(such as crowding, congestionfoa r e s

ndi vi dual

and household | evel
factor s, including 6pushdé factors t
i ncreases) and O6pull 6 fact

an alternative or generate new trips (such as new services, infrastructure or infornmaéiddition
macrceeconomicfactors, such as the state of the econonegn influence choicenaking

Evidence suggests that the growth in cycle travel between 2001 anda2@0&rgely caused by
cyclists increasing their cycle tnipaking. There is no evidence afet increase in theumber of

cyclists overall

al though

t hi s d,iscstltatusonte @eopleastop cgcling Whilsb f 6 ¢

others start LTDS showedn increase of only 3 per cent in the number of people who ever cycle
between 2005/6 and 2008/9 but an increase of nearly 50 per cent in the proportion of cyclists who
cycled frequentlyA very small number of cyclists account for a large proportion of &igsent
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analysis of LTDS found thatound 2% of London residents cycle as their main mode of travel to
work, yet this group accounts for around half of all cycle trips made in Laffaioall trip

purposes)So, although many people have taken up cycling in the past decade, a similar number
have stoppedcyclingi . e. t here has been 6churnd but no

Frequent cyclists already make the majority of cycle trips in London, but there remai
some potential for growthamongst frequent cyclistsparticularly for the journey to
work

It is reasonable to assumedahit may be easier to persuade and enable existing cyclists to cycle
more frequently than to encourage others to cycle for the first time. There remains potential to
increase cycle travel even amongst those who cycle the most frequently. Nearly héiba mil
potentially cyclable trips are made by thosko cycle at least once a weel particularpnly 24

per cent of those who cycle frequently and are in employment cycle to work and nearly 100,000
potentially cyclable work trips are made by frequentisygl

Research exploring the barriers to cycling and the factors which would encourage people to cycle
more found that frequent cyclists were more likely to be put off by their experiences with traffic

and other road users and to mention practical barrgush as a lack of suitable parking or shower
facilities(TfL Cycling Behaviour Survey 20E0y all groups, including frequent cyclists, safety was

the most significant barrier to cycling in general and for specific trips. This suggests that, io order t
realise the remaining potential from existing frequent cyclists, practical measures to increase safety
and improve the provision of facilities will be the most effective. As infrequent cycligia be

cycle more frequently, thegan alsdoe expecedto benefit from such interventions and be

encouraged to cycle more.

There remains significant potential to increase cycle trip making amongst existing
infrequent cycists d safety, traffic and lack of facilities are the greatest barriewghis

More than a million potentially cyclable trips are made each day by those who cycle, but only
infrequently. This group will encompass a wide range of peopla,tfiose who cycle just once or
twice a year and only for leisure purposes, to those who perhaps cycle relatively frequently for a
purpose, but less often than once a we&Krequent cyclists face similar barri¢osfrequent

cycliststo cycling more, buthese barriers are stronger and more influential. They are more
concerned about safety and other traffic on the roads, as well as about the weather, the time their
trip would take, and the facilities available to théihese factors act as a barrier pretem

infrequent cyclists from cycling morEor this grouppractical facilities are important, alongside
measures to raisthe perception of safety and increase confidence.

It is clearly worthwhile continuing to target existing cyclists as there remaicis amtapped

potential for growthd more than one and a half million potentially cyclable trips are made by this
group Existing cyclists, both frequent and infrequent, have already overcome many of the barriers
to cycling, typically own or have accessatbike, and are much more likely to be prepared to
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consider cycling a trip. In a recent survey, when asked to select a trip they currently make by
another mode that could feasibly be cycled, 73 per cent of frequent cyclists and 60 per cent of
infrequent cylists said that they would definitely or possibly cycle this trip, compared to only 33
per cent of noncyclists(TfL Cycling Behaviour Survey 208@h-cyclists who did not have access
to a bike were less likely to say they would cycle the trip thanghaso did have access, and as
would be expected, those who could not ride a bike were the least likely to say they would cycle
the trip.

Cycling remaina minority activitydt her e ar e many peopl e
but do not currently cycle, offering excellent potential for growth in cycle travel

Cycling remains a minority activityoand a third of London residents made a cycleitrithe last

yearand only one in ten cycles frequently (once a week or mdhiéy means that there is

significant potential amongst those groups of the population already more likely todayelee

are many peopl e who ar @cledThisis ot true fde @ othenpueblici st s,
transport mode in London.

At present, those most likely to cycle are white men aged 25 to 44. Current cyclists have a higher
than average income and are more likely to be resident in inner London. Arounchiidina

potentially cyclable trips are currently made
Segmentation provides a more sophisticated understanding of the characteristics of those most
likely to cycle at present and most amenabletocydling f ut ure. The o6Ur ban L

describes this Otoumm,pofedsional city dwvellers why talvel nsote han

average but have low levels of car ownership, driven by lifestyle choice rather than income. This
group make more thar09,000 potentially cyclable trips& key barrier to cycling for people in the

6Ur ban Livingd segment is not having a safe p
resolvein high density urban locationsvercoming this barrier could 4ap sgnificant potential,

given that the Urban Living are the group most likely to cycle frequently when given the

opportunity.

Beyond the 6Urban Livingd segment, other grou
London, the group withthegreats t pr opensity tangogCsug@géescupaodi
Clearly, measures targeted at children and families cycling together will be a particularly effective

way of encouraging change amongst this group. They are also more cost consciousealikieihjo

to be travelingbycdarhan t he 0608 duwumg LCowumlgeds and Famil i es
common with the 6Urban Livingd, demonstrating
needs of local people.
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The cycle mode share in central London is already close to 3 per cent and there is tl
potential to achieve a mode share in the centre of the Capital to challenge that of otl
major Europeamyclingcities, such as Berlin

Across centralLondonand parts of inner London, there is an extremely high density of potentially
cyclable trips in general, and in particular
segments) the potential is significant and the likelihoofirealising it is goadrhis potential is

primarily derived from existing public transport trips, particularly bus trips, and includes a higher
than average proportion of travel to, from and in the course of viektral London suffers from

public transpat crowdingat peak hoursind traffic congestion. Consequently, the potential

benefits of achieving mode shift from mechanised to active modes can be considerable in terms of
relieving pressure on the network and improving the speed and reliabilityvoduradijourneys.

A key barrier to cycling more often, particularly for infrequent andayatists, is time. This may

be because the time it would take to cycle a journey is not well understodedct, simply cycling

at the average speed of 15 km per h@mihighly competitive with average speeds in central and
inner London, and cycle journeys have been found to be largely unaffected by traffic and time of
day, remaining highly predictable in nearly all conditione. in five potentially cyclable tripsade

for work purposes had an origin or destination in the Central activity zone, around 200,000 trips.

The high density of trips facilitates investment in major schemes such as Cycle Hire and the Cycle
Superhighways. There remains significant potentiabgygnd the boundary of the existing Cycle

Hire Zone Expanding Cycle Hire eastwards can realise the potential in thibatdlaere remains
scope to introduce new measures to realise the significant potential to the west and north of the
existing zoneExisting cyclists say that a key reason for choosing to cycle is that they enjoy it, with
safety and traffic acting as major barriers for this group. The high density of travel by all modes
makes managing interactions between modes a challenge. Cleealyye solutions to improve

safety and the quality of the cycle journey experience in central London are crucial to realising the
potential. This might include opening parks and open spaces to cyclists and improving the
permeability of the road network thinew approaches to orway streets and signage. Alongside
this, measures are required to improve the perception of cyclists by other road users, and to
improve the behaviour of the small minority of cyclists who damage the journey experience of
other travellers.
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Beyond the centre, the potential to increase cycling is concentrated in pockets arour
the outer London metropolitan town centres and elsewhér&oroughs in these
locations are well placed to deliveadical change

There are clusters of high potential across a range of locations in inner and outer London, with one
in fourteen trips having an origin or destination in the 11 outer London metropolitan town centres.
In particularCroydon, Ealing, Kingston and Stratford offer a high density of potentially cyclable
trips made by those with a greater propensity to consider cycling. There is also significant high
density potential in inner London from Wandsworth and Lewisham southw@ci®ydon.

These 6high density®é areas of potential woul d
infrastructure schemes than could be supported elsewhere in outer London; similarly to central
London, many of the trips are essentially radial in natuagelling to the town centres from the
surrounding area. However, the trips made and people making the trips are very different in

character to those in central London, so solutions would need to be tailored to the specific needs

of the area. For exampléhere is significant potential to promote cycling as a low cost alternative

tothe carinouterLondgn and t o develop creative gautkuti on:
improvements The greater access to green space and large volume -afdéwe local roads allow

for the development of schemes which would simply not be possible in central London.

Regions expecting significant growth in population and employment have the
opportunity to 0des.rgthrougmirnovativehrangport and/lan(
use policies

The London Plan allows forséep-change in development irast London predicting600,000 new
people and 160,00@ew jobsin the region by 2031 he analytical tools preséed here only allow
assessment of potential based upon current trip and population profiles. These reveal a large
number of potentially cyclable trips taking place in the redibri milliond but also stow that the
population making the trips have a relatively low propensity to cycle; it would be harder to realise
the potential in east London than in some other regiditss reflects other work carried out by TfL
which found that residents of the regioand to aspire to drive and that, despite low average
incomes in the region, the walk and cycle mode share is relatively low.

Nevertheless, there ameasors to focus on east London. The London Borough of Hackney has
shown that, despite these constrainisjs possiblein the east endo deliver a cycle mode share

far above the norm. Investmentla¢ed to the Olympic legacy wdkliver improvements in the

urban realm and a network of Greenwagsoss the region, as well as@tympic parkhat
includesavelodrome. Major deslopments offer the opportunity to introduce innovative new
schemes and policy initiatives, making it easy for residents to choose to cycle for their journeys.
This might include a cycleiendly urban realm, cdree or low car develapents, good quality and
abundant cycle facilities in homes and at destinations, and a permeable network of streets and
routes suitable for cyclists of all ages and levels of experience. This may have two effects, firstly,
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to encourage those who would like be able to cycle to move into the area, and secondly, to
overcome some of the major barriers to cycling for the existing populdiiother work is required
to understand the extent to which cultural barriers to cycling can be overcome or to what exten
they may act as a limit to the growth of cycling in the region.

Furthermore, Canary Wharf and the new metropolitan town centre at Stratford will act as major
employment hubs, drawing in workers from across London and the South East. It will be necessary
to encourage more sustainable modes; schemes like cycle hire offer both residents and non
residents the opportunity to cycle their journeys.

Huge potential exists in highly dispersed trips acrosser London, demonstrating the
continued need to maintain investment in interventions targeted at and able to reach
Londoners

More than half the potential for cycling is highly dispersed across outer Londonirips largely

made by car. The diffuse nature of these trips means that it is not practical to prqwiddia

transport alternativand, similarly, it would not be cost effective to invest in expensive cycling
infrastructure in these area8ypically trip-makers in outer London are less amenable to cycling

and find the car a convenient and cost effective means of travel. Nevertheless, the volume of
potentially cyclable trips made across outer London merits attentioparticular, encouraging

people b cycle (or walk) very short car trips could reduce pressure on the road network. Measures
that can reach a large number efople at relatively low cost, such as marketing initiatives,
workplace and school travel plans, canvarthwhile even if the resling takeup rate is lower
thanwould be expected in central and inner Londdrust one in ten of the potentially cyclable

trips dispersed across outer London were to be cycled, this would deliver nearly 250,000 trips, a 50
per cent increase on the acent parrLondon total.
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Appendix A d Notes and Definitions
Central, Inner and Outer London

Greater LondonThe area consisting of the 32 London boroughs and the City of London, and
administered by the Greater London Authority. For analysis purposes Greatin is split
geographically into Inner and Outer London, using the following allocation of boroughs:

Inner Londorconsists of the London boroughs of Camden, Hackney, Hammersmith & Fulham,
Haringey, Islington, Kensington & Chelsea, Lambeth, LewishamaNe Southwark, Tower
Hamlets, Wandsworth, the City of Westminster, and City of London.

Outer Londonconsists of the London boroughs of Barking & Dagenham, Barnet, Bexley, Brent,
Bromley, Croydon, Ealing, Enfield, Greenwich, Harrow, Havering, Hilliktmlorslow, Kingston
upon Thames, Merton, Redbridge, Richmond upon Thames, Sutton, and Waltham Forest.

Inner London may be further divided into Central London (see below) and the rest of Inner London.
When both Central and Inner London are shown in tablégunes, it should be understood that
results for Inner London exclude Central London.

CentralLondoi s an area roughly rectangular in shape
Whitechapel to the east, Elephant & Castle and Vauxhall to the SoutKeasdtgton Gardens to

the west. It is a larger area than the Central London Congestion Charging zone (excluding the
Western Extension), and includes the Inner Ring Road and Paddington, Marylebone, Euston and
Kingds Cross r ai |l patfrantminortbaundary differenses)e¢odhe Centeal e n t
Activities Zone (CAZ) as defined for the London Plan.

London subregions

TfLOs appr oregohs have flexibedaundaried) and boroughs will be in more than one
sub-region where that makes ss&nto them. For statistical purposes only, in order to ensure that
journeys are captured only once, stdgions are defined in this document as the following
groupings of boroughs, with each borough included once as shown below.

e Central subregion:primarly comprises the Cities of London and Westminster, the boroughs
of Camden, Islington, Southwark and Lambeth and the Royal Borough of Kensington & Chelsea.

e East subregion:primarily comprises the boroughs of Tower Hamlets, Hackney, Newham,
Greenwich, Bexig Barking & Dagenham, Redbridge, Lewisham and Havering. Much of the sub
region lies within the Thames Gateway Growth Area.

¢ North sub-region:primarily comprises the boroughs of Barnet, Enfield, Haringey and Waltham
Forest.

e South subregion:primarily compises the boroughs of Bromley, Croydon, Merton, Richmond
upon Thames, Sutton, Wandsworth and the Royal Borough of Kingston upon Thames.

¢ West subregion:primarily comprises the boroughs of Hillingdon, Harrow, Brent, Ealing,
Hounslow, and Hammersmith & Faih.
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Analysis of Cycling Potential
Trips and Journey Stages

Trip: A trip is defined as a or@ay movement from one place to another to achieve a single main
purpose. Round trips are divided so that the return leg is treated as a separate trip. A single trip may
use several methods or ndes of transport, which divide the trip into its separate stages. In this

way, trip rates can be analysed by trip main mode, based on distance: the main mode of a trip is

the mode on which the greatest proportion of the total trip distance is travelled.

Journey stageTrips may be further subdivided into journey stages, the component parts of a trip
using a single mode of transport between interchanges. Walking is counted as a separate mode, but
walks within single premises or between platforms at interghatations are not included.

Journey Purposes

The purpose of a trip is defined by the activity at the destination, except when the trip is returning
home in which case the purpose is defined by the activity at the origin. The following purposes are
defined:

.Work/commutingBtraveI to, or from, the respondent 0 s

.Empl oyer s b udtravetis curse bfwerk, or te averkkat a location that is not
the respondentds usual wor kpl ace;

. Educationd travel as a pupil or student to éom school, college or university;
. Escort educatio® accompanying a child to, or from, school,

¢ Shopping and personal businésscluding shopping and use of services such as hairdressers,
dry-cleaners, doctors, dentists, banks, solicitors, etc;

e Leisured travel to, or from, entertainment, sport or social activities;

e Other (including escord)all purposes not otherwise classified, including accompanying or
meeting another person if that is the main purpose of the trip.

Weekday time periods
AM peakd moming peak, 07:00 to 10:00.
Inter-peakd 10:00 to 16:00.
PM peald evening peak, 16:00 to 19:00.
Eveningd 19:00 to 22:00.
Nighttime 6 22:00 to 04:00.

Early an® 04:00 to 07:00.
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