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0. EXECUTIVE SUMMARY 
 
The main aim for working groups during the second year of the Urban Transport Benchmarking 
Initiative was to develop the findings established during year one of the project, as well as continue 
to try and identify interesting practices through the use of both quantitative data and qualitative 
analysis.  In year one of the initiative this working group chose the theme which is ref lected in the 
working group title “ Cycling”  and has focused upon the issues of cycling policy monitoring, the 
integration of cycling with public transport modes and the marketing of cycling.   
 
One of the main recommendations from year one of the Urban Transport Benchmarking Initiative 
was that the working group should attract more cities in order to improve the validity of the 
benchmarking exercise.  This has been successful with the group achieving a stable membership of 
six cities and there are plans to recruit additional members to the group in year three of the 
initiative.  Two cities (Oxford and Lyon) ceased to be involved in the Urban Transport 
Benchmarking Initiative, but Aalborg, Brescia, Copenhagen, Glasgow, Malmö and Prague 
participated in the group during the second year of the project. 
 
The site visits to Copenhagen, Brescia and Glasgow provided a useful insight into the cycling 
practices applied in other European cities and the site visit in Brescia was the first site visit in which 
two groups met to discuss the links between their chosen themes.  This has been reported in full 
detail in Annex A6 of the final report from year two of the Urban Transport Benchmarking 
Initiative. 
 
Another recommendation from the group’s f inal report in year one of the benchmarking initiative 
was to develop the baseline of broad information collected by the group in order to focus upon 
specific issues relating to increasing the uptake of cycling in cities and measuring the impacts of 
policies.  In order to pursue these aims three research questions were identified by the group for 
consideration: 
 
How does the city measure the effects of its cycling policies and reflect this in programme 
review? 
 
Which marketing techniques are being used to engage specific audiences? 
 
How can cycling be integrated with modes of public transport to encourage mutual demand 
uptake? 
 
The thematic data indicators the group collected during year one were re-defined and supplemented 
with additional questions before the data was collected by the working group.  The following 
interesting conclusions can be drawn from the analysis of the working group’s activities: 
 
·   The three Danish and Swedish cities (Aalborg, Copenhagen and Malmö) demonstrate 

significantly more developed cycle networks than the cities of Brescia, Glasgow and Prague.  
The positive effect upon the modal share of cycle trips in these cities sends a clear message to 
cities seeking to encourage cycling in their city - the most important thing is to ensure that an 
effective cycle network is established. 
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·  The three cities where the cycling modal shares are particularly high (Aalborg, Copenhagen and 
Malmö) also display greater numbers of killed and seriously injured cyclists, although this is 
logical when the larger number of cycle trips being made in these cities is taken into account. 

   
·  The cycle networks established in the working group’s cities reflect the very different 

approaches to the development of cycling facilities across the group.  Malmö and Aalborg have 
achieved their cycle network through the development of predominantly off-road tracks and 
routes, while in Copenhagen the majority of cycle routes are on-road and are segregated from 
the main f lows of traffic by a raised kerb.  Brescia, Glasgow and Prague also have 
predominantly on-road cycle networks, although the planned developments to the cycle 
networks in Glasgow and Brescia focus upon the creation of traffic-free cycling space, or green 
routes.   

 
·  Cycling data which has some practical use for policy monitoring and ongoing evaluation is 

currently gathered in a relatively piecemeal fashion from an assortment of local stakeholders.  
Mechanisms for the collection of data are relatively unclear, with ad-hoc surveys and 
involvement in projects such as the Urban Transport Benchmarking Initiative providing the 
impetus for some of the cities to collect and analyse data relating to their cycle network and 
cycle usage. 

 
·  Some of the information required for this benchmarking activity has been derived from annual 

reviews of local transport policies, although in many cases the focus upon cycling is limited.  
The information is usually reported on an annual basis although the fact that the participants had 
to collect the information from a range of sources serves to underline the fact that cycling often 
falls between policy areas. 

 
·  Despite the range of sources for cycling data the participants in the group were generally able to 

find statistics for the benchmarking exercise, although this often required some effort on their 
part.  The participants in the group suggested the most useful data for policy monitoring related 
to: 

o Cycle network length 
o Cycle accidents 
o The statistical risk of cycling 
o The availability and use of cycle parking 
o Formal surveys of cyclist travel behaviour 
o The extent of engagement with employers and schools to promote cycling 

 
·  The least useful information for monitoring cycling policy was identif ied as that relating to 

cycle theft, the number of cycle repair shops and, perhaps surprisingly, the extent of cycle 
training uptake among children. 

 
·  Formal fiscal support for the integration of cycling and public transport modes is sparse, with 

Glasgow being the only city in the working group with a formal budget allocation for the 
integration of public transport and cycling. 

 
·  Dialogue between public transport and cycling professionals remains limited, with Prague being 

the only city to have developed a formal exchange of views through a working group.  Greater 
formalisation of exchanges between these transport stakeholders and including the issues in 



Urban Transport Benchmarking Initiative Year Two 

 

Transport & Travel Research Ltd Page ii i July 2005 
 

 
  

cycling policy monitoring could help to encourage greater intermodality in the working group 
cities. 

 
·  Although it is possible to suggest that having a bicycle available during the whole journey is 

generally very practical, most of the programmes and campaigns designed to integrate public 
transport and cycling focus upon two main strands of logic: 

o the development of Bike and Ride facilities which enable cyclists to combine the two 
modes of travel where they cannot carry bikes onto the public transport services.  

o the perception that people do not wish to leave their bicycles at public transport stops and, 
as a result, the carriage of bicycles on public transport modes has been encouraged as 
much as possible. 

 
·  It has so far not been possible for any city to introduce urban bus services capable of carrying 

bicycles, yet this has been attained on metro and train services to some extent.  The costs 
associated with the carriage of bicycles on public transport vary widely between cities in the 
working group, although this can be largely attributed to local economic conditions.  Only in 
Glasgow is it possible to take a bicycle on a train without incurring an additional charge. 

 
·  Secure cycle parking and cycle hire facilities are increasingly becoming available in the cities in 

the working group and are likely to become relatively commonplace in larger cities in the next 5 
years.  This technical development is likely to filter down to public transport interchanges in 
order to facilitate combined journeys.  These would involve being able to securely park a 
bicycle at a public transport stop/station and completing the remainder of the journey on foot 
and/or by using public transport modes. 

 
·  The approaches to the marketing of cycling are individual to the aims of each of the working 

group cities.  Glasgow and Brescia have focused specifically upon targeting the needs of 
children travelling to school sustainably and the needs of their parents (e.g. safe, independent or 
supervised access to school).  Conversely the activities in Copenhagen and Malmö have been 
devised to gain greater political support for cycling in the cities, as well as encourage cycling as 
a replacement for commuter and shopping trips otherwise performed by car. 

 
·  The cities agreed that as well as the benefits from carrying out ‘cross-city’  analysis (i.e. 

benchmarking), the Urban Transport Benchmarking Initiative had also been valuable in terms of 
internally reviewing progress within their cities. 

 
The following recommendations have been made based upon the group’s conclusions:  
 
·  The Cycling working group should give consideration to developing a template for cycling 

policy evaluation as an activity for, and output from, year three of the Urban Transport 
Benchmarking Initiative.  A document setting out guidelines on the successful collection of 
cycling data and demonstrating how this information can be used to monitor the success of 
cycling policy could prove invaluable to cities both within, and beyond, the working group 
seeking to monitor the impact of cycling policies and respond to the findings. 

 
·  Policies to integrate cycling and public transport modes remain in their infancy, with a limited 

degree of budgetary support and few formalised links between local authority cycling 
departments and public transport operators.  As a result there is considerable potential for the 
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Cycling working group to develop this topic in year three of the Urban Transport Benchmarking 
Initiative.   

 
·  Particular consideration could be given to developing the links with the public transport related 

working groups and/or inviting local public transport operators from the cities in the working 
groups to participate in the Cycling working group.  If it proves possible to achieve the latter, 
then it is possible that the working group participants could develop a series of strategies for 
improving cycling and public transport intermodality in their cities as the focus of the group’s 
activities for year three. 

 
·  While the group has only begun to consider the potential of cycling marketing activities during 

year two of the Urban Transport Benchmarking Initiative, it is evident that there is potential for 
a deeper exchange of ideas regarding good practices in cycle marketing and the impact that can 
be made as a result.   

 
·  In the event that further joint working with the public transport-related working groups comes to 

fruition it is possible that the marketing of cycling could also be contrasted with that undertaken 
by public transport operators, in order to consider the potential gains which could be achieved 
across two different strands of urban transport.  

 
·  It is more important to recruit a greater number of cities as part of the benchmarking project 

than it is to continue creating new indicators.  Indicator creation and definition was found to be 
relatively easy and, in many cases, the barrier to benchmarking was not related to the indicators 
defined.  The main problem that the cities reported was not being able to locate the data required 
to benchmark an issue, rather than the lack of creativity to think of issues which would be 
comparable.   

 
·  The group suggested that ideally the indicators for which data did not exist would be 

specifically collected (e.g. through surveying) by all of the cities in a comparable format so as to 
allow the topic to be benchmarked.  This depth of study has not been possible within the scope 
of the Urban Transport Benchmarking Initiative, although the outputs from the initiative (e.g. a 
set of model indicators) could provide the basis for such a project. 

 
·  For future analysis work it may be more appropriate to separate the thematic indicators into a 

group of ‘background’  indicators and a group ‘core target’  indicators.  This will help to identify 
those indicators that are most crucial to measuring cycle criteria and allow them to be supported 
by a set of background indicators that help to add context. 

 
·  The group were happy to continue collecting the existing set of thematic indicators in year three 

of the Urban Transport Benchmarking Initiative, although some ‘streamlining’  may be 
appropriate.  Although the continuation of data collection should be relatively straightforward, 
the signif icant level of effort required (e.g. by any new cities joining the group) to begin such a 
benchmarking process should not be underestimated. 
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1. INTRODUCTION 
 
1.1 Project Background 
 

The Urban Transport Benchmarking Initiative has sought to apply the concept of benchmarking to 
the urban transport systems present in cities across the EU, including the New Member States.  This 
is in keeping with the European Union©s policy approach which places considerable importance 
upon the role attractive, efficient local and regional transport systems can play in the economic 
development and social cohesion of the EU.  In the field of urban transport the exchange and 
promotion of best practices is one of the main policy tools that the European Commission 
possesses. The Urban Transport Benchmarking Initiative has therefore compared the differences 
between the participating cities© transport systems in order to identify and promote interesting 
practices in urban transport. 

The benchmarking concept has great potential when applied to urban transport systems.  A range of 
previous initiatives has provided this project with the opportunity to sharpen the focus of the 
benchmarking process and, by learning from previous experiences, provide more comparable 
results.  The development of more practical data indicators has aided the learning process for the 
organisations involved in the project and this has greatly helped to improve the robustness of the 
data collected for the project. 

The Urban Transport Benchmarking Initiative has adhered to the European Commission©s 
subsidiarity principle by including as many urban transport stakeholders as possible.  The process of 
the Urban Transport Benchmarking Initiative has been a fluid one, responding to the issues which 
were raised by participants in the project, rather than following a rigid, predetermined process.  In 
this way the subsidiarity principle has been fulfilled, because the recommendations of interesting 
practices are coming from a network of urban transport operators, user groups, local authorities and 
municipalities, rather than a single centralised institution.  It is therefore hoped that the project©s 
findings will provide a useful resource for other urban transport stakeholders and help them to 
implement innovative solutions to commonly experienced urban transport problems. 

This round of reporting covers the second year of the Urban Transport Benchmarking Initiative, 
which began in September 2004.  During year one of the initiative a total of five themes were 
pursued, for which data was collected by the participating cities. These themes were organised as 
working groups and are listed below:  

·  Behavioural and Social Issues in Public Transport  
·  City Logistics  
·  Cycling  
·  Demand Management  
·  Public Transport Organisation and Policy  
 
During the second year of the Urban Transport Benchmarking Initiative the working group structure 
was retained, although due to insuff icient interest in the City Logistics theme this group did not 
continue. 
 
This report presents the findings of the Cycling working group, outlining the methodology used by 
the working group, the data collected and analysed and the recommendations emanating from the 
analysis.  The Urban Transport Benchmarking Initiative will be re-launched for a third year in 
September 2005 and it is hoped that more cities will become involved in the working group in order 
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to benefit from the benchmarking process.  The recommendations at the end of this report illustrate 
the ideas being developed for the third year of the Urban Transport Benchmarking Initiative. 
 
1.2 Methodology of the working group 
 
The Cycling working group has continued to develop during year two of the initiative with a 
number of changes to the cities participating.  At the start of the second year of the project the 
representatives from Aalborg joined the group from the City Logistics group and Prague joined 
from the Public Transport Organisation and Policy working group.  Unfortunately the 
representatives from the region of Grand Lyon and Oxfordshire County were not able to continue 
their participation in the initiative during year two of the Urban Transport Benchmarking Initiative, 
however Glasgow and Malmö joined the initiative and opted for the Cycling working group.  The 
group were also supported by Cycling Scotland, a cycling group which is supported by the Scottish 
Executive and aims to encourage greater uptake of cycling in Scotland.   
 
As a result of  these changes the following seven participants have constituted the Cycling working 
group during year two of the project (see also Figure 1.1): 
 
·  City of Aalborg 
·  University of Brescia 
·  Copenhagen Parks and Roads Department 
·  Glasgow City Council Land Services Department 
·  Prague (ROPID) 
·  Cycling Scotland 
·  City of Malmö 
 

Figure 1.1: Cities and regions represented in the working group 
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The working group has broadly followed the timetable that has been adhered to by the other 
working groups (see Table 1.1 below) and has used the meeting time available at each of the three 
site visits to discuss each stage of the benchmarking process.  The core aim of the working group 
has been to try and identify interesting practices through the use of both quantitative data and 
qualitative analysis in order that the participants in the group may learn from each other’s 
approaches to urban transport. 
 

Table 1.1: Working group time-plan 
 

Event Date Progress 

Launch 
Conference September 28th 2004 Review of year one themes and indicators 

Site Visit 1 
November 11th and 

12th 2004 

Agree year two research question and ratify 
data indicators.  Agree a plan for data collection 

and agree units comparable within the group. 

Site Visit 2 
March 14th and 15th 

2005 

Collation of data and identification of any 
problems at this stage.  Discussion of 

problematic indicators. 

Site Visit 3 
May 12th and 13th 

2005 

Interpretation and presentation of data in draft 
format, working towards group’s f indings in 

preparation for the final conference 

Final conference June 29th 2005 
Presentation of final results and case studies of 

good practice 

 
Fulf ill ing their joint role as expert for the working group, Pascal Van den Noort and Oliver Hatch 
(Vélo Mondial) have been responsible for overseeing the discussions at each of the working group 
site visits as well as assisting the group with technical issues such as the data collection and analysis 
processes.  The group has also been supported by Neil Smith (TTR) who, as the rapporteur for the 
group, has been responsible for the organisation of site visits, the preparation of reports and co-
ordination of the working group. 
 
1.3 Definition of the working group theme 
 
The working group’ s theme: “ Cycling”  was chosen by the participants at the first working group 
meeting in year one of the project.  The theme reflects the focus upon cycling issues alone without 
considering walking, which the group felt would be a diff icult topic to obtain good benchmarking 
data for.   The broad theme of cycling continued to be used as the title for the group during year two 
of the initiative.   
 
The overarching topic of the working group was signif icantly narrowed during year two of the 
benchmarking initiative in order to focus upon the issues of cycling policy monitoring and 
promotion and the integration of cycling with public transport modes.   The focus of the group’s 
theme for year two of the Urban Transport Benchmarking Initiative is explained in more detail in 
section 3.1 of this document. 
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1.4 Site Visits 
 
As outlined in Table 1.1 the Cycling working group was able to take part in three site visits over the 
course of the second year of the Urban Transport Benchmarking Initiative.  The venues for the 
visits were: 
 
1. Copenhagen (November 2004) 
2. Brescia   (March 2005)  
3. Glasgow   (May 2005) 
 
As well as providing a very useful insight into public transport practices applied in cities from 
outside the group the visits were also used to structure the group discussion time and phases of 
progress in the initiative.  Full details of these site visits have been presented as case studies of the 
interesting practices the group experienced and are available in Annex 3.1, which accompanies this 
report.  A summary of these visits is also available on the project website 
www.transportbenchmarks.org.  
 
The meeting in Brescia represented the first occasion that two working groups have jointly attended 
a site visit with the aim of holding a workshop specif ically to discuss the links between their chosen 
themes.  The site visit was shared with the Behavioural and Social Issues in Public Transport 
working group with a specific aim to focus upon the integration of public transport and cycling.  
This joint working group session added an interesting aspect to the site visit and the discussion 
between the two working groups was very productive.  The two groups produced a joint report of 
the session which is available as Annex 6.  One of the outcomes of this session could be further 
joint working during the third year of the Urban Transport Benchmarking Initiative, possibly 
through some form of joint data collection.   
 
1.5 Learning from previous initiatives 
 
As well as the recommendations from year one of the Urban Transport Benchmarking Initiative, the 
Cycling working group has been able to refer back to the achievements of the Citizen’s Network 
Benchmarking Initiative working group reports.  This has enabled the group to try to further refine 
the process of benchmarking urban transport and to learn from previous experiences.   
 
The second year of the Initiative has largely represented an evolution of the group’s previous 
activities and, where possible, the recommendations from the reports produced at the end of the 
project’s first year have been heeded.  The key lessons which the group have taken on board during 
year two are outlined in detail in section three of this report. 
 
1.6 Contents and Purpose of this repor t 
 
This report is Annex A3 of the Urban Transport Benchmarking Initiative Year Two f inal report and 
describes the approach taken by the Cycling working group.  In addition the findings from thematic 
data indicators collected by the group are presented and analysed along with the recommendations 
of the working group. 
 
The remainder of the report consists of a description of the cities and regions that participated in the 
working group accompanied by relevant background statistics derived from the common indicators 
(section 2).  Section 3 of the report outlines the methodology for def ining the thematic indicators 
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and the process of data collection.  Section 4 of the report contains the analysis of  the thematic 
indicators and the fifth section outlines some of the examples of good practice observed by the 
group.  The f inal section of the report contains the conclusions made by the group and the 
recommendations for further developing the theme of the working group. 
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2. WORKING GROUP PARTICIPANTS 
 
This section of the report provides an overview of the cities that have been represented in the 
Cycling working group during year two of the Urban Transport Benchmarking Initiative.  Section 
2.1 lists the participants, while section 2.2 provides background data from the common indicators, 
which provides some context about the size and situation of each of the cities represented in the 
working group. 
 
2.1 Working group members 
 
Six cities and four other members (advisors / supporters) were represented in the Cycling working 
group during year two of the Urban Transport Benchmarking Initiative.  Table 2.1 outlines these 
participants, the organisations they work for and the cities and regions they represented / supported 
in the project. 
 

Table 2.1: Summary of working group par ticipants 
 

Area Organisation Status Country 

City of Aalborg Local Authority Denmark 
Aalborg 

City of Aalborg Local Authority Denmark 

University of Brescia Research for the 
Local Authority 

Italy 
Brescia 

University of Brescia Research for the 
Local Authority 

Italy 

Parks and Roads 
Department 

Local Authority Denmark 
Copenhagen 

Parks and Roads 
Department 

Local Authority Denmark 

Land Services Local Authority Scotland 
Glasgow 

Land Services Local Authority Scotland 

Malmö Malmö Gatukontor Local Authority Sweden 

Prague ROPID Regional Transport 
Authority 

Czech 
Republic 

Scotland Cycling Scotland Non-Governmental 
Organisation 

Scotland 

 
The cities and advisors represented in the working group were distributed over a fairly wide 
geographical area and offered a range of varying practices and experiences drawn from differing 
cultural, organisational and historic backgrounds.  All members were keen to learn of good 
practices or simply ‘different’  methods employed for various aspects of urban transport.  Sharing 
good quality information was a goal of the working group and this was achieved through a mix of  
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quantitative data collection, qualitative descriptions and presentations of good practice case studies 
and the observation of cycling policies in action during the site visits. 
 
2.2 Background data from the common indicators 
 
This section of the report uses data from the common indicators and background data from the 
group’s thematic indicators in order to provide some basic information and comparisons for each of 
the cities represented in the working group.  Table 2.2 (below) outlines some of the key statistics for 
each of the cities in the group and Figure 2.1 shows the modal splits for the cities in the group, 
although no data was available for Brescia. 
 

Table 2.2 Background statistics for  cities in the working group. 
 

Statistics (2003) Aalborg Brescia Copenhagen Glasgow Malmö Prague 

Area of city km2 60 91 90 176 159 496 

Population of city 121,000 187,865 500,000 585,090 267,171 1.16m 

Population density 
(people per km2) 2,018 2,119 5,556 3,317 1,680 2,351 

Area of region km2 597 4,784 2,871 4,807 NA 3,749 

Population of region 162,521 1.1m 1.8m 2.1m NA 1.66m 

GDP per capita in € 28,898 36,900 54,000 19,597 32,927 12,266 

Urban Employment 66 NA 52 70 50.5 63 

 
The six cities compared throughout this report display a good range of populations, geographical 
coverage and population densities.  Three of the cities in the group are from Denmark and Sweden 
and therefore provide an opportunity to draw comparisons between the cycling cultures in these 
cities and the others in the group.  The following key observations can be made in order to 
contextualise the comparisons drawn later in the report: 

 
·  Three of the cities (Aalborg, Brescia and Copenhagen) cover an area of less then 100km2 while 

Glasgow, Prague and Malmö are signif icantly larger.   
·  The cities also demonstrate similar variations in population sizes, which have been used to 

calculate the population density of the cities in Table 2.2.  It is generally accepted wisdom that 
more densely developed cities offer better conditions for cycling use, because the distances 
involved when travelling are often shorter than in cities with lower densities. 

·  All of the cities in the working group sit within a regional framework for transport provision and 
in the case of Copenhagen and Glasgow the regional area surrounding the city is particularly 
large.  

·  GDP per capita varies across the working group and is considered to be the most comparable 
indicator of local wealth which can be collected within the scope of the project.  Copenhagen 
has a very high value (€59,000) in relation to the figures for Prague and Glasgow.  The fact that 
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Copenhagen is a location which contains concentrated business “ growth poles”  can be attributed 
to its particularly high GDP per capita figure.  Four of the cities have values which are above the 
2002 EU15 average level of GDP per capita (€21,172).  When considering the degree of 
investment in cycling facilities or the size and quality of the cycle network it is interesting to 
relate the findings to the level of GDP per capita in the city. 

·  The levels of  residential employment in the working group cities also warrant a comparison and 
reveal that between 50% and 70% of the urban populations of the working group cities are in 
employment.  The unemployed are considered to be a potential target market for cycling 
promotion so these figures are likely to be of relevance in relation to targeting this promotional 
activity. 

 
Figure 2.1: Modal Split data for  all daily tr ips (including walking and cycling) for  the cities 

and regions in the working group 
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Figure 2.1 Key data note: 
 
·  No modal split data was available for the city of Brescia. 
 
Figure 2.1, above, outlines the modal splits for the cities in the Cycling working group (although no 
data was available for Brescia), which have been sorted according to the proportion of all trips 
made by bicycle.  It is immediately apparent that the three cities located in Denmark and Sweden 
have the greatest proportion of trips made by cyclists.  In these three cities the proportion of cycling 
trips is greater than the proportion of public transport trips.  In Aalborg and Malmö the proportions 
of car trips are also high, yet this appears not to discourage cycling as a mode of transport.  Aalborg 
demonstrates the greatest proportion of car trips, while Copenhagen and Prague have the smallest 
car modal shares. 
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3. DEFINITION OF THEMATIC INDICATORS 
 
Section 3 of this report outlines the process of selecting a research topic and focusing the data 
collection process upon the group’s chosen theme.  Section 3.1 describes the research question 
selected by the working group and section 3.2 explains the methodology that was used to define and 
select data indicators.  Section 3.3 focuses upon the data collection and analysis of  the data and 
section 3.4 outlines the definition of interesting practice which has been used by the Urban 
Transport Benchmarking Initiative.  Finally, section 3.5 highlights the main barriers to data 
collection and data limitations encountered by the working group. 
 
3.1 Year  Two Research Questions 
 
The key research themes for year two of the Urban Transport Benchmarking Initiative were 
identified during the working group’ s first site visit of the year to Copenhagen, following on from 
the discussions held at the Year 2 launch workshop in Brussels.  There were 4 topic areas that the 
group suggested it would be interesting to pursue and these included: 
 
1.) Recipe for success 
> What is the recipe for success for encouraging more cycling in cities? 
> Is this recipe being considered/implemented within the city and to what extent? 
> How is the city measuring the performance of measures and how does it know whether they are 

working (monitoring)? 
 
2.) How can cycling be integrated with modes of public transport to encourage mutual demand 
uptake? 
 
3.) Which marketing techniques are most effective at engaging specif ic audiences? 
 
4.) Studying the social acceptance of cycling. 
 
The following sub-sections summarise the discussions held during the Copenhagen site visit and 
identifies how they were adopted by the working group. 

3.1.1 Recipe for  success 
 
The group agreed that the monitoring of cycling policies was underpinned by modal split since this 
was the only rational/tangible way of truly recognising any improvement in cycle use in cities.  The 
following factors were also recognised as vital in determining the current cycling situation within 
cities: 
> Congestion problems predominantly caused by cars 
> The speed of traffic, both in terms of reduced speed from congestion or the ability to increase 

speed for cycling 
> The evolution of road space and the ability to either add road space for cycling or reallocate it 

by removing road space or parking capacity for cars 
> The cost of owning/operating a car 
> The weather and climate 
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The group agreed to consider the following research question during year two of the benchmarking 
initiative: 
 
How does the city measure the effects of its cycling policies and reflect this in programme 
review? 
 

3.1.2 Integration of cycling with public transpor t 
 
When considering the possibilities for integrating cycling with different modes of public transport, 
the participants in the group quickly highlighted how the extent of integration required might stretch 
both geographically and strategically beyond the city boundary or administration.  Integration might 
therefore need to consider cross-boundary application and acceptance by multiple service providers. 
 
The group agreed on four key areas affecting integration of cycling with public transport: 
> Access to public transport interchanges/facilities by cycle 
> Cycle parking at public transport interchanges/facilities 
> Facilities and services available to cyclists both at interchanges and on public transport 
> Cycle hire at interchanges 
 
It was also deemed necessary to consider whether users have to pay to take cycles on public 
transport or use parking facilities.  In taking this theme forward, the group felt it would be important 
to interact with the two working groups in the project dealing with public transport themes, i.e. the 
Public Transport Organisation and Policy working group; and the Behavioural and Social Issues in 
Public Transport working group.  This was realised through the coordination of a joint site visit in 
Brescia, which has been reported in full in a separate document (Annex A6). 
 
The issues which the working group identif ied as worthy of discussion included: 
 
> The conflict between demands for space on public transport to accommodate bicycles versus 

passenger seating. 
> The ability to cycle either side of a public transport journey, NOT just the ability to carry 

bicycles on public transport. 
> The amount of dialogue which takes place between transport planners and public transport 

operators within cities. 
 
The group agreed that the following research question should be covered during year two of the 
Urban Transport Benchmarking Initiative: 
 
How can cycling be integrated with modes of public transport to encourage mutual demand 
uptake? 
 

3.1.3 Marketing 
 
The group decided that, even though cities appeared to be putting much work into the marketing of 
cycling, more clarity was needed on how effective this was proving.  By discussing the techniques 
that have proved to be most successful at conveying the message, it became clear that a definite 
opportunity existed for learning from others in a variety of contexts.  The group suggested that it 
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would be of particular interest to determine the techniques which worked for specific audiences.  
One issue highlighted by Prague was that marketing was somewhat diff icult if the existence of 
cycle infrastructure, for example, was lacking in the first place. 
 
The group concluded that the following research question should be taken forward into year two of 
the Urban Transport Benchmarking Initiative: 
 
Which marketing techniques are being used to engage specific audiences? 
 
3.1.4 Social acceptance 
 
The group decided not to pursue this line of research for the following reasons: 
 
> Although acknowledged as a particularly interesting aspect of the cycling issue, it was deemed 

too large a subject to tackle in the scope of this project, particularly considering the subjective 
approach required. 

> The group suggested that the research theme covering ‘ the recipe for success’  for cycling would 
include social aspects and could therefore outline some of the cultural trends. 

 
It was suggested that for some countries where cycling is less mainstream, cycling was dominated 
by the middle-class and was part of a wider green agenda.  The challenge was to devise suitable 
campaigns to attract other audiences to the benefits and that this would be covered by the theme of 
marketing. 
 
3.2 Methodology for  indicator  definition  
 
Having determined the three research questions for year two of the benchmarking initiative, the 
participants were able to decide upon quantitative and qualitative indicators that would form the 
basis for collecting information in year two of the benchmarking initiative.  The research questions 
defined in section 3.1 represent evolutions of the topic pursued by the Cycling working group 
during year one of the Urban Transport Benchmarking Initiative.  As a result a relatively small 
number of entirely new indicators were developed for year two of the initiative, with many of the 
year one indicators being redefined in order to improve the comparability of the collected 
information. 
 
One of the key revisions to the year one indicators related to a tighter definition of cycling space.  It 
was agreed that the four-part definition collected as indicator D.10 in year one of the initiative 
should be expanded.  The definition used to benchmark cycling space in year one was: 
 
> Cycle Lanes (on-road, immediately next to the carriageway, segregated by painted lines). 
> Cycle Tracks (on-road, immediately next to the carriageway, segregated using separate 

pavement). 
> Cycle Tracks (off-road but immediately next to the carriageway, using existing pavement). 
> Cycle Routes (off-road and away from the carriageway, i.e. like the green routes promoted in 

Copenhagen). 
 
The new six-part definition included an expansion on the Lanes and Routes options in the following 
way: 
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> Lanes (on-road, immediately next to the carriageway, segregated by painted lines). 
> Lanes (joint cycle/bus lanes) 
> Tracks (on-road, immediately next to the carriageway, segregated using separate pavement). 
> Tracks (off-road but immediately next to the carriageway, using existing pavement). 
> Routes (off-road and away from the carriageway, i.e. like the green routes promoted in 

Copenhagen). 
> Routes (pedestrianised) 
 
The data indicators collected during year two of the Urban Transport Benchmarking Initiative are 
listed in Annex A3.1 of this report and were broken down into the sections outlined in Table 3.1: 
 
Table 3.1: Data collected in the benchmarking initiative by the Cycling working group 
 

Section Topic Year  

Section A Modal share Year one 
Section B Background Year one 
Section C Bicycle utilisation Year one 
Section D Cycling infrastructure Year one 
Section E Cycling initiatives/promotion Year one 
Section F Recipe for success Year two 
Section G Integration with public transport  Year two 
Section H Marketing Year two 

 
As well as developing new indicators for year two, the cities that had not participated in year one of 
the benchmarking initiative agreed to collect the year one information retrospectively.  The f indings 
reported in section 4 of this document reflect the results from both sets of data. 
 
3.3 Data collection and analysis 
 
Data Collection 
 
The bulk of the working group data was collected in the time between the first and second site visits 
(December 2004 and February 2005).  In order to make the collection of data easier and to ensure 
that data were submitted in a standardised format a data entry form was created, which contained 
definitions of the indicators (see Annex A3.1) chosen by the working group.   
 
During the group’s activities in year one of the initiative some general principles were established 
in order to make the collection of data as straightforward as possible for the participants.  The two 
key principles in terms of the collection of data were maintained for the second year of the working 
group’s activities: 
 
1. Definitions and collection methods used to obtain data inevitably vary between cities.  It was 

therefore very important that where pre-existing definitions for data indicators were used (as 
opposed to those stated in the data handbook) the cities defined what the figures relate to, 
because otherwise the data collected would have been incomparable. 
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2. The recommended study year for the project was updated to 2003, because it was assumed that 
very little data would be available for 2004 and in order to attempt to develop some form of 
time series data 2003 represented the next year on from the baseline.  It was recognised that 
cities have varying levels of data.  Where cities did not have data for 2003 they were asked to 
supply data for the nearest available year.  This was not a particular problem; because the 
participants were encouraged to explain specif ically what year data referred to if it was not for 
the study year of 2003.   

 
The working group meeting in Brescia (March 2005) was used to discuss the data submitted and the 
approach to analysing the data.  Following this meeting several indicators were refined and data was 
re-collected in order to try and improve comparability between the cities and regions represented in 
the group. 
 
Data Analysis 
 
The process of analysis commenced prior to the third site visit in Glasgow (May 2005) at which the 
data was ratified by the participants in the group and some small amendments were made.  The 
main bulk of the data analysis was completed in readiness for the meeting in Glasgow in order that 
the group members would be able to analyse and report the collected information.  Following the 
meeting a number of suggestions to furthering the analysis of the collected data were pursued and 
several revisions were identif ied by the working group members.    
 
As with year one of the initiative the main aim of the data analysis was to identify good practices 
and to establish reasons for variations between the data collected for the cities.  The participants 
were involved in this process in order to ensure that the set of findings were supported by reasoned 
analysis rather than a collection of statistics.  Throughout the analysis process the limitations of the 
data were taken into account to avoid developing misleading recommendations.  In addition to 
simply analysing the collected data the participants used the third meeting session to discuss 
recommendations and conclusions that arose from the information collected by the working group.  
The aim of this process was to develop a series of central statements and recommendations on the 
topic of how public transport operators and local authorities can seek to retain young customers 
beyond the point of gaining a driver©s licence. 
 
3.4 Definition of interesting practice  
 
The aims of the Urban Transport Benchmarking Initiative data analysis were clearly defined at the 
outset of year one and these remain unchanged for year two: 
 
·  To look for best practices and try to establish reasons for variations between data 
·  To encourage all participants to take part in this process in order to ensure a set of f indings 

supported by reasoned analysis rather than a collection of statistics  
 
As a result the approach to the term “ Best Practice” has been retained for the second year of the 
Urban Transport Benchmarking Initiative.  What constitutes a “ Best Practice”  has been heavily 
debated over the course of previous benchmarking projects.  The major problem is that there is no 
all-encompassing definition which clearly defines ‘Best Practice’ .  In the case of this initiative the 
term “ Best Practice”  is applied more loosely to include interesting practices that are displayed in the 
operations of the participant’s urban transport systems.   
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From the outset it has not been the goal of the Urban Transport Benchmarking Initiative to create a 
competitive atmosphere among the participants and at the launch conference it was clearly stated 
that this is not a competition with “ winners”  and “ losers” .  Promoting interesting practices, through 
the use of benchmarking, so that a wide audience of cities, operators and local authorities may 
benefit from them is a concept with huge potential.  Creating a set of “ winners”  and “ losers”  does 
not help to achieve this, because it may dishearten those perceived to have “ bad practices” , whereas 
these groups of participants probably have the most to gain from this type of project.   
 
The aim of the project is therefore to offer the participants the chance to benefit from the project by 
presenting a set of findings that will interest all of the participants.  Disseminating a range of 
interesting practices is also likely to be of wider interest to those not participating in the project. 
 
3.5 Data limitations and bar r iers to data collection 
 
The process of data collection was generally found to be much easier for the two cities (Brescia and 
Copenhagen) that had already submitted data for the Urban Transport Benchmarking Initiative, 
while the lessons learned from year one meant that the refined data indicators were also 
straightforward for new group members to collect. 
 
Key limitations and barriers relating to the collection of data were: 
 
·  Not all six of the cities were able to calculate a figure for cycle ‘ risk’  (number of cyclists killed 

and seriously injured/total distance cycled) and so in order to enable benchmarking across all 
cities in the group the risk figure was also calculated using modal share data.  The f igures 
calculated for Brescia and Glasgow by using this approach proved to be incomparable against 
the data collected by the other four cities. 

 
·  Data availability was not cited as a major problem, although the group’s own research into the 

availability of cycle policy monitoring data (outlined in section 4 of this report) identified that 
cycling data is often collected in a piecemeal manner and as a result is spread across many 
sources.  As a result the participants found the collection of information for the group’ s 
benchmarking activities to be quite a time consuming experience. 

 
·  The lack of readily available data also meant that in some cases the group could not obtain a 

sufficient depth of understanding in order to draw causal links to explain some of the trends 
outlined.  A well planned survey of cycle users in each of the working group cities would enable 
this to be achieved, particularly based around the topics of marketing and cycle network 
promotion (e.g. to understand the level of awareness of cycling options among cyclists and non-
cyclists). 

 
·  The diff iculty of obtaining good data relating to cycle parking and the types of cycle facilities 

available at a given location highlighted something of a data gap.  It is possible to suggest that 
this reflects the fact that secure cycle parking facilities are yet to be considered as an important 
tool for encouraging greater cycle use.  

 
A number of other barriers and data collection issues were also highlighted through the working 
group’s activities in year one of the initiative, many of which remained pertinent issues during the 
project’s second year: 
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Regional data and definitions 
 
Data concerned with cross-boundary activity (such as public transport journeys) was inherently 
difficult to collect, requiring information from several sources.  This was made more challenging by 
the limited resources available to some of the participants in the working group. 
 
Resources required to collect data 
 
Proposals for streamlining the thematic indicators for future benchmarking were certainly 
welcomed by the group but were not considered as important as the need to streamline the list of  
Urban Transport Benchmarking Initiative common indicators.  The group felt that the excessive 
time and effort required to collect the current level of data from scratch would act as a barrier to 
new cities taking part in the initiative, particularly those with limited resources.  It was suggested 
that the number of common indicators could be reduced in order to focus the activities of the 
benchmarking initiative upon the qualitative exchanges of good practice, primarily obtained from 
site visits.  This would enable the issues of thematic indicator definition and data collection to be 
undertaken by e-mail, as they are with the common indicators. 
 
Common indicators 
 
Although the number of  common indicators remained broadly the same as in year one the improved 
data collection forms, and the fact that many of the cities were updating the data collected in year 
one of the Urban Transport Benchmarking Initiative had improved the collection of data for the 
project in year two. 
 
Following the request from the group at the end of year one of the initiative the common indicators 
had been signif icantly revised, with indicators covering the topic of parking cost being added to the 
data-set.   
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4 ANALYSIS OF FINDINGS FROM THE THEMATIC INDICATORS 
 
4.1 Analysis of results from data indicators 
 
The analysis of the working group indicators from year two of the Urban Transport Benchmarking 
Initiative has been presented as a review of the data collected by the participating cities.  Where 
relevant, comparisons have been drawn between indicators collected by the Cycling working group, 
with common indicators collected by all of the participants in the Urban Transport Benchmarking 
Initiative and with f indings from year one of the project. 
 
The remainder of this section of the report has been broken down according to the three key 
research questions, defined in section 3 of the report, for clarity of presentation and analysis of data.  
These make up the remainder of this section and begin by considering the approaches of the 
working group to measuring and reviewing the effects of their cycling policies.  Section 4.2 
presents an overview of the cycling networks present in the six cities involved in the working group 
and section 4.3 looks at the approaches to monitoring and evaluating cycling policies in these cities.  
Section 4.4 considers the integration of cycling with public transport modes and section 4.5 focuses 
upon the marketing techniques which are being used to encourage specific social groups to cycle.    
A summary of the key conclusions and recommendations from the working group is presented in 
section 6 of this report. 
 
4.2 Background information relating to cycling in the working group cities 
 
This section of the analysis provides a broad overview of the cycling traits of the cities involved in 
the working group.  This data has largely been obtained from the cycling monitoring programmes 
each of the cities operates and, as a result, is also relevant to section 4.3, which considers the 
research question based upon the approaches to monitoring and evaluating cycling policy efficacy 
in the working group’ s cities.  Some of the data presented in this section has been drawn from that 
collected during year one of the Urban Transport Benchmarking Initiative and updated for the study 
year of 2003 
 
The uptake of cycling in the working group cities  
 
Figure 4.1 demonstrates that the Danish and Swedish cities in the working group (Malmö, Aalborg, 
and Copenhagen) demonstrate the largest cycling modal shares.  This supports the f indings from the 
common indicators in year two of the benchmarking initiative, described in Annex A1 of the 
benchmarking reporting structure.  All of the cities in the working group monitor the modal share of 
cycling and some undertake cordon counts based upon the number of cyclists using the urban cycle 
network.  A range of different numerical measures are used across the working groups, with some 
cities counting all trips, others counting specific age groups and some data being gathered at a 
regional level.   
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Figure 4.1: Modal share and cordon count figures for  cycling 
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Key notes and data analysis: 
·  Cycling modal share data relates to the cycling trips made in the city as a percentage of all 

motorised and cycling trips (walking excluded). 
·  Data for Brescia relates to the regional area. 
·  Data for Glasgow relates to trips to work/education only. 
·  Data for Malmö considers people aged 18-75. 
 
Table 4.1 outlines that the majority of the cycling working group cities collect information 
regarding the average number of kilometres cycled per inhabitant per day and the number of cycle 
trips made, on average, per person per day.  Brescia is the only city which does not collect this 
information on a regular basis while in Prague no data is collected in relation to the number of  
cycling trips made in the city each day. 
 

Table 4.1: Cycle km and tr ips travelled per  person per  day 
 

City Cycle tr ips 
(tr ips / person / day) 

Cycle use 
(km / person / day) 

Aalborg 0.42 3.28 
Brescia - - 
Copenhagen 0.7 2.4 
Glasgow 0.144 0.0023 
Malmo 2.6 7.54 
Prague - 0.24 

 
The results displayed in Table 4.1 support the f indings from Figure 4.1, revealing that as well as the 
largest modal shares for cycling trips, the Danish and Swedish cities also demonstrate the largest 
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number of trips and cycling distances of the cities in the group.  This greater incidence of cycling in 
Danish and Swedish cities is also reflected in higher Killed and Seriously Injured (KSI) statistics for 
cyclists, which the working group cities have collected in relation to the proportion of all road 
accidents over a five year time period (1999-2003).   
 
Figure 4.2 illustrates that the Danish and Swedish cities have significantly higher proportions of 
accidents in which cyclists are killed or seriously injured than the other cities in the working group.  
This finding is logical, since the greater the proportion of cyclists in relation to the total number of  
road-users, the greater the likelihood that they will be involved in road accidents.  The cities of  
Brescia, Glasgow and Prague demonstrate similar levels of cyclists killed or seriously injured with 
around 3-5% of all KSI road users being cyclists. 
 

Figure 4.2: Cyclists killed or  seriously injured (KSI) as a percentage of all road accident 
victims 
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The Cycling working group also collected information relating to the risk of cycling in the cities on 
a daily basis.  This was calculated using the data for the total distance cycled in the cities each year 
and the Killed and Seriously Injured (KSI) figures which were submitted by the participants, 
although the data required to calculated this was f igure not available for the cities of Brescia and 
Glasgow.  It is important to stress that these figures are reliant upon KSI f igures, which do not 
necessarily reflect the true number of people that are injured while cycling, only those reported.  
Similarly the total distance cycled, which in this case was extrapolated from the cycle use data (km 
cycled per person, per day) has a heavy bearing upon these results.  The data for Copenhagen was 
calculated from cordon count data. 
 
The results of this calculation have been presented in Figure 4.3, which shows a wide ranging level 
of cycling risk.  The cities for which data was available recorded a 0.00002 to 0.00008 percent 
chance of being killed or seriously injured when making a cycle trip.  Aalborg and Copenhagen are 
the cities which demonstrate the lowest level of risk for cyclists. 
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Figure 4.3: Statistical r isk of cycling calculated using cycled distance and KSI figures 
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Figure 4.3 Key Data Notes 
·  No data was available for Brescia and Glasgow 
 
The cycle network, signage and parking facilities for  cyclists 
 
As well as demonstrating the use of cycling in the working group cities, the participants collected 
data relating to the nature of the cycle network in terms of different types of cycle infrastructure and 
the amenities available for cyclists in the cities.  Figure 4.4 outlines the varying make-up of the 
cycle networks in the working group’ s six cities and shows that in Brescia, Glasgow and 
Copenhagen the main form of cycling infrastructure is cycle tracks either marked on the roads 
(Brescia and Glasgow) or segregated from the road by a kerb (Copenhagen).   Aalborg also has a 
large on-road cycle network, although it also has a greater proportion of routes which run parallel to 
roads and are segregated by open space.  Glasgow was the only city in the working group where 
cycle routes are shared with buses.  The cycle network in Malmö is particularly significant, because 
only a small proportion of the total network is situated on the city’s road network, with the majority 
of routes being located away from or entirely separate from the city’s roads. 
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Figure 4.4: Cycle network length in the working group cities 
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In the working group report from year one of the initiative signage and parking were considered to 
be important issues, which are frequently not addressed adequately in urban cycle networks.  The 
participants provided information about the strategy for signing the cycle network in their city and 
this has been described in a bulleted summary below: 
 
·  In Aalborg there is a policy to name segregated tracks.  Signing and directional info is also 

present in one large area of the city. 
·  In Brescia a limited amount of signage exists at the moment, although at present a project is 

underway in order to establish dedicated signs and signals across the city’s cycle network and 
develop a town cycle route map. 

·  The cities of Glasgow and Prague have some signage for recognised routes in local areas and for 
key directions, particularly towards the city centre. 

·  In Malmö all of the cycle paths are named and directional signage refers primarily to routes 
heading to or from the city centre and some other destination local to each sign.  At underpasses 
cyclists are also informed of the roads they are passing under through signage and this is 
designed to improve the orientation for urban cyclists. 

·  In Copenhagen the signage available for cyclists is very sparse and this is a key target for 
further action in the city.   

 
The information collected by the working group participants in relation to the availability and 
perceived use of, as well as thefts from, cycle parking facilities in the cities is displayed in Table 
4.2.  It is important to note that the data for cycling theft is not connected to the data for bicycle 
stands, rather the total thefts in each of the cities.  Half of the cities indicated that they have 
sufficient cycle parking in their city and two of these, Brescia and Aalborg, indicated that the 
facilities were well used.  The other three cities indicated that there was limited parking for bicycles 
in their city and two of these, Copenhagen and Malmö, suggested that there was excessive demand 
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for the parking facilities.  Prague and Glasgow are the only two cities in the working group where 
average or less than average parking use was recorded and this reflects the lower modal share of 
cycling trips in these cities.   
 

Table 4.2: Cycle parking availability, end-user  uptake and cycle thefts 
 

City Availability of cycle 
parking 

Use of Cycle 
parking 

Cycle thefts 
per  1000 

inh. 
Aalborg Suff icient parking Well used 20.2 
Brescia Suff icient parking Well used 1.6 
Copenhagen Limited parking Excessive demand 30  
Glasgow Suff icient parking Average use 1.2 
Malmo Limited parking Excessive demand 16 
Prague Limited parking Less than average - 

 
The data relating to cycle thefts in the cities relates to the study year of 2003, except for Malmö 
(2002).  The highest rates of cycle theft are evident in the three cities where cycle use is greatest; 
Aalborg, Copenhagen and Malmö, while Glasgow and Prague reported similar, signif icantly lower, 
levels of  bicycle theft.  As with previous data, this is to be expected in cities where the overall level 
of bicycle use and the number of bicycles are signif icantly greater. 
 
Obstacles to cycling in the working group’s cities 
 
The final aspect of background information which the working group participants provided relates 
to the barriers to cycling which exist in their cities.  Table 4.3 contains a summary of the issues 
which the working group participants have described. 
 

Table 4.3: Which are the main obstacles to more cycling in your  city? 
 

City Bar r iers to cycling in the city 

Aalborg The weather, convenience, habits and lack of information. 

Brescia Illegal parking, fragmentation of the cycling network, excessive 
speed of motorised vehicles and poor signage. 

Copenhagen Some potential cyclists feel insecure when cycling. Lack of 
infrastructure could also be considered as an obstacle. 

Glasgow 

Perception of danger - i.e. conflict with motor vehicles on the 
highway and personal security fears on off-road cycleways.  
Also a lack of facilities at the workplace e.g. showering and changing 
facilities. The climate and topography are also frequently cited as a 
reason for not cycling. 

Malmö The attitude towards cycling in the local area. 

Prague Safety of cyclists, gradients in the city, historic city pattern not 
conducive to cycling, transport conditions and transport space. 
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Two of the most frequently recurring comments were the attitude towards cycling in the city, 
highlighting the potential need for marketing and promotion activities, and safety concerns, whether 
it be in terms of collision with vehicles or personal security concerns from cycling on secluded off-
road routes.   
 
Overview of background information 
 
The background information presented in section 4.2 has demonstrated the broad range of cities 
whose cycling networks are being compared in this benchmarking exercise.  A clear division 
between the three Danish and Swedish cities and Brescia, Glasgow and Prague is apparent within 
the working group and is evident in the comparisons between the size of cycle networks, the modal 
share of cycling and the accident data concerning cyclists. 
 
The next section of the analysis section considers the cities’  policies on measuring and reviewing 
the effects of the cycling policies which they have implemented. 
 
4.3 Measur ing and reviewing the effects of cycling policies in cities 
 
The graphs and tables presented in this section provide details of the extent of activities to measure 
and review cycling policies in the cities participating in the Cycling working group.  The 
information presented in section 4.2 is itself indicative of the extent of cycle policy monitoring 
procedures in the working group cities.  This section of the report considers the group’s f irst 
research question:  
 
“ How does the city measure the effects of its cycling policies and reflect this in programme 
review? 
 
The remainder of this section outlines the range of approaches to monitoring cycling policy as 
identified by each of the participants in the working group. 
 
Sources of cycling data and mechanisms for  collection 
 
The cities provided information relating to the source of statistics relating to the cycling data 
collected and these responses have been reported in the bulleted summary below: 
 
·  Three main sources of information were used to obtain modal share information.  These were 

annual travel survey results (Aalborg, Copenhagen and Malmö), census information (Glasgow 
and Brescia) and manual traffic counts (Prague). 

·  Police statistics were used in all cities in order to monitor the number of cyclists killed and 
seriously injured each year, the number of cycle accidents which take place and the number of 
cycle thefts.  The issue here is that accurate accident statistics are difficult to obtain, because 
many accidents and thefts involving cyclists are perceived to go unreported. 

·  Cycle network data and other information relating to cycling infrastructure (e.g. cycle parking) 
were generally obtained from departments within the municipal authorities.  Often the 
equivalent of a roads and paths or land services department collected the data or maintained 
records of the cycling infrastructure that has been installed. 

·  Cordon count data is generally obtained from manual counting surveys which take place in the 
working group cities.   In the majority of cases these are undertaken in the form of annual 
surveys. 
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·  The main data gaps which the group identif ied were: 
o Formally collected statistics relating to the use and availability of cycle parking facilities 

(although surveys are undertaken in Malmö and Glasgow) 
o The use of before-and-after travel behaviour surveys for cycling infrastructure 

developments.  Glasgow was the only city to follow up new cycling infrastructure in every 
case and this was primarily for health and safety reasons, rather than consideration of the 
impact upon travel behaviour. 

o Statistical information relating to the proportion of children that have received cycle 
training. 

o Formally reported statistics regarding the extent of engagement between local authorities 
and schools/employers to promote cycling as a mode  

·  The mechanisms for the collection of data were often unclear, with a lot of information being 
gathered simply through occasional counts (e.g. cordons and cycle network figures). 

 
Overall the data submitted by the participants suggests that the monitoring of cycling policies is 
undertaken on a relatively informal basis amongst the cities in the working group.  Many of the 
statistics gathered for this exercise were obtained from external sources or highways and roads 
departments which maintain formal databases relating to specif ic issues (e.g. the police and cycle 
accident/theft data), while some items of information were gathered specifically for the purpose of 
the Urban Transport Benchmarking Initiative.  The Copenhagen Bicycle Account, outlined in 
section 5 of this report, is the most formal method of collecting information and monitoring cycling 
policies evident in the six cities in the group. 
 
The availability of cycling policy monitor ing data and its practical uses 
 
As well as identifying the sources and mechanisms for collecting cycling data the participants in the 
working group also rated the availability of the data, the frequency of reporting and the utility of the 
measures of cycling policies.  Figures 4.5 to 4.6 outline the responses received from the participants 
in relation to these issues. 
 
Figures 4.5a and 4.5b show the ratings which the working group participants returned regarding the 
ease with which they were able to source data for a total of 20 indicators.  The participants were 
asked to rate the availability of the data from 0 (very difficult to obtain) to 10 (very easy to collect), 
with a rating of 5 referring to data which was collectable but required reasonable effort to find.  In 
the majority of cases the data collected by the working group was relatively straightforward for the 
participants to collect, with Malmö and Copenhagen consistently rating their cycling policy 
monitoring data as “ collectable with effort”  or “ very easy to collect” . 
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Figure 4.5a: Responses to the question: How do you rate the availability of the following 
cycling data? 
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Figure 4.5b: Responses to the question: How do you rate the availability of the following cycling 

policy monitor ing data? 
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The cities of Prague and Glasgow were also able to find most of the data with relative ease, or with 
effort, although both data relating to cycle thefts and behavioural surveys was not readily available 
in either city.  The city of Aalborg was able to return data for all of the indicators, with only two, 
relating to the use and availability of cycle parking data, requiring considerable effort.  The three 
easiest indicators for all six of the participants to locate data for were; cycling accidents, modal 
share and cycling shop data.  Interestingly some of the relatively straightforward statistics relating 
to infrastructure (network length and cycle parking) were not readily available in all of the cities. 
 
Figures 4.6a and 4.6b outline the frequency with which data relating to cycling policies is reported 
in the participating cities.  The information submitted by the working group participants indicated 
that the majority of the cycling data is collected on an annual basis.  Only a few items of data are 
reported more frequently and these include the modal share of cycling trips (collected monthly in 
Copenhagen), cycling accident data in Malmö (which is reported daily) and information relating to 
engaging schools and employers, which is reported monthly in Malmö.  Some of the information is 
not collected as frequently, in particular the data relating to the overall size of the cycle network and 
other infrastructural features (e.g. parking, signage tunnels) is not updated very frequently.  This is 
most likely because the size and make-up of the cycle network infrastructure do not change on a 
regular basis and therefore there is no need to frequently update this information. 
 

Figure 4.6a Frequency of cycling policy data repor ting 
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Behavioural surveys relating to the use of bicycles in the cities are also undertaken on a relatively 
ad-hoc basis, with only Malmö having a regular annual survey.  In addition the information reported 
relating to cycle repair shops in the city is collected on an ad-hoc basis, with some of the 
participants indicating that the information was collected specifically for the benchmarking 
initiative on this occasion. 
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Figure 4.6b: Frequency of cycling policy data repor ting 
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Figures 4.7a and 4.7b provide a visual indication of the participant’s responses to the issue of 
usefulness of the data collected in their cities in relation to cycling policy monitoring.  The group 
rated the information on a scale of 0 to 10, with 0 indicating that the data does not measure the 
effects of cycling policies well at all, 5 suggesting that the data measures the effects of cycling 
policies to a reasonable extent and 10 meaning that the effects of cycling policies are measured very 
well by the data. 
 
The results of the survey of participant’s responses illustrated in Figures 4.7a and 4.7b outline a 
broad range of opinions concerning the utility of the collected information.  There are a total of 
seven indicators which the working group suggested, almost unanimously, are most useful in terms 
of monitoring the effects of cycling policy.  These include:  
 
·  Cycle network length 
·  Cycle accident data 
·  Cycling risk data 
·  Availability and use of cycle parking 
·  Behavioural surveys regarding cycle use 
 
 
In addition, the majority of participants in the group thought that information relating to the extent 
of activities to engage with schools and employers would be of value in a formal cycle monitoring 
policy.  It is therefore possible to recommend these indicators as potential cornerstones of a formal 
cycling policy monitoring and evaluation exercise as a result of the working group’ s research.  In 



Urban Transport Benchmarking Initiative Year Two 

 

Transport & Travel Research Ltd Page 31 July 2005 

 
  

addition it is possible to identify a number of indicators which the working group participants 
suggest would not be beneficial to an evaluatory scheme.  These include: 
 
·  Data relating to cycle theft in the cities 
·  The number of cycle repair shops 
·  The extent of cycle training uptake among children 
 
As a result of these findings it is possible it suggest that the working group should give 
consideration to producing a “ model template”  for annual cycling policy monitoring and evaluation 
as a potential output from year three of the Urban Transport Benchmarking Initiative.  This type of 
publication could also help to identify a standardised approach to cycle policy monitoring, which 
would be of signif icant value, both amongst the cities in the working group and in cities not 
involved in the benchmarking initiative. 
 

Figure 4.7a: Responses to the question: How useful is the cycling policy monitor ing data 
repor ted in your  city? 
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Figure 4.7b: Responses to the question: How useful is the cycling policy monitor ing data 
repor ted in your  city? 
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Approaches to monitor ing cycling programmes and targets for  attainment 
 
The final aspect of cycling policy monitoring and evaluation considered by the working group 
relates to the mechanisms used to monitor the efficacy of cycling policies in cities and the targets 
established by each city in order to drive forward the cycling agenda.  Finally the group also 
provided qualitative information to indicate the extent to which the local political stakeholders are 
involved in the process of encouraging cycling in the cities. 
 
Table 4.4 indicates the range of mechanisms used in the working group cities in order to evaluate 
the effectiveness of cycling policies.  Aalborg and Prague demonstrate the widest array of policy 
monitoring approaches, while Copenhagen and Malmö use a much smaller range of techniques, 
primarily either an annual review, or statistical reporting, in conjunction with end-user (local 
cyclists) consultation and responding to letters of complaint.  All of the cities in the working group 
indicated that they use public consultation methods and respond to issues which generate letters of 
complaint as part of their cycling policy evaluation approach.  After these the annual policy review 
was the most popular approach to cycling evaluation among the working group cities.  It is 
therefore possible to suggest that a formal cycling policy monitoring system could use an annual 
performance review as a blueprint for developing a more robust policy evaluation mechanism. 
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Table 4.4: Mechanisms used to evaluate cycling programmes 
 

Mechanism Aalborg Brescia Copenhagen Glasgow Malmö Prague 

Annual Review Y - N* Y Y Y 

Statistical reports Y Y Y N N Y 

External audit Y - N Y N Y 

Internal audit Y - N Y N Y 
Consultation of end-
users and others 

Y Y Y Y Y Y 

Letters/complaints  Y Y Y Y Y Y 

*The Copenhagen Bicycle Account is collected every second year. 
 
Table 4.5 outlines the targets which are currently set by the working group’s cities in relation to the 
cycling policies they pursue.   
 
Table 4.5: What are your  targets for  cycling and how are they set? 
 

City Targets for  cycling policies 

Aalborg 
·  Increase in short trips 
·  Transfer from cars to cycles 

Brescia 

·  Better road maintenance 
·  Better road safety 
·  Promotion of new cycle routes and network extension 
·  Better bicycle parking 
·  To create a cycle map of urban areas 
·  Communication strategies for cycle training 

Copenhagen 

·  Cycling to workplaces shall increase from 34% to 40% 
·  Cyclist risk shall decrease by 50% 
·  Increase in cyclists who feel safe cycling in town from 57%-80%. 
·  Cycling travelling speed shall increase by 10% 
·  Cyclist comfort shall improve so that unsatisfactory cycle track 

surfaces shall not exceed 5%. 

Glasgow 

·  Double 2002 cycle use figures by 2012 (based on Scottish 
Executive Target) 

·  Increase the length of cycle routes in Glasgow to a minimum of 
250km by 2008 and 375km by 2012 

·  Increase the number of ‘Sheffield’  cycle parking racks available 
on-road to 500 by 2005 

·  Install at least three ‘Safer Routes to School’  each year 

Malmö 

·  Targets suggested by the Traffic Environment Programme 
·  Improve the health of Malmö©s residents by replacing short car 

journeys with bicycle trips 
·  Increase bicycle traffic by 10% over a 10-year period. thereby 

decreasing car traffic flows by 2-3 % and also decreasing car 
exhaust emissions by 5% from the 1995 level 

Prague 
·  Improving conditions for cyclists by balancing with other city 

transportation (walking, PT) 
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The key observations from figure 4.5 can be related to the current modal share of cycling in the 
working group’s cities.  Those cities which appear to be seeking to establish a cycling culture and 
develop a more extensive urban cycle network (e.g. Brescia, Glasgow and Prague) are those which 
demonstrate smaller cycling modal shares (see Figure 4.1).  As a result these cities appear to have 
established infrastructure and information based targets aimed specifically at growing the physical 
size and public awareness of the cycle network.  In marked contrast the three cities which 
demonstrate higher cycling modal shares (Figure 4.1) and larger cycle networks have set targets 
which aim to encourage modal shift from car use to cycling trips, particularly in relation to short 
distance trips, and to improve the safety of cycling in their cities.  In Malmö these targets have been 
linked with wider sustainable initiatives seeking to reduce car exhaust emissions and improve the 
health of the city’s inhabitants. 
 
All of the six cities participating in the Cycling working group engage with local politicians in 
relation to the cycling programmes being implemented.  In Aalborg this is achieved through the 
planning system itself, while in Brescia and Glasgow the key local political figures have been 
responsible for establishing a clear cycling agenda for the city.  The group witnessed this first hand 
in Brescia when the mayor introduced the city’s vision for developing an integrated cycling network 
over the next 10 years.  In Copenhagen, Malmö and Prague there is less emphasis upon political 
input into the cycling programmes. 
 
Overview of cycle policy monitor ing in the Cycling working group cities 
 
The findings reported in section 4.3 of this document have highlighted a number of trends relating 
to the monitoring and evaluation of cycling policies in the working group cities.  The key f indings 
are: 
 
·  Cycling data which has some practical use for policy monitoring and ongoing evaluation is 

currently gathered in a relatively piecemeal fashion from an assortment of local stakeholders.  
The information is usually reported on an annual basis. 

·  Some of the information required for this benchmarking activity has been derived from annual 
reviews of local transport policies, although in many cases the focus upon cycling is limited. 

·  Mechanisms for the collection of data are relatively unclear, with ad-hoc surveys and 
involvement in projects such as the Urban Transport Benchmarking Initiative providing the 
impetus for some of the cities to collect and analyse data relating to their cycle network and 
cycle usage. 

·  Despite the range of sources for cycling data the participants in the group were generally able to 
find statistics for the benchmarking exercise, although this often required some effort on their 
part, 

·  The participants in the group suggested the most useful data for policy monitoring related to: 
cycle network length, cycle accidents, the statistical risk of cycling, the availability and use of 
cycle parking, formal surveys of cyclist travel behaviour and the extent of engagement with 
employers and schools to promote cycling. 

·  The least useful information for monitoring cycling policy was identif ied as that relating to 
cycle theft, the number of cycle repair shops and, perhaps surprisingly, the extent of cycle 
training uptake among children. 

·  The annual review approach appears to be the most widely used method for policy monitoring 
and could form the basis of a formal cycling review in the working group cities. 

·  Cycling targets set in the cities can be specifically related to the existing coverage of the cycle 
network and the extent of cycle use.  In cities where the cycle networks have been developed to 
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rival private car access the emphasis is upon encouraging modal shift.  In cities where the cycle 
network does not rival car access the main target is to increase the size of the cycle network in 
order to provide the means for greater cycle usage. 

 
Drawing all of these f indings together it is possible to recommend that the Cycling working group 
give consideration to developing a template for cycling policy evaluation as an activity for, and 
output from, year three of the Urban Transport Benchmarking Initiative.  A document setting out 
guidelines to the successful collection of cycling data and demonstrating how this information can 
be used to monitor the success of cycling policy could prove invaluable to cities both within and 
beyond the working group seeking to monitor the impact of cycling policies and react to their 
findings. 
 
4.4 Integrated cycling and public transpor t as a valid alternative to car  use 
 
The information presented in this section of the report pertains to the second research question 
identified by the working group and in section 3 of this document: 
 
“ How can cycling be integrated with modes of public transport to encourage mutual demand 
uptake? 
 
The group had aimed to produce a questionnaire for the public transport operators involved in the 
Urban Transport Benchmarking Initiative, although this proved to be unfeasible within the time 
available.  Instead, this research question also formed the basis for discussion at the joint site visit 
held between the Cycling and Behavioural and Social Issues in Public Transport working groups in 
Brescia.  This site visit has been documented in a stand-alone report (Annex 6), although a précis of  
the main recommendations have been included at the end of this section.   
 
The remainder of  this section outlines the, primarily qualitative, responses received from the 
working group participants in relation to the issue of integrating public transport modes with cycle 
use. 
 
Mechanisms to integrate cycling with public transpor t. 
 
The working group identif ied four key questions which identif ied the mechanisms used to integrate 
public transport with cycling in each of the cities.  The responses to these questions have been 
presented in Table 4.6 below, which is followed by analysis of the key points. 
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Table 4.6: Mechanisms used to integrate public transpor t and cycling modes 

 

City 
Policy to l ink 

cycling and public 
transport? 

Budget to 
develop 

this? 

Campaigns to 
promote integration? 

Dialogue between cycling &  
public t ransport professionals? 

Aalborg No No No Informal talks 

Brescia 

Yes - particular 
attention dedicated to 
create cycle parking 
near public transport 
stations 

No No Limited dialogue 

Copenhagen 
Yes, but in hands of 
the public transport 
companies 

No 

The organisation 
running local S-trains is 
rather active in 
promoting cycling 
access to the roll ing 
stock, gradually l ifti ng 
bans on bicycles during 
rush hours.  

No, maybe on high levels in the 
Roads & Parks Department and 
the transport companies.  
Dialogue also occurs on specific 
projects to improve 
intermodality. 

Glasgow 

Yes, Linking public 
transport centres to 
the cycle network.  
Adding cycle parking 
at transport 
interchanges 

Yes 

Not a campaign, but 
SPT produce leaflet for 
cycle lockers. First 
Scotrail have a 
webpage dedicated to 
cycle and rail trip 
integration1 

Dialogue with City Council 
officers implementing Quality 
Bus Corridor schemes. Liaison 
with regard to data collection. 
Liaison at management level but 
not specifically on 
cycling/public transport 
integration issues 

Malmö 
Yes, in the Mobility 
Management 
program. 

Yes No None 

Prague 
No, but it is being 
prepared. 

No - not 
directly, but 
possible to 
combine the 
sources 

Not specifically  - 
except existence of 
B+R and possibil ities of 
the transport of bi kes in 
metro and trains 

Yes, in the Workgroup for 
cycling of City Hall 

 
Table 4.6 outlines the range of mechanisms used to integrate public transport and cycling modes in 
the Cycling working group cities.  Four of the six cities involved in the working group have 
established policies to link cycling and public transport modes and in Prague this is currently a 
work-in-progress.  Only in Glasgow is there a formal budget dedicated to the integration of public 
transport and cycling modes and this is being directed at funding additional cycle parking in public 
transport interchanges and cycle path links to key interchanges.  A similar approach has been 
adopted in Brescia, although there is no specif ic budget for this process. 
 
The responses in Table 4.6 also identify the campaigns and ongoing activities taking place to 
encourage greater intermodality between public transport and cycling.  The key issue here is clearly 
the carriage of bicycles upon rolling stock, with public transport operators beginning to scale back 
the curfews imposed on bicycle carriage upon public transport and providing dedicated information 
                                                 
1 First Scotrail cycle information page, available at: http://www.firstgroup.com/scotrail/content/travelinfo/cycle-
info.php, accessed on 09/06/2005 
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for cyclists.  The extent of dialogue between cycling and public transport professionals appears to 
be limited to informal discussions or specif ic projects in all but one of the working group cities.  
Only Prague has a formal exchange of ideas through its cycling working group organised by the 
municipal authority. 
 
To summarise the findings from Table 4.6 it is possible to suggest that there is still great potential 
for formal exchanges of ideas within local authority departments relating to the intermodality of  
cycling and public transport.  While some campaigns have been established in relative isolation 
there is a definite lack of clear integration policies to encourage public transport and cycling 
integration.  It is possible that including this issue in the monitoring of cycle policies could lead to 
the formulation of strategies to develop greater synergies between cycling and public transport 
stakeholders in the working group’s cities. 
 
Are intermodality issues being addressed? 
 
In order to develop the issue of intermodality between public transport modes and cycling the 
participants in the working group also responded to a series of qualitative questions which 
considered the extent to which solutions are being implemented or planned to encourage greater 
intermodal travel.  The responses received have been summarised in the remainder of this section.   
 
Cycle access and parking at public transpor t stations 
 
The working group participants indicated that, in many cases, bicycle access was considered when 
planning public transport sites, often as part of the general planning process.  In Aalborg there is a 
policy to install cycle ramps at new sites, while in Glasgow the major interchanges are being 
targeted to improve bicycle access.  
 
The extent of bicycle parking deployed at public transport sites in cities varied widely across the 
range of working group cities, but included: 
 
- Mandatory cycle parking at new developments (Aalborg) 
- Sheltered cycle parking – in Malmö some bus stops in the outskirts of the city have bicycle 

stands protected from the weather. 
- Main bus and railway stations – most of the cities are pursuing policies to introduce cycle 

parking at main public transport interchanges. 
- In Prague the development and promotion of bike and ride facilities at key stations is forming 

the first step in a long term integration policy. 
 
Car r iage of bicycles on public transpor t services 
 
The indicator relating to the carriage of bicycles on public transport featured in the working group’ s 
analysis during year one of the Urban Transport Benchmarking Initiative and little change has taken 
place in the cities still participating in the group.  Aalborg, Glasgow, Malmö, Copenhagen and 
Prague all demonstrated measures relating to the carriage of bicycles by public transport operators.  
In Glasgow the carriage of bicycles is free on trains and in Aalborg and Malmö it is possible to 
carry bicycles on regional buses, but not on local services, while in Prague the metro (except peak 
hour), train services and specially designed “ cyclobus”  services permit the carriage of bicycles.  The 
“cyclobus”  operates during the summer months in the suburban areas of the city and the buses are 
modif ied to enable the carriage of 25 bicycles. 
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Cycle hire and other  services at public transpor t sites 
 
Cycle hire services were available in Prague, Brescia and Copenhagen, although only from a limited 
number of sites.  Prague also have "Bike &  Ride" (1 rack for 5 bikes) at all 14 Park and Ride sites 
in the city.  They also have left luggage offices at all main railway stations where it is possible to 
leave your bike securely.   
 
Costs of integration to the user , e.g. ticketing, bike and r ide. 
 
The final item of information collected in relation to the integration of public transport and cycling 
relates to the cost to the cyclist of using the services.  In Aalborg and Copenhagen there are 
ticketing systems whereby you pay to travel with your bicycle on the train.  In Copenhagen this 
does not apply to buses, but in Aalborg it does.  In Glasgow there is no charge for travelling with 
your bicycle on the train and this is also the case onboard the metro in Prague (although travel is 
only permitted during off-peak hours).   
 
The Bike and Ride service which has been established in Prague is also free, although there is a 
charge of €0.33 per day/€1 per week for the left luggage at railway stations.  On trains in Prague 
there is a charge of €0.66 per trip to take a bicycle on the train, although this becomes cheaper if  
you buy a “ Bike Pass”  which covers travel with a bike for periods of 1, 3, 5 or 7 days. 
 
In Aalborg the cost of taking your bike on a regional bus service is approximately €4, although 
prices differ according to the route.  Carriage of bicycles on local train services costs a €1.3 
premium for a ticket valid for two hours.  Train journeys over longer distances vary from €2.7 to a 
maximum of €6.7 depending upon the number of zones the journey covers.   
 
Summary of main recommendations from the joint working session in Brescia 
 
As described above, the issues of intermodality between public transport services and cycling were 
the subject of a joint workshop session with the Behavioural and Social Issues in Public Transport 
working group during the group’s site visit to Brescia.  The full report of this session is available in 
Annex A.6, but for the purpose of this analysis the key recommendations have been summarised 
below: 
 
·  Collaboration between local cycling organisations, public transport operators and local 

authorities could greatly help to improve integration between public transport and cycling and 
therefore foster greater sustainable travel in cities. 

·  Public transport and cycling infrastructure improvements, such as the provision of secure cycle 
storage at public transport stops and links from them to local cycle routes would help to 
encourage people to combine cycling and public transport modes for trips. 

·  In the short-term carriage of bicycles on public transport modes during the peak hour appears to 
be an unfeasible option.  Instead the focus of current integration should be upon safe and secure 
storage of bicycles at public transport stops/stations.  The Netherlands and Scandinavian 
countries could be considered as ideal locations for best practice examples and, possibly another 
joint site visit at a later stage in the project. 

·  The development of integrated public transport and cycling journeys using route planners, 
accessible via the internet, could be considered as a useful way of encouraging people to use 
sustainable modes for urban trips.   



Urban Transport Benchmarking Initiative Year Two 

 

Transport & Travel Research Ltd Page 39 July 2005 

 
  

·  Collaborative marketing aimed at people who occasionally cycle and/or use public transport 
(especially young people), who are seen as the car drivers and commuters of tomorrow, should 
be considered as a way of promoting sustainable modes of urban transport. 

·  Consideration should be given to the development of a small number of benchmarking 
indicators to reflect the key topics identified in section 4.1.  These could be collected by all 
participants in the two groups and would enable a comparison of the extent of cycling and 
public transport integration achieved to date in the cities. 

·  Good practices identif ied from within, and beyond, the two working groups could potentially be 
drawn upon to develop a good practice guide focusing upon examples of integration between 
cycling and public transport modes. 

·  Consideration should be given to presenting the outcomes of the joint discussion session and 
any future cross-over activities at forthcoming events for the Urban Transport Benchmarking 
Initiative. 

  
The two groups are aiming to take these findings forward during year three of the Urban Transport 
Benchmarking Initiative through some form of joint data collection exercise. 
 
Overview of public transpor t and cycling integration analysis 
 
The findings reported in section 4.4 of this document have indicated several innovative approaches 
to integrating cycling and public transport modes, with four of the six cities in the working group 
having established policies for this integration process.  The key findings established in section 4.4 
of the report are: 
 
·  Formal f iscal support for these integration policies is sparse, with Glasgow being the only city 

in the working group with a formal budget allocation for the integration of public transport and 
cycling.   

·  As discovered at the joint discussion session in Brescia, the dialogue between public transport 
and cycling professionals remains limited, with Prague being the only city to have developed a 
formal exchange of views through a working group. 

·  Greater formalisation of exchanges between these transport stakeholders and including the 
issues in cycling policy monitoring could help to encourage greater intermodality in the working 
group cities. 

·  Most of the programmes and campaigns designed to integrate public transport and cycling are 
focused upon two main strands of logic: 

o The first is based upon the development of Bike and Ride facilities which will enable 
cyclists to combine the two modes of travel where they cannot carry bikes onto the public 
transport services.  

o The second is based upon the perception that people do not wish to leave their bicycles at 
public transport stops and, as a result, the carriage of bicycles on public transport modes 
has been encouraged as much as possible. 

·  It has so far not been possible for any city to introduce urban bus services capable of carrying 
bicycles, yet this has been attained on metro and train services to some extent. 

·  The costs associated with carriage of bicycles on public transport vary widely between cities in 
the working group, although this can be largely attributed to local economic conditions.  Only in 
Glasgow is it possible to take a bicycle on a train without incurring an additional charge. 

·  Secure cycle parking and hire facilities are increasingly becoming available in the cities in the 
working group and are likely to become relatively commonplace amongst larger cities in the 
next 5 years. 
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Drawing these f indings together it is possible to conclude that the policies to integrate cycling and 
public transport modes remain in their infancy, with a limited degree of budgetary support and few 
formalised links between local authority cycling departments and public transport operators.  As a 
result there is considerable potential for the cycling working group to develop this topic in year 
three of the Urban Transport Benchmarking Initiative.  Particular consideration could be given to 
developing the links with the public transport related working groups and/or inviting local public 
transport operators from the cities in the working groups to participate in the Cycling working 
group.  If it does prove possible to achieve the latter, then it is possible that the working group 
participants could develop a series of strategies for improving cycling and public transport 
intermodality in their cities as the focus of the group’s activities for year three. 
 
4.5 Marketing techniques used to promote cycling 
 
The final aspect of analysis relating to the information collected by the cycling working group 
during year two of the Urban Transport Benchmarking Initiative relates to the techniques which the 
participating cities use to market cycling to their citizens.  The information presented in the 
remainder of this section relates to the research question of: 
 
“ Which marketing techniques are being used to engage specific audiences?”  
 
Marketing budget and audiences targeted through the promotion of cycling  
 
All of the cities in the working group except for Prague indicated that they have dedicated budgets 
for the promotion of cycling in their city.  Figure 4.8 demonstrates the variations in the breakdown 
of the spend on cycle network budgets and reveals a distinct lack of spending on marketing and 
promotion of cycle networks in relation to the funds dedicated to infrastructure and maintenance. 
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Figure 4.8: Spend on infrastructure, maintenance and promotion of cycle networks 
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Figure 4.8 key data notes 
·  Data for Glasgow is not presented in Figure 4.8, because it refers to total maintenance 

expenditure (including all highways and cycle-ways) and is not therefore comparable. 
 
In all of the cities the spending on infrastructure represents the largest aspect of cycling budget 
spend.  This supports the finding that the cities in the working group are continuing to expand their 
cycle networks or improve the facilities which are available to cyclists (e.g. cycle parking and 
signage).  The results in Figure 4.8 also demonstrate the relatively low spend on promotion and 
marketing materials by the cities in the working group.  This was also a finding from the working 
group’s activities during year one of the benchmarking initiative.  Although one would anticipate 
the cost of marketing and promotional materials to be signif icantly cheaper than the construction of 
new infrastructure, Figure 4.8 appears to demonstrate a gulf between the two.   
 
The range of tools used to promote the cycle networks and recommended routes in each of the 
working group cities have been outlined in Table 4.7 below.  The table outlines the lack of signage 
on ordinary cycle network routes, but suggests that the recommended routes (e.g. green routes and 
showcase routes) are better signed.  Cycling maps and websites have also been well used by the 
working group cities, although they are not a feature of the Copenhagen cycle network, which does 
not rely upon promotion and marketing, such is the strength of the local cycling culture. 
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Table 4.7: Tools used to promote cycle networks and recommended routes 

 

Cycle Network 
promotional tools: Aalborg Brescia Copenhagen Glasgow Malmö Prague 

Signage? �  �  × �  × N/A 

Maps? �  �  �  �  �  N/A 

Website? �  �  × �  �  N/A 

Recommended Routes 
promotional tools: 

Aalborg Brescia Copenhagen Glasgow Malmö Prague 

Signage? �  �  N/A �  �  �  

Maps? �  �  N/A �  �  �  

Website? �  �  N/A �  �  �  

 
Some of the cities also gave examples of the promotional materials their budgets have been used to 
fund and these included:  
 
·  Promotional CD Rom and DVD media (Brescia and Copenhagen) 
·  The Copenhagen bicycle account, which has been listed as a case study in section 6 
·  The production of maps and pamphlets in Glasgow 
·  Television and radio advertising in Glasgow 
·  Promotion stands at local cycling and non-cycling related events, also in Glasgow 
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Table 4.8 identif ies the main targets of the marketing materials for each of the working group cities: 
 

Table 4.8: Target groups for  proactive cycling marketing infor mation 
 

Audience Aalborg Brescia Copenhagen Glasgow Malmö Prague 

Politicians Y Y Y N Y N 
Tourists Y Y N N Y N 
Children Y Y N Y N N 
College and university 
students N Y N Y Y N 

Non-cycling adults  N Y N Y Y N 
Women N N N N N N 
Util itarian cyclists Y Y Y N Y N 
Over 50 year olds N N N N N N 
Unemployed and low-
income earners N N N N N N 

Immigrants and new 
residents to the city N N Y N Y N 

 
Table 4.8 shows which social groups are proactively targeted by the cycle marketing activities in 
each of the cities.  The majority of  the cities in the working group appear to be targeting politicians, 
through regular meetings or the distribution of information sheets, for the purpose of advancing 
information relating to cycling into channels which may be influential to future policy decisions in 
the working group cities.  The only city which undertakes marketing and does not target politicians 
is Glasgow.  Beyond this group the cities each appear to pursue highly individualised approaches to 
the marketing of cycling policies, with the most commonly targeted groups being tourists, children, 
students, adults who do not cycle and utilitarian cyclists (e.g. those who cycle for practical reasons 
such as commuting and shopping).  None of the cities in the working group have specifically 
targeted the unemployed or low income earners, women or over 50 year olds, although it is very 
likely that these social groups may be covered through the other promotional activities which take 
place in the cities. 
 
L inks between marketing strands and policy arenas 
 
The marketing activities in each of the cities were also qualitatively linked to policy areas by the 
working group participants.  These have been included below as a comprehensive list of  areas 
which the working group participants feel is linked to each of the cycling target groups: 
 
Which policy area is the marketing linked to regarding each audience below? 
 
Politicians (inf luencing) 
- Environment (4) 
- Mobility management (4) 
- Congestion (3) 
- Accessibility (2) 
- Health (2) 
- Cost saving 

- Sustainable tourism 
- Time saving 
- Freedom 
- Social inclusion 
 
Tourists 
- Sustainable tourism (2) 
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- Environmental (2) 
- Health 
- Accessibility 
- Time saving 
- Freedom 
- Social inclusion 
- Congestion  
- Cost saving 
 
Children (consideration of age split and those 
involved in the school run) 
- Health (3) 
- Accessibility (2) 
- Safety (2) 
- Mobility management 
- Time saving 
- Environmental 
- Freedom 
- Social inclusion 
College and university students 
- Freedom (4) 
- Health (2) 
- Time saving (2) 
- Cost saving (2) 
- Environmental (2) 
- Safety 
- Mobility management 
- Accessibility 
- Social inclusion 
- Congestion 
 
Non-cycling adults (those that currently 
cannot or will not cycle) 
- Freedom (5) 
- Time saving (3) 
- Health (3) 
- Accessibility 
- Environmental 
- Social inclusion 
- Congestion 
- Cost saving 
 
Women (the mode split indicator should 
perhaps also consider gender split) 

- Health 
- Accessibility 
- Freedom 
- Social inclusion 
- Cost saving 
 
 
 
Utilitarian cyclists 
- Cost savings (4) 
- Health (3) 
- Time saving (3) 
- Social inclusion (2) 
- Environment (2) 
- Mobility management 
- Accessibility 
- Freedom 
- Congestion 
 
Over 50 year olds (‘baby boomers’ ) 
- Health (2) 
- Accessibility (2) 
- Environmental (2) 
- Social inclusion (2) 
- Congestion (2) 
- Cost saving (2) 
- Time saving 
- Freedom 
 
Unemployed and low-income earners 
- Health 
- Accessibility 
- Environmental 
- Freedom 
- Social inclusion 
- Cost saving 
 
Immigrants and new residents to a city 
- Accessibility (2) 
- Cost saving (2) 
- Freedom (2) 
- Integration 
- Environmental 
- Social inclusion 

 
This exercise was designed to try and identify the specific policy areas which the working group 
participants believe to be most relevant to each of the target groups, although this has only been 
possible to a limited extent.  Some of the target groups were related to specific policy areas by more 
than one of the participants and, where this is the case, the number of participants is included in 
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brackets.  It is therefore possible to suggest that the policy areas most relevant to each target group 
are those which received the greatest consensus from the working group members.  For each target 
group the most relevant policy areas are: 
 
·  Politicians – Environment and mobility management 
·  Students – Freedom and independence of travel 
·  Travel - sustainable tourism and the environment 
·  Non cycling adults – freedom 
·  Children – health 
·  Women – no distinct policy area 
·  Utilitarian cyclists – cost saving 
·  Unemployed and low income groups - no distinct policy area 
·  Over 50 year olds – no distinct policy area 
·  Immigrants/new residents to the city – accessibility, cost saving and freedom 
 
What the activity has served to do is to underline the broad, overlapping nature of the tangible 
benefits of cycling (e.g. health of citizens and zero emissions travel).  The fact that the benefits of 
cycling are so widely varied means that cycling as a mode of transport often falls between policy 
areas and, as a result, means that it can be difficult to identify a clear strategy for marketing the 
mode.  The most relevant policy areas highlighted for each target group therefore have the potential 
to be developed into key messages, which the working group participants feel are likely to appeal to 
each of the target groups when seeking to promote cycling. 
 
Overview of marketing techniques used to promote cycling 
 
The findings reported in section 4.5 of this document suggest that the approaches to the marketing 
of cycling are individual to the aims of each of the working group cities.  Glasgow and Brescia have 
focused specifically upon targeting the needs of children travelling to school sustainably and the 
needs of their parents (e.g. safe, independent or supervised, access to school).  Conversely the 
activities in Copenhagen and Malmö have been devised to gain greater political support for cycling 
in the cities, as well as encouraging cycling as a replacement for commuter and shopping trips 
otherwise undertaken by car. 
 
The diversity of marketing approaches applied in relation to cycling in the working group cities 
provide an excellent opportunity for a shared learning experience.  The example of the Safe Routes 
to Schools activities which have been implemented in Glasgow and Brescia were of particular 
interest to other members of the working group and the examples of good practice evident in 
Glasgow are available in the site visit summary, which can be found in Annex A3.1.   
 
While the group has only begun to consider the potential of cycling marketing activities during year 
two of the Urban Transport Benchmarking Initiative, it is evident that there is potential for a deeper 
exchange of ideas regarding good practices in cycle marketing and the impact that can be made as a 
result.  In the event that further joint working with the public transport-related working groups 
comes to fruition it is possible that the marketing of cycling could also be contrasted with that 
undertaken by public transport operators, in order to consider the potential gains which could be 
achieved across two different strands of urban transport.  
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5 CASE STUDY EXAMPLES DRAWN FROM THE WORKING GROUP 
 
5.1 Overview 
 
During the discussion sessions held at working group site visits the participating cities have referred 
to many examples of interesting practice, which have been reported in this section of the report as 
case studies.  Full details of the interesting practices observed during site visits are included in 
Annex 3.1. 
 
5.2 Aalborg 
 
Promotion of cycling in Aalborg 
 
Cyclist Travel Planner  on the internet 
 
In 2003 Aalborg introduced the Cyclist Travel Planner on the internet: www.Aalborg-trafikinfo.dk. 
In this travel planner information can be found on how to get from one place to another, and the 
shortest recommended route and the length in kilometre is shown.  
 
It is important to give the road users the possibility to choose from different types of vehicles.  It 
has therefore been chosen to give information to road users about the possibility of  using bicycles. 
This is done by developing an internet based bicycle planner. 
 
The idea of analyzing the possibility of an interactive route planner for cyclists is possible due to a 
connection between the administrative tool in the City of Aalborg called Vejman and GIS. In 
Vejman all data about roads are collected, for example information about cycle paths. With this 
information it is possible to categorize the roads and paths; this categorization is then used to give 
penalties to the roads and paths that are evaluated as the “ least safe”  route option. 
 
The idea of the route planner is to guide the cyclists to the safest routes. The first route that is 
suggested takes into account cycle paths and lanes, thereby indicating a route that is slightly longer 
but safer. It is also possible to choose the shortest route where there is no consideration of bicycle 
paths and lanes. 
 
Feature Day for  teachers of Sixth grade classes 
 
Pupils in sixth grade classes receive each year cycling training in the classrooms with a theory test 
as well as on-road training. This training is conducted by the class teacher.  In 2004 a feature day 
for all teachers of sixth grade classes was introduced, since it has become clear that these teachers 
lacked the necessary skills both in theory and in practise in order to be well prepared for this 
training. The feature day in 2004 was a success, and it has been repeated each year subsequently. 
 
The feature day is prepared by the Traffic Safety Committee in Aalborg. On this day the teachers 
are taught theory about the general structure of traffic training, knowledge of laws and regulations, 
problems in traffic, and given suggestions to specific teaching sequences. 
 
In the practical part, the teachers are taught, amongst other issues, about cycling at roundabouts, 
intersections with and without signals, correct placement in left turns etc. 
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5.3 Brescia 
 
Promotional campaign for  buying electr ically powered assisted pedal bicycles (2003) 
 
The initiative promotes bicycle as a mode for home-to-job travel, and for medium-long distances 
(up to 5 km) which might be slightly too far for the average cyclist. 

 

Through the scheme, the Municipality Administration contributes €130,000 to the purchase by 
citizens of an assisted pedal bike, with a contribution of € 300 for every bike, whose price has been 
agreed with the manufacturing companies. 

 
The forecasts suggest that the initiative will help fund the purchase of about 300 assisted pedal 
bikes in 6 months, with a consequent modal shift towards bicycles. 
 

Figure 5.1 to 5.4 demonstrate the assisted pedal bicycles in action 
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5.4 Copenhagen 
 
Copenhagen Bicycle Account and the Benchmarking Initiative 
 
The evaluation of cycle planning and policies tend to focus considerably on safety. In the 
Copenhagen Cycle Policy five target figures deal with “ cycle to work”  risk, sense of security in 
traffic, travelling speed and comfort. These are consequently followed in the Bicycle Account from 
1995 onwards.  
 
Cycling to work has increased from 31% nine years ago to 36% in 2003 and “ Cycle to work”  risk 
has been reduced from 0.79 serious casualties per 1 million cycle km to 0.30 within a 9 year period. 
Satisfaction with the sense of security has varied between 51% and 60% of the cyclists with no 
clear trend.  Cycling travelling speed has only recently been measured, and averages 15.3 km/h. 
Finally comfort, after a period with a lot of  repair work on the cycle tracks, has improved from 10% 
of surfaces being unsatisfactory to 2%. 
 
The Benchmarking Initiative has inspired the recent edition of the Bicycle Account (2004) to 
include information on cycle parking facilities (20,500 racks), the share of cyclists cycling for other 
purposes than commuting (89%) and the proportion who cycle for recreation and exercise (25%).  
 
The Bicycle Account (2004) mentions the Benchmarking Initiative, referring to the comparison of 
bicycle repair shops in the respective cities as an example of thematic indicators. Copenhagen has 
143 cycle repair shops, whereas the other cities (Aalborg, Brescia and Glasgow) have between 10 
and 20, with the exception of Prague with 85. In other words, the number of bicycle repair shops 
does not reflect the amount of cycling in the benchmarking cities, because Prague should have less 
shops and Malmo more cycle repair shops. In respect of Prague it could reflect a growing interest in 
cycling. 
 
The Bicycle Account 2004 is available on the internet at http://www.vejpark.kk.dk/.    
 
Ser ious casualties at signalised intersections in Copenhagen 
 
By far the most serious accidents (KSI) happen at the big intersections, principally those which are 
signalised. Therefore these accidents are followed with special interest in Copenhagen: Between 
1995 and 2004, there was a reduction from 81 to 38 KSI.  
 
This is probably due to the introduction of specific measures, including set-back stop lines for cars; 
blue marked crossing and pre-green traffic signals for cyclists. However the “ critical mass”  of 
cyclists has probably also contributed to the improvement in safety, i.e. once the number of cyclists 
has passed a certain limit, car drivers will  come to expect to see cyclists on the highways and look 
out for them. In Copenhagen, a second limit for critical mass may have been passed, with cyclists 
now being very visible and dominant in some parts of the city, which has had the effect of reducing 
the speed of the cars. 
 
Copenhagen is in the very favourable situation that despite an increase in the number of cyclists 
there has been a decrease both the number of KSI and the level of individual cyclist risk. 
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5.5 Glasgow 
 
Glasgow City Council achieved ©highly commended© status in the cycling category of the UK’ s 
prestigious 2004 National Transport Awards. The basis of the submission that impressed the judges 
was the link between new infrastructure and use of TV advertising to promote it. The Kelvin 
Cycleway that connects the affluent suburbs in the West End of Glasgow to the City Centre offers a 
viable alternative to travelling by road.  In recognition of the route©s potential, Glasgow City 
Council, in conjunction with Cycling Scotland, utilised previously untapped media to promote the 
renovated infrastructure, and cycling generally, as a viable transport alternative. Subsequently, a 30-
second television commercial was produced, targeting a primary audience of 25 to 45 year old 
ABC1 professionals in the West of Scotland area who currently commute by car. This initiative 
resulted in a 34% increase in trip generation between May - December 2003 compared with that of 
the previous year. 
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6 CONCLUSIONS 
 
6.1 Introduction 
 
This section of the report summarises the key findings from the second year of the Cycling working 
group’s benchmarking activities.  Section 6.2 contains a series of conclusions drawn from the data 
analysis in section 4 of this report and the case studies of interesting practice identif ied by the 
working group in section 5.  These conclusions are applied in section 6.3 to propose a series of 
recommendations for cities seeking to learn from the outcomes of the working group’s research.  In 
addition, a number of recommendations have been made regarding the development and further 
refinement of the process of urban transport benchmarking, based upon the group’s collective 
experiences during year two of the project. 
 
Section 6.4 draws parallels with the findings from year one of the Urban Transport Benchmarking 
Initiative and the final section (6.5) outlines the proposals for furthering the topic of cycling and 
research activities in year three of the initiative. 
 
6.2 Conclusions 
 
The following general conclusions and observations can be drawn from the cycling working 
group’s f indings: 
 
·  The three Danish and Swedish cities (Aalborg, Copenhagen and Malmö) demonstrate 

significantly more developed cycle networks than Brescia, Glasgow and Prague.  The positive 
effect upon the modal share of cycle trips in these cities sends a clear message to cities seeking 
to encourage cycling in their city - the most important thing to do is to establish an effective 
cycle network. 

 
·  The three cities where the cycling modal shares are particularly high (Aalborg, Copenhagen and 

Malmö) also display greater numbers of killed and seriously injured cyclists, although this is 
logical when the larger number of cycle trips being made in these cities is taken into account.  
The cycle risk f igures reveal that Aalborg and Copenhagen demonstrate the lowest percentage 
risk of injury through cycling. 

 
·  The cycle networks established in the working group’s cities reflect the very different 

approaches to the development of cycling facilities across the group.  Malmö and Aalborg have 
achieved their cycle network through the development of predominantly off-road tracks and 
routes, while in Copenhagen the majority of cycle routes are on-road and are segregated from 
the main f lows of traffic by a raised kerb.  Brescia, Glasgow and Prague also have 
predominantly on-road cycle networks, although the planned developments to the cycle 
networks in Glasgow and Brescia focus upon the creation of traffic-free cycling space, or green 
routes.   
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Research Question 1: How does the city measure the effects of its cycling policies and reflect this 
in programme review? 
 
·  The figures collected by cordon counting appear to be lower than the modal share data 

submitted by the cities.  Anecdotal evidence suggests that the most accurate measures of cycling 
use are individual user surveys, which are much more accurate, but the most challenging to 
administer. 

 
·  Cycling data which has some practical use for policy monitoring and ongoing evaluation is 

currently gathered in a relatively piecemeal fashion from an assortment of local stakeholders.  
Mechanisms for the collection of data are relatively unclear, with ad-hoc surveys and 
involvement in projects such as the Urban Transport Benchmarking Initiative providing the 
impetus for some of the cities to collect and analyse data relating to their cycle network and 
cycle usage. 

 
·  Some of the information required for this benchmarking activity has been derived from annual 

reviews of local transport policies, although in many cases the focus upon cycling is limited.  
The information is usually reported on an annual basis although the fact that the participants had 
to collect the information from a range of sources serves to underline the fact that cycling often 
falls between policy areas. 

 
·  Despite the range of sources for cycling data the participants in the group were generally able to 

find statistics for the benchmarking exercise, although this often required some effort on their 
part.  The participants in the group suggested the most useful data for policy monitoring related 
to: 

o Cycle network length 
o Cycle accidents 
o The statistical risk of cycling 
o The availability and use of cycle parking 
o Formal surveys of cyclist travel behaviour 
o The extent of engagement with employers and schools to promote cycling 

 
·  The least useful information for monitoring cycling policy was identif ied as that relating to 

cycle theft, the number of cycle repair shops and, perhaps surprisingly, the extent of cycle 
training uptake among children. 

 
·  Cycling targets set in the cities can be specifically related to the existing coverage of the cycle 

network and the extent of cycle use.  In cities where the cycle networks have been extensively 
developed to compete with private car access the emphasis is upon encouraging modal shift.  In 
cities where the cycle network does not rival car access the main target is to increase the size of 
the cycle network in order to provide the means for greater cycle usage. 

 
Research Question 2: How can cycling be integrated with modes of public transport to encourage 
mutual demand uptake? 
 
·  Formal fiscal support for the integration of cycling and public transport modes is sparse, with 

Glasgow being the only city in the working group with a formal budget allocation for the 
integration of public transport and cycling. 
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·  Dialogue between public transport and cycling professionals remains limited, with Prague being 
the only city to have developed a formal exchange of views through a working group.  Greater 
formalisation of exchanges between these transport stakeholders and including the issues in 
cycling policy monitoring could help to encourage greater intermodality in the working group 
cities. 

 
·  Although it is possible to suggest that having a bicycle available during the whole journey is 

generally very practical, most of the programmes and campaigns designed to integrate public 
transport and cycling are focused upon two main strands of logic; 

o The first is based upon the development of bike and ride facilities which will enable 
cyclists to combine the two modes of travel where they cannot carry bikes onto the public 
transport services.  

o The second is based upon the perception that people do not wish to leave their bicycles at 
public transport stops and, as a result, the carriage of bicycles on public transport modes 
has been encouraged as much as possible. 

 
·  It has so far not been possible for any city to introduce urban bus services capable of carrying 

bicycles, yet this has been attained on metro and train services to some extent. 
 
·  The costs associated with carriage of bicycles on public transport vary widely between cities in 

the working group, although this can be largely attributed to local economic conditions.  Only in 
Glasgow is it possible to take a bicycle on a train without incurring an additional charge. 

 
·  Secure cycle parking and cycle hire facilities are increasingly becoming available in the cities in 

the working group and are likely to become relatively commonplace amongst larger cities in the 
next 5 years.  This technical development is then likely to filter down to public transport 
interchanges in order to facilitate combined journeys.  These would involve securely parking 
one’s bicycle at a public transport stop/station in order to enable the remainder of a journey to 
be completed on foot and/or by using public transport modes. 

 
Research Question 3: Which marketing techniques are being used to engage specific audiences? 
 
·  The approaches to the marketing of cycling are individual to the aims of each of the working 

group cities.  Glasgow and Brescia have focused specifically upon targeting the needs of 
children travelling to school sustainably and the needs of their parents (e.g. safe, independent or 
supervised, access to school).  Conversely the activities in Copenhagen and Malmö have been 
devised to gain greater political support for cycling in the cities, as well as encouraging cycling 
as a replacement for commuter and shopping trips otherwise performed by car. 

 
·  The diversity of marketing approaches applied in relation to cycling in the working group cities 

provide an excellent opportunity for a shared learning experience.  The example of the Safe 
Routes to Schools activities which have been implemented in Glasgow and Brescia were of 
particular interest to other members of the working group and the examples of good practice 
evident in Glasgow are available in the site visit summary, which can be found in Annex A3.1.   

 
·  The cities agreed that as well as the benefits from carrying out ‘cross-city’  analysis (i.e. 

benchmarking), the Urban Transport Benchmarking Initiative had also been valuable in terms of 
internally reviewing progress within their cities. 
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6.3 Recommendations 
 
·  The Cycling working group should give consideration to developing a template for cycling 

policy evaluation as an activity for, and output from, year three of the Urban Transport 
Benchmarking Initiative.  A document setting out guidelines on the successful collection of 
cycling data and demonstrating how this information can be used to monitor the success of 
cycling policy could prove invaluable to cities both within, and beyond, the working group 
seeking to monitor the impact of cycling policies and react to their findings. 

 
·  Policies to integrate cycling and public transport modes remain in their infancy, with a limited 

degree of budgetary support and few formalised links between local authority cycling 
departments and public transport operators.  As a result there is considerable potential for the 
Cycling working group to develop this topic in year three of the Urban Transport Benchmarking 
Initiative.   

 
·  Particular consideration could be given to developing the links with the public transport related 

working groups and/or inviting local public transport operators from the cities in the working 
groups to participate in the Cycling working group.  If it does prove possible to achieve the 
latter, then it is possible that the working group participants could develop a series of strategies 
for improving cycling and public transport intermodality in their cities as the focus of the 
group’s activities for year three. 

 
·  While the group has only begun to consider the potential of cycling marketing activities during 

year two of the Urban Transport Benchmarking Initiative, it is evident that there is potential for 
a deeper exchange of ideas regarding good practices in cycle marketing and the impact that can 
be made as a result.   

 
·  In the event that further joint working with the public transport-related working groups comes to 

fruition it is possible that the marketing of cycling could also be contrasted with that undertaken 
by public transport operators, in order to consider the potential gains which could be achieved 
across two different strands of urban transport.  

 
·  It is more important to recruit a greater number of cities to benchmark against than it is to 

continue creating new indicators.  Indicator creation and definition was found to be relatively 
easy and, in many cases, the barrier to benchmarking was not related to the indicators defined.  
The main problem that the cities reported was not being able to locate the data required to 
benchmark an issue, rather than lacking the creativity to think of issues which would be 
comparable.   

 
·  The group suggested that ideally the indicators for which data did not exist would be 

specifically collected (e.g. through surveying) by all of the cities in a comparable format so as to 
allow the topic to be benchmarked.  This depth of study has not been possible within the scope 
of the Urban Transport Benchmarking Initiative, although the outputs from the initiative (e.g. a 
set of model indicators) could provide the basis for such a project. 

 
·  For future analysis work it may be more appropriate to separate the thematic indicators into a 

group of ‘background’  indicators and a group ‘core target’  indicators.  This will help to identify 
those indicators that are most crucial to measuring cycle criteria and allow them to be supported 
by a set of background indicators that help to add context. 
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·  The group were happy to continue collecting the existing set of thematic indicators in year three 

of the Urban Transport Benchmarking Initiative, although some ‘streamlining’  may be 
appropriate.  Although the continuation of data collection should be relatively straightforward, 
the signif icant level of effort required (e.g. by any new cities joining the group) to begin such a 
benchmarking process should not be underestimated. 

 
6.4 Compar isons with the research from year  one of the initiative 
 
Referring back to the findings from the Cycling working group’ s year one report, it is possible to 
suggest that the cycling working group has developed the scope and depth of its activities 
significantly.  The year one findings relating to methods of cycling data collection and policy 
formulation have fed into the group’s f irst research question which has outlined the relatively ad-
hoc nature of cycling data collection in cities.  In addition the group has taken on an increasingly 
qualitative approach, which is underlined by the good practice case studies that have been presented 
in section 5 of this document. 
 
Copenhagen continues to set the trend for the provision of urban cycling facilities and services, 
although the inclusion of the cities of  Aalborg and Malmö in the cycling working group during year 
two of the benchmarking initiative has indicated the strong cycling cultures evident in Scandinavian 
and Nordic countries.  This has been supported by evidence from the Demand Management 
working group in which the Finnish city of Oulu is involved.  In Oulu the modal share for cycling is 
similar to that in Aalborg, Malmö and Copenhagen and at certain schools children under the age of 
nine are forbidden from cycling to school for safety reasons.  It is felt that young children should 
not travel on the busy cycleways in the city and this has the effect of making cycling to school a 
“coming of age”  or “ rite of passage”  which young children aspire to.  In a similar manner teenagers 
look forward to obtaining a driving licence and this engenders an enthusiasm for cycling at an early 
age.   
 
It is widely agreed within the cycling group that the commitment to encouraging young people to 
cycle in these regions is one of the main factors which drives the popularity of cycling as a practical 
mode of transport.  In year one of the initiative all of the cities in the group were promoting the 
concept of “ safe routes to schools”  and “ school travel plans” .  In year two of the initiative the site 
visit to Glasgow highlighted the potential for involving school children in the travel planning 
process and this was of great interest to the other members of the working group.   
 
The issues of cycle parking first mentioned during year one of the initiative have been readdressed 
by the group during year two.  Even in the more developed cycling cities, it appears that the 
satisfactory provision of cycle parking is an issue, although this is largely as a result of the 
excessive demand for cycle facilities rather than due to the poor supply.  A lack of cycle parking at 
public transport facilities was particularly highlighted by the group during year two of the initiative, 
in line with the research question relating to intermodality.  It is possible to suggest that much could 
be learned from The Netherlands, where most public transport facilities have parking facilities to 
cater for the large demand from cyclists. 
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6.5 Next steps and future intentions for  the working group 
 
The working group has benefited from being able to participate fully in year two of the Urban 
Transport Benchmarking Initiative, whereas in year one of the project, the group was signif icantly 
disadvantaged through its later start-up.   
 
Following a full year’s benchmarking activities the working group has demonstrated a clear interest 
in the issues of integrating cycling with other modes of urban transport, in particular public 
transport.  In addition the group have enjoyed targeted site visits which have enabled them to focus 
upon the qualitative exchange of good practices and minimise the amount of time attributed to 
discussions of data comparability issues.  The suggested next steps for the cycling working group 
are: 
 
·  To continue to pursue the logical approach adopted throughout the first two year’s of the 

project. 
 
·  Explore the possibility of creating an ‘ Intermodality’  Working Group which reflects the need 

for more ‘ joined-up’  thinking between working groups in the project and integration between 
different modes.  The Intermodality Working Group should have representatives from all the 
other working groups to encourage ownership within the project and ensure equal 
representation. 

 
·  Copenhagen, one of the most advanced cities in the group in respect of cycling policies, 

indicated an interest in further work on integration with public transport and marketing.  Even 
for a city which is relatively well advanced, there is still considerable investigative work to be 
done in these areas. 

 
·  The group is keen to undertake more joint visits such as the one in held in Brescia during year 

two.  It was acknowledged that the Cycling Working Group might be able to provide solutions 
to some of the other working groups.  The most appropriate group to approach regarding a joint 
site visit would be the ‘Organisation and Policy Working Group’ , bearing in mind that the 
Cycling Group would like to consider some of the more strategic linkages between cycling and 
public transport integration. 

 
·  The group would like to take the next step regarding consultation with public transport 

professionals by inviting their local public transport colleagues to a benchmarking site visit.  
This would allow for the usual cross-city discussion but also stimulate interaction and 
awareness within cities at the local level and enable the good practices which the group has been 
learning about to permeate further into their own cities. 

 
·  The group suggested that the ‘ recipe for success’  research question should be removed for year 

three of the benchmarking initiative, because the cities felt they had a good idea of those 
indicators that should be used to measure cycle policies. 

 
·  It was decided that walking should not be incorporated into the group’s remit.  This follows 

previous discussions that it would be appropriate to include it under the banner of a ‘Cycling 
and Walking’  Group. 
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·  The group would like to see the common indicators incorporate some of the cycling indicators 
for which the group have collected data.  This would enable the group’ s benchmarking activities 
to reach a wider audience and satisfy the aim of “ more cities and not more indicators” .  In 
addition, some simplif ications to the current set of common indicators were proposed as 
desirable. 

 
·  The group believe that distributing a mini-survey to the Public Transport working group would 

be useful, either as an alternative, or in addition, to the inclusion of cycling indicators in the 
common indicators. 

 
·  All of the cities in the working group would like to carry out more work looking at school travel 

and also how ‘direct’  marketing can be applied to encourage cycling. 
 
·  The group suggested that a suitable tool should be set up on the Internet whereby cities can 

interactively add and manipulate their thematic data.  This would mean less work for the project 
team and the cities alike, and would generate a clear, up-to-date set of data that could be 
accessed by all (and possibly password protected).  It is possible that the online benchmarking 
tool, which has recently been made available on the project website 
(www.transportbenchmarks.org) could be developed to satisfy some of these aims. 

 
·  The Cycling working group should consider developing a template for cycling policy evaluation 

or a model cycling policy/master-plan as an output from year three of the Urban Transport 
Benchmarking Initiative.  Such documents, supported by interesting and realisable case study 
examples could prove to be very useful to cities both involved in, and external to, the Urban 
Transport Benchmarking Initiative. 


