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Thesis Summary

The issues involved in planning for pedal cyclists are examined
with reference to the West Midlands County. Working with a local
cycling campaign group, the researcher uses action research methods to
investigate and influence the campaign.

Development of cycle planning is traced through the literature,
focusing on bicycle ownership, bicycle use and cycling policy. UK
practice is contrasted with the integrated approach of other countries.
An extensive bibliography is provided.

Iocal authority cycle planning through the TPP process is
systematically assessed over three years. This provides a context for
the information regarding cycling in the West Midlands. Existing data
is presented from the 1981 Census and local police road accident and
bicycle theft records.

The developing relationship between the local authority and the
cycle campaign group is narrated in detail, explaining the problems that
can beset efforts to improve conditions for cyclists. The researcher
was closely involved in this interaction, particularly with policy and a
major public inquiry. A survey of the Cycle Campaign Network indicates
that the local group was not atypical.

To provide information relevant to the local campaign and for
effective local planning, a survey of 3,500 West Midlands residents was
conducted using a novel combination of questionnaires and interviews.
It shows that

1) Bicycle ownership and use is considerably higher than
indicated by the 1978/9 National Travel Survey

2) Cycling is most import to certain disadvantaged sections of
the community, particularly the young, those without access to a car and
in the lower SEGs.

The broader issues of transport policy are discussed, concluding
that cycling is regarded as a marginal activity and that changes in
general transport policy, land use planning and fiscal arrangements are
necessary conditions for cycle planning to succeed. An integrated
package of cycling measures involving engineering, education,
enforcement and encouragement is also required. ;

Recommendations are made concerning central government, local
authorities and cycle campaign groups. Subjects for further research
are identified.

KEY WORDS: BICYCLE, CYCLE PLANNING, TRANSPORT POLICY, WEST MIDLANDS.
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CHAPTER ONE: INTRODUCTION
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1.1 The IHD Scheme

1.2 The Collaborator: Pushbikes
1.3 Project Origins

1.4 Project Funding

1.5 Project Methodology

1.6 Thesis Outline

Outline

The background to the research project is described and the
organisations involved are introduced. A brief outline of the TIHD
Scheme and its methodology is given in order to explain the nature of
the research which is unlike a conventional doctoral project. Finally,

the structure of the thesis is outlined.



DG Davies/Chapter 1

1.1 The IHD Scheme

1.1.1 Origins and Aims

The Interdisciplinary Higher Degree Scheme at Aston University
was launched in 1968 as a direct result of the Swann Report which called
for greater collaboration between industry and universities and

"Bold new initiatives with the PhD" (Swann 1968)
The principal aim was (and is) to attract gifted graduates into central
areas of industry and public service and to train them for
interdisciplinary careers. Further details can be found in Cochran

(1981).

1.1.2 TIHD Research Projects

IHD students undertake research projects in collaboration with an
external organisation which has a real, "live" problem. The
collaborator benefits from the process by way of new data and analysis
whilst the student is able to study a problem that is of immediate and
genuine importance to someone outside the university environment.

Each research project has a supervisory team which consists of a
main academic supervisor, an IHD tutor, a collaborator and one Or more
associate academic supervisors. The main academic supervisor is
responsible for academic standards and overall project management; the
THD tutor ensures the co—ordination and balance between the academic
and collaborative interests; the collaborator's role is to .check that
the project remains of value to the organisation; and the associate
supervisors are chosen to provide perspectives fram other disciplines.
The supervisory team for this project is shown below:

Main Academic Supervisor - M.R. Harris, Transport Studies, Aston

10
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Associate Academic Supervisor - P. Truelove, Transport Studies,
(formerly Environmental Planning and Policy Studies) Aston.
Collaborating Supervisor - T.W. Pettitt, Pushbikes, Birmingham

THD Tutor - Dr. D.J. van Rest, IHD Scheme, Aston.

1.2 The Collaborator: Pushbikes

1.2.1 Origins and Aims

pushbikes is the West Midlands Cycling Campaign. It was launched
at a public meeting in Dr Johnson House, Central Birmingham in September
1979 although a cycling group had met at the premises of Bimmingham
Friends of the Earth as early as 21 September 1978.

The campaign has two basic aims:

a) To promote the use of bicycles, particularly as a means of

transport.

b) To make conditions safer for cyclists.
Underlying these aims is the belief that cycling is a desirable form of
transport for the urban environment because it is energy-efficient,
non-polluting and does not significantly endanger others. However,
present conditions in the West Midlands make cycling excessively
dangerous and unpleasant.

Pushbikes is a single-issue campaign and although it recognises
that cycling is only part of the wider environmental debate it has
restricted itself to issues where the relevance to cycling can clearly

be demonstrated.

11
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1.2.2 Structure and Membership

There are approximately 60 local cycle campaign groups in Britain
which form the Cycle Campaign Network (Appendix 1) . Pushbikes is one of
the largest and best-established Network groups although not hecessarily
the most successful. Groups are entirely autonomous and use the Network
for exchange of information and co-ordination of policy on national
matters such as relationships with the Department of Transport and
British Rail and the organisation of National Bike Week.

The relationship of Pushbikes to other bodies is shown in
Figure 1.1. Whereas the group has reasonably good links with other
environmental and cycling bcdies, it has few areas of formal, local
representation. The Highways Advisory Group ceased with the abolition
of the West Midlands County Council and the Birmingham Cycling Alliance
was not formed until late 1985. Involvement with the Birmingham Think
Green Network is only slight.

Pushbikes now has over 300 members, mostly adults living in and
around Birmingham. It has a non-hierarchical, democratic structure with
decisions taken at monthly general meetings which all members are
entitled to attend. There is no management committee or executive, nor
does it have any paid staff. All work is done by individuals acting

through sub-groups with about half a dozen members (Figure 1.2).

12
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1.2.3 Activities

Since the formation of the group, Pushbikes has undertaken a
variety of activities in pursuit of its aims. These include lobbying,
direct actions, recreational events, research and publicity stunts.
Perhaps the most notable successes are:

a) The Great Midlands Bike Ride.

- 2An annual event attracting 1,500 cyclists.

b) "A Guide to Cycling in Birmingham".

- Now in its second edition having sold 1,500 copies.

c) Demonstration and Petition.

- To demand better conditions for cyclists in the West Midlands.

d) "Cycle-Friendly Birmingham".

- Publication of a strategy and detailed plan for ﬁaking

Birmingham safer and more attractive for cyclists.
e) Safe Routes to Schools in Sandwell.
- Sponsorship of a Manpower Services Cammission
project to survey safe routes to school for cyclists and
pedestrians in Sandwell. Report published 1986.
f) Iocal Plans.
- Participation in local plans, particularly the Birmingham
Central Area Plan and subsequent inquiry.
In addition to these indivdual events, Pushbikes attempts to maintain a
regular dialogue with the local authorities, both officers and
councillors, and has represented cyclists on the West Midlands County

Council Highways Advisory Group.

15
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1.3 Project Origins

This project was conceived and set up by Tom Pettitt, a founder
member of Pushbikes and a key worker at Birmingham Friends of the Earth.
The idea sprang from the perceived needs of Pushbikes for technical
expertise and continuity in their discussions with the local
authorities. It crystallised into an IHD project largely due to the
precedents set by two former IHD doctoral students who had started on
research in collaporation with Birmingham Friends of the Earth in 1979
and 1981.

In keeping with the best traditions of IHD collaborators,
pushbikes' reasons for initiating the project were essentially
pragmatic. The members recognised that the cycling campaign, even at
local level, could not be won quickly or simply. No single council
decision, legislative change or design standard would reverse the years
of transport and land-use planning that had ignored the needs of
cyclists. Pushbikes considered (correctly) that a mix of technical,
administrative and political changes would be needed in order to
introduce a network of cycle facilities in the West Midlands. Moreover,
not only was the mix of changes required wide but also the timespan over
which they would be implemented was relatively long, perhaps ten years.
Pushbikes needed to sustain pressure and technical expertise over
several years in order to set these changes in motion. A PhD student
with three year furding offered the prospect of fulfilling at least the
technical functions in greater depth and with greater permanence than
any prospective voluntary member.

The project description submitted to the Science and Engineering

Research Council reflected these pragmatic needs. There was to be

16
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"an 1nvestigation into the provision of safe, useful and
effective cycle facilities" (My emphasis)

Recent cycle schemes were to be "reviewed". In other words, no specific
hypothesis or research question had been formulated: the project was
intended to provide an informed overview of providing cycle facilities.
The idea of formulating a central research question in operational terms
either never arose or was considered beyond the organisation.
However, there was another aspect to Pushbikes' original concept
of the project: constructive, practical advice. In order to fully
appreciate this point, it 1s necessary to remember the close
relationship between Pushbikes and Birmingham Friends of the Earth. In
particular, the shared premises, the overlap in membership and the fact
that both groups drew significant support from a particular sector of
Birmingham society, namely bthe young, educated middle-classes some of
whom had rejected conventional politics and careers.
This meant that the practical approach to environmental
campaigning, largely pioneered in Binniﬁgham by Friends of the Earth,
rubbed off onto Pushbikes. Whereas certain other members of the Cycle
Campaign Network have adopted a more combative campaign style, eg. The
Iondon Cycling Campaign and The Bristol Urban Cycling Campaign,
Pushbikes was keen to appear positive and to offer practical advice to
the local authoritieé who clearly had no experience of providing
facilities. The project description, therefore, included specific
practical targets, namely
"3 manual for local authorities and a practical constructive
response to goverrment's consultation on policy and procedures
of implementation. Also, action guides for voluntary groups. "

In addition, I sensed an expectation on the part of a number of members

that the project would produce a plan of cycle routes throughout

17
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Birmingham. Sare doubts were raised about the value of such a
positivistic approach and Tom Pettitt commented that

"A manual makes sense only if it is found that lack of
knowledge is a problem."

He wanted more emphasis on possible obstacles which he noted as being

]

Financial (lack of money)

|

Human (lack of people)

|

Knowledge (lack of ideas and experience)

Political (lack of lobby)

Direction (lack of policy)

Yet in spite of these doubts and concerns about the emphasis of the
research, there was a clear expectation that scme form of master plan or
blue-print was the objective of the project.

Taken together - the pragmatic needs of the campaign group, its
desire to produce practical and constuctive material and the inevitable
lack of clearly defined research question - these factors did not
necessarily combine easily in one research project. In particular, it
was not clear whether I was supposed to be working on, with, for, or
even against the local authorities. In Checkland's (1981) root
definition terms, the problem, its owners and clients were poorly
defined.

Pushbikes never claimed to know precisely what it wanted from the
project although members probably knew what they did not want. From the
outset, it was made clear that it would be up to me as the researcher to
identify the problems. Thus the student was immediately cast in the
role of consultant although the nature of the problem was negotiable.
It is for these reasons that the 1982 project description differs in

important respects from the finished article.

18
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1.4 Project Funding -

This project was funded jointly by Pushbikes and a research
studentship from the Science and Engineering Research Council/Econamic
and Social Research Council Joint Committee. As Pushbikes was (and
still is) a voluntary organisation with limited funds provided by
membership subscriptions and fundraising events, it was necessary to
find other bodies to provide Pushbikes' share of the research costs.

The bicycle industry via the Bicycle Z%ssociation was approached -
unsuccess fully. So too was the West Midlands County Council which,
though supportive of the project, was unable to offer either financial
assistance or supervision. In May 1982, after considerable efforts by
Tom Pettitt, the Cadbury Trust confirmed that it would support the
research with the necesary funding for at least two years. In the
event, it decided to extend the grant for a further year. A small
donation was also received from the Charles Henry Foyle Trust, a local
charitable trust. Without the support of these organisations the

project would not have existed.

19
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1.5 Project Methodology

The methodology adopted in IHD projects is action research using
an interdisciplinary approach. This is virtually inevitable due to the
multiple facets of the problems and the fact that, at the outset, the
problems are not fully understood and rarely formulated into research
questions.

Cherns (1976 p905) provides a taxonomy of behaviocural science
engagements: IHD projects in general, and this project in particular,
fit the action research category (Figure 1.3). The nature of the
problem is negotiable, the type of solution open and the method
discretionary.

Action research was described by Curle in 1949 as a method that

"aims not only to discover the facts, but to help in altering
certain conditions experienced Dby the caummunity as
unsatisfactory"
There is an explicit commitment on the part of the researcher to not
only study the problem but also to try to alleviate or solve the problem
through the research.

Sabin (1980) reviews the literature on action research in
relation to the experience of the IHD Scheme. He finds that action
research is usually considered in relation to the social sciences in
community work.

"The IHD Scheme has (however) adopted much of the methodology
of action research for use within more technical fields."

Unfortunately, the dilemmas found by social scientists practising action
research still arise.
Firstly, there are conflicting demands made of the researcher

from the various parties to the Scheme. The academic demands of the
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university are not necessarily synonymous with the pragmatic needs of

the collaborator.

Secondly, the researcher is both an apprentice and a consultant,
sametimes simultanecusly, during the project. S/he is learning a new
discipline in a new organisation yet is expected to provide quidance on
and solutions to the collaborator's problem. As the problem becomes
more clearly defined the student is seen increasingly in the role of
consultant yet s/he is typically in a novel situation. (This was
particularly true of my situation where the organisation employed no
other staff).

Thirdly, the conventional linear model of the research process
(problem definition, selection of method, data collection, analysis,
conclusions) is seen by Clark (1972) as inappropriate to action research
which is a cyclical process in which the elements such as problem
definition, investigation, - feedback and design may occur at
approximately the same time.

Finally, Rapoport (1970) concludes that the action researcher
"sacrifices a degree of detachment and independence (but
gains) a sense of sympathy and identification which may
produce more valid information than that which might have been
gathered from a more detached vantage point."

Moreover, this subjectivity can be a strength in that it obliges the

researcher |
"to clarify and represent his own ethics and values so that
they, along with those of the client system, can serve as
guidelines against which to assess jointly planned actions."

The last point is particularly crucial to this project in that, even

before the research began, I identified with the aims and values of the

collaborators. I say this not to apologise for any lack of impartiality

but to highlight the fact that a successful action researcher must be in
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harmony with the collaborating organisation if s/he is to obtain the
necessary co-operation to produce plans that are of value and are likely

to be accepted.

1.6 Thesis Outline

1.6.1 Iogical Order

The subjects described in the remaining chapters are presented in
logical order and not necessarily chronological order. This is for.
reasons of clarity and because of the cyclical nature of action
research, as described in 1.5. It is often possible to see the
significance of events and relationships between them more clearly in
retrospect. This is not to say that post hoc justifications have been
invented but that the lasting value of a particular research phase may

only emerge with time.

1.6.2 Chapter Outlines

Chapter 2 reviews the literature on cycle planning, which has
become quite extensive in this decade. It draws on foreign research,
particularly West German, which contrasts sharply with the perspective
so far adopted by the authorities in the UK.

In Chapter 3 the West Midlands is set in context through a review
of cycle planning at county level in England and Wales. It then focuses
on the local scene and describes Pushbikes' interaction with the local
authorites, particularly with regard to local plans.

The assessment of the cycle planning enviromment and the
available data pointed to the need for improved information at local

level. There were significant gaps in the knowledge base of the local
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authorities and Pushbikes in relation to planning facilities for
cyclists. The need for a local survey was clear.
Chapter 4 describes the aims and hypotheses of the survey

(described throughout this thesis as the West Midlands Cycling Survey in

order to distinguish it from other surveys that I carried out during the
project). It also sets out the methods used and the response obtained.
Chapter 5 presents the key survey results in graph form, leaving
the tabulations of the full results to the appendices. The micro-level
conclusions fram the findings are given at the end of the chapter.
Chapter 6 discusses the broad implications of the entire action
research process, relating them to transport policy, econamics and land
use. Conclusions are drawn at both national and local level and
recamnendations are made regarding transport and cycling policy and the
role of cycle campaign groups. Particular recammendations for the West
Midlands and Pushbikes are alsc made. Finally, areas for further

research are identified.

24



CHAPTER TWO: HISTORY AND LITERATURE

Contents

2.1 Priorities in Transport Planning
2.2 Cycling: Decline and Neglect

2.3 Cycling: the Revival

2.4 Engineering Dominance

2.5 The Integrated Approach

2.6 Conclusions

Outline

This chapter traces the recent history of planning for cycling through

the literature. Research findings and philosophies relevant to the

thesis are summarised and same interpretation is given. Selected

foreign research and practice is cited, particularly fram West Gexrmany,

which is contrasted with that of the UK.

25



DG Davies/Chapter 2

2.1 Priorities in Transport Planning

The 1973/74 oil crisis was a watershed in transport policy and
research. The quadrupling in oil prices and the threat of oil shortages
and embargoes shifted attention to the need for greater fuel-efficiency
and alternatives to oil. The ensuing world econamic decline reinforced
the predictions of conservationists, encapsulated in such texts as the
Club of Rame Report (Meadows 1974) that the exponential growth in
consumption of natural resources was unsustainable. No longer was it
realistic to plan for high and increasing levels of employment, econamic
growth and government sp;anding. The vital areas were perceived to be
energy, the environment and econamic-efficiency.

In addition, road safety began to grow in official importance.
The US and UK speed restrictions, imposed in response to the oil crisis,
coincided with a fall in road accidents. More recently, the rise in
cyclist and pedestrian accidents in Britain, the controversy over
seat-belt legislation (Adams 1985) and 1986 European Road Safety Year
have increased the Govermment's concern for the subject.

It is within this policy and research context that the curreﬁt
planning for cyclists lies. Cycling is highly relevant to the issues of
energy conservation, the enviromment, economic efficiency and road
safety. Yet prior to the late seventies cycling was largely ignored in
the UK by policy makers and researchers alike. Even in the eighties it
is argued that cycling is not given the attention that its problems and
potential benefits warrant. As a first step to understanding cycle
planning over the past decade it is necessary to try and establish the

reasons for this neglect.
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2.2 Cycling: Decline and Neglect

Exactly why cycling as a mode of transport was so neglected by
central and local government, transport planners and researchers has not
been considered in any detail.

During the late fifties and sixties this neglect was probably due
to the declining level of cycle use and the assumption that the car
would entirely replace the bicycle for transport purposes. The idea of
universal car ownership was largely unquestioned and the environmental
consequences had not yet emerged. As such, the neglect of cycling went
unquestioned,. even by the cyclists' organisations. The Cyclists'
Touring Club, suffering a severe decline in membership, concentrated its
efforts on road-safety issues, such as the cycling proficiency scheme,
and access to the countryside (Warner 1980). It did not challenge the
thrust of transport policy - a transport system daminated by the private
motor car. The fact that cycling was still a major mode of transport in .
many parts of the country was ignored and the decline in cyclist.
casualties encouraged the authorities to take no action to arrest the
decline in cycle use.

Why this neglect should persist into the late seventies and
eighties is less easily explained. Ievels of cycle sales and use and
cyclist accidents have been rising since 1974 and new cyclists}'
organisations have emerged demanding action from the authorities.
Hillman and Whalley (1983) suggest of cycliné' (and walking) that

"there has simply been a professional oversight of these

issues, which in turn has been reinforced, until recently by
the paucity of data on the characteristics and the
correlates of the two modes. ...there appears to be a

belief that it is social rather than institutional changes
which have contributed to the decline in their use." (p99)
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In a later study, Plowden and Hillman (1984) expand on this explanation

and suggest rather more substantive causes than mere oversight. They

cite
a) "The idea that the main task of transport planning was to
provide for the increasing use of the car.”
b) "the very merits of the bicycle, that it is inconspicuous,
cheap to use and relatively easy to provide for, have been
treated as reasons for not taking it sericusly.”
c) The failure to develop cost-benefit methods to evaluate
investment in cycling facilities.
d) Problems in the relationship between central ‘and local
government regarding responsibility for transport policy. -
e) "the small attention paid to environmental considerations
here in the formulation of t.fansport policy”.
f) The weakness of the cyclist and environmentalist lobby
relative to other road interests and the excessive moderation of
the former's demands.
i) A failure of professional planners and engineers to learn
fram the experience of other Eurcpean countries and to reappraise
the British approach to transport planning.

(Plowden and Hillman 1984 ppl42-143)

Some of these points are supported by more general studies of
transport politics. Wistrich  (1983) describes the substantial
differences between the environmentalist and road pressure groups. She

points to the disparity in financial resources and the greater unity and
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single-mindedness of the road lokby as reasons for the strength of the
latter.

The reasons for the neglect of cycling at local level, documented
by Ievy (1982) and E. C. Davies(1981), are probably those found by Grant
(1976) in his case studies of Southampton, Nottingham and Portsmouth.
In each instance thevnain transport issues identified by the council
closely reflected the training and experience of the chief engineer. In
order to kring about significant change in policy a new engineer and
political party were necessary. An effective local pressure group was
also a necessary condition.

As cycling forms only a small part of the training and experience
of most chief engineers and it lacks powerful econanic and political
interests, it is perhaps not surprising that cycling is not seen as an

important issue by many local authorities.

2.3 Cycling: the Revival

2.3.1 Bicycle Ownership and Use

Stores (1978) presents the first camprehensive collection of
statistics and analysis of bicycle ownership and use in the current
debate. Based on the National Travel Survey 1972/73 and annual Traffic
Censuses, it raises as many questions as it answers. In Great Britain
in 1972/73 25% of households owned one or more bicycles but this varied
considerably between regions. Cycle sales more than doubled between
1969 and 1975, preceding the upturn in cycle use by 5 years. Cycle use
declined substantially from 16.2 billion kilometres in 1956 to 3.4
billion kilometres in 1974. At the time of writing, Stores could only

note that
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"the rate of decline has reduced and in 1975 there was a
levelling off of the downward trend... However, it remains
to be seen if this trend will continue." (p1)
There is an attempt to answer basic questions about ownership and use in
temms of socio—econcmic group, household size, age, sex, geography and

accident risk. However, it chiefly reveals

"the paucity of data on the travel patterns and
characteristics of cyclists." (pl)

Same of the data is seriously out of date, such as the 1966 Traffic
Survey (used to show the distribution of cycle traffic on all types of
roads including unclassified rcads); and the results of the 1975/76
National Travel Survey were evidently not avai_iable.

The 1978/79 National Travel Survey collected more detailed
information on bicycle ownership and use than its predecessors. lester
and Potter (1983), using special tabulations, emphasise the importance
of cycling (and walking) and estimate that there were same 9.5 million
bicycles in Britain in 1978, excluding those owned by children under 5
years old. Cycling accounted for 2% of total journeys but 5% of
journeys in the course of work and 6% of "other" journeys. As household
bicycle ownership increases, bus travel tends to decrease but the
authors suggest it is increased household incame which explains both
trends.

Not until 1984 did the Department of Transport update Stores'
work with an analysis of the 1978/79 National Travel Survey and Traffic
Censuses 1973-83. Compiled by Needham (1984) it provides the most
recent, comprehensive and authoritative set of statistics available in
one report. Unlike Stores, it contains limited trend data on bicycle
ownership and provides greater explanation of variations. It shows that

29% of households owned at least one bicycle in 1978/79 campared with
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24% of households in 1972/73 and in 1975/76. Levels of ownership are
positively related to household size, number of children, car ownership
and income. Men are more likely to cycle than women and bicycles are
used most during weekdays and for non-leisure purposes. Needham
concludes that there has been a "sharp increase" in cycling since the
1978/79 National Travel Survey, implying that the analysis might already
be out of date. Moreover, there is still insufficient data to properly
analyse trends in use, for example by SEG, and no consideration is given
to individual bicycle ownership, as opposed to household bicycle
ownership.

Regional analyses have provided more receﬁt and detailed
information. Bamnister and Groame (1983a) examine the 1981 Census
journey to work data for NW England and note that the bicycle

"is a more important means of transporting people to work

than local rail services... (and)... a more important means

of transport for those groups of the population who are less

well-off, either being in non car-owning households or in

the socio—econamic groups most associated with the working

class” (p74)

In areas of high cycle use, the percentage of wamen that cycle to work
is higher than the percentage of men that cycle to work; in areas of low
cycle use the situation is reversed. They find that women more than men
are deterred from cycling by both hills and traffic danger. This is put
down to "social attitudes".

The 1981 Census data for Greater Iondon is analysed by
Murray-Clarke (1984a) in one of the GIC series of Cycle Papers. 2.37%
of journeys to work are made by bicycle, equivalent to 4.09% of
road-vehicle journeys to work. Compared to the 1971 Census levels,

cycling increased in Inner London but decreased in Outer London. There

is same variation in usage between the boroughs but
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"The data is of limited use in detemmining the importance of

factors that might be expected to affect the level of

bicycle usage" (pl5)
No conclusicns can be made on the deterrent effect of the risk of having
an accident but there are indications of the effects of car ownership,
occupation, sex and hilliness. Cycling to work is more important for
people in households without a car than for people with a car. In Inner
London (where cycle use has risen) professionals are the greatest users
of bicycles whilst in Outer Iondon it is manual semi-skilled and
unskilled workers. Murray-Clark also concludes that social attitudes
are an important factor in determining the level of cycle use.

A detailed overview of recent changes in cycle flows in Iondon is
made by Kilroy and Hunter (1985). Cordon and screenline counts between
1977 and 1984 indicate increases of 70% in cyclists entering Central and
Inner Iondon but a much smaller increase in flows across the Greater
London Council boundary. Trends in cycle flows, particularly following
London Transport's dramatic fares changes, are also analysed by Gardner
(1985) and Baker (1982).

Bicycle ownership in ILondon, based on the 1981 Greater ILondon
Travel Survey, is analysed by Landrock and Holden (1984). Drawing on
the framework of Wigan (1983), they find that household bicycle
ownership has risen to 25% (campared with 19% in 1978/79) and that it is
primarily dependent on the number of children in the household.

"Other factors positively correlated with bicycle ownership

include household size, household income, number of cars and

vans available to household members and distance from the

centre of London" (pl)

Whilst Landrock and Holden's findings are consistent with Needham's
earlier data, they hypothesise that it may be misleading to consider

bicycle ownership by household if bicycles are used by only one member
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of the family at a time. This points to a need for individual rather
than household bicycle-ownership data.

In the West Midlands, there has been no attempt by the
authorities to publish bicycle-ownership or use data beyond a simple
statement of the census data and some education trip surveys. In the
annual West Midlands County Transport Monitor, bicycle use is mentioned
only once in the entire 100+ page document; bicycle ownership does not

feature at all.

2.3.2 Campaign Groups

Along with an increase in cycling has came an increase in
campaigning to pramote cycling and to make it safer. Organisations such
as Friends of the Earth, the British Cycling Bureau, the Cyclists®
Touring Club and the Cycle Campaign Network (Appendix 1) have attempted
to pressure central and local government into supporting cycling. They
have also published some significant research on various aspects of
cycle planning. Although criticised by Hillman and Whalley for being
too moderate in their demands, they must take same credit for the
gradual change in Govermment policy towards cycling.

The campaign has been led by Friends of the Earth (UK). In 1975
they published Fielden's report "Give Way" which sets out the
énvironmental case for transport planning in Britain and proposals for
cycleway networks in Lambeth, Nottingham and Portsmouth. It draws on
the ideas of Claxton and Hillman who, respectively, provide the
engineering and conceptual framework. Although much experience has been
gained since Fielden's report, it is remarkable how familiar are his

arguments today.
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Hudson, Bicycles Campaigner for Friends of the Earth, provided
the first British manual (1978b) on bicycle planning, preceding the
Department of Transport's advice (1978). This was followed in 1982 by
the more comprehensive and authoritative "Bicycle Planning - policy and
practice” which draws on European and US experience to cover not only
physical facilities but also policy, education, law, enforcement and

data collection.

2.3.3 Government Policy on Cycling

The official version of the development of Government cycling
policy is set out by Ford (1982) and updated by Wall (1984)., E. C.
Davies (1981) reviews this policy and Plowden (1985) summarises it
ironically:

"Until recently, the official neglect of cycling was

virtually complete. In the 1960s and early 1970s it seems

to have been thought that cycling would die away in the face

of competition from cars, clearly a superior means of

travel, and that in the view of the accident rate amongst

cyclists this decline was more to be welcomed than checked."

(p128) ‘

The 1977 Transport Policy White Paper marked the change in official
policy, albeit not dramatically, and recommended that local authorities
should consider helping cyclists by means of traffic management schemes
and cycle parking stands. The 1982 Statement on Cycling Policy
(Department of Transport 1982) perhaps represents the high point when,
for the first time in recent history, the goverrment expressed a clear
desire to encourage cycling. However, in the opinion of the cyclists'
organisations (Clarke 1986), the Department of Transport is trying to go
back on this policy due to lack of funds and criticisms over the rising

number of cyclist accidents. Although other political parties,
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particularly the Liberals (Rumey 1985) are incorporating cyclists'
needs into their transport policies, it seems highly unlikely that the
present administration will make significant advances on the 1982

policy.

2.3.4 Research and Publications

Without doubt, there has been an enormous growth in the research
and publications on cycling since the mid-seventies in Rritain and other
developed countries. However, I am not aware of any attempt to measure
this growth so I have analysed TRRL publications in order to provide
same quantitative indication.

The 1983 TRRL leaflet "TRRL Research on Cycling" lists 24 reports
published by the ILab between 1952 and 1982. Table 1 shows that 20 (83%)
mere‘pmblished in the 6 years prior to 1983 whilst only 4 (17%) were

published in the previous 25 years.

TABLE 2.1
TRRL PUBLICATIONS CN CYCLING €@ APRTL 1983

Year The Bicycle Cyclist Cyclist Other
Bicycle Facilities Accidents Education

g

et
.b.b»wa\HNHHHHS-
‘_l

1952
1955
1958
1973
1977
1978 1
1979
1980
1981
1982
Total 8 1

(g Sy S

b=

1

Of N = N

N

2 2 2

Source: TRRL Leaflet LF942 "TRRL Research on Cycling" April 1983.
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In 1984 the Department of Transport published a bibliography on
recent cycling policy and planning (Lambert 1984). This contains 185
dated publications between 1977 and 1984. Whilst this bibliography is
concerned principally with the issues since 1981, it is significant that
there are so few references pre 1981 and that no earlier bibliography
exists. The obvicus (and correct) inference is that very little was

published.

2.4 Engineering Dominance

The same TRRL and Department of Transport sources can be used to
show the thrust of government-sponsored research and advice on cycle
planning. Table 2.1 shows the preponderance of engineering issues,
particularly special facilities for cyclists. Of the 24 TRRL
publications, all of those prior to 1977 and one third of the total are
concerned with the bicycle. A further 10 (42%) are concerned with cycle
facilities and these are concentrated around 1980.

The Department of Transport bibliography lists 65 Department of
Transport publications: four are about govermment cycling policy, three
review statistics on c:ycling1 and cyclist accidents and 56 are technical
notes on the provision of cycle facilities. (These include 33 annexes
to the report on disused railway lines (Grimshaw 1982) and 13 leaflets

on specific cycle schemes). *

1The paper by Waldman (1977) is not included although camissioned
by the Department of Transport. It may be that it was considered too
old for inclusion but this is an example of the Department's reluctance
to acknowledge the paper. Further examples are given in 6.2.
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There is a view that engineers dominate not only cycling policy
but UK transport policy in general. The Department of Transport is
still seen by its critics as being biased towards road building,
continuing the work of the Road Construction Units phased out in 1980.
Moreover, the training and experience of engineers in the UK is probably
narrower in concept than in Europe where planning and engineering have
greater overlap. However, it is not within the scope of this thesis to

pursue these ideas at the level of general transport policy.

2.5 The Integrated Approach

The approach adopted in the UK contrasts with that recammended by
other developed countries who precede us in their efforts to pramote
cycling, particularly Australia, Germany, the Netherlands, Scandinavia
and Japan.

The first formal recognition of the importance of integrated
measures to assist cyclists was the Geelong Bikeplan of Australia
(1977) . This recommended four areas for action, now referred to as the
"4 E's", which were

Engineering Provision of on and off road facilities and traffic

management measures.

Education Education programmes designed to improve the on-road

relationship of cyclists and other road users.

Enforcement Enforcement programmes designed to reinforce bicycle

education programmes and obtain a high level of campliance with

traffic law in general and bicycle traffic law in particular.

37



DG Davies/Chapter 2

Encouragement Media programmes and activities designed to create

a greater awareness of cyclists' needs, increase bicycle use and
the other 3 E's programmes.
Geelong was perhaps the first area to recognise the limitations of the
"segregated facilities approach" to cycle planning which seeks to
provide a network of cycle routes segregated from motor vehicles
wherever possible. Although the segregated facilities approach still
pertains in same Australian states (and in same other countries),
"the picture was far from clear in 1977.... (but the) facts
show the correctness of the ‘'integrated approach'"
(Parker and Gately 1984 p3)
The involvement of cyclists in the planning process - rather than
depending exclusively on the views of transport professionals - is
acknowledged as "a most important feature".
“"The driving force behind ‘the move away from the 'segregated
facilities approach' to the 'integrated approach' came from
the cyclists themselves." (p3)
Hudson et al (1982), in their review of good cycle planning practice in
Britain, Europe and the USA, also strongly advocate the integrated
approach.
"With the hindsight of the successful and unsuccessful
experiments of the 1970's, an integrated approach to planning
for cyclists began to emerge. An approach recognising that
each of the solutions previously advocated  (special
facilities, education and the use of the existing road
network) has a role to play, but that none is sufficient on
its own to create a safe and attractive cycling environment."
(Hudson et al 1982 p2)
Thus, by the early 1980's, a concensus had emerged amongst the
(more progressive) advocates of cycle planning that an integrated
approach was required. This view was tested in Germany through the

Cycle~Friendly Towns Project, described by Otto (1984).
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The five-year Cycle-Friendly Towns Project of the Federal
Republic of Germany started in 1981. Two towns, Detmold (North Rhine
Westphalia) and Rosenheim (Bavaria) were selected as model towns where
no bicycle infrastructure existed. The Project goal was to effect a
modal shift fram car to bicycle and thereby improve the quality of the
urban environment. The secondary Project goals were to provide detailed
information and experience on ways to pramote bicycle use and the
consequences of so doing. The progranmme was to

- Modify the traffic infrastructure to include safe and attractive
cycle routes, cycle parking facilities, "service stations", cycle
hire and integration with public transport.

- Create a cycle-friendly atmosphere in which cycling was
recognised as a safe and sensible means of transport; and one in
which cyclists felt their views and welfare were taken into
account in policy decisions.

Involving the local commuunity was seen as extremely important.
Consequently, bicycle planning offices were opened on town centre
streets so that local people could easily call in to discuss problems
with the specialist cycle-planning officers. Conferences and public
meetings were held to stimulate discussion and interest and add to the
pro-cycling atmosphere. Public figures, such as the Burgermeister, were
photographed riding bicycles by the local press. In addition, extensive
research projects were conducted into the traffic, environmental and
safety aspects of the project.

The prototype planning, advice and accampanying research were
paid for by the Federal Envirormental Agency. The local councils paid

for the physical implementation.
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The Cycle-Friendly Towns Project is due to end in 1986 and a full

report is to be published. Interim findings and recammendations were

summarised by Otto (1984) thus:

A shift from motorised vehicles to bicycles is possible thrcugh

traffic policy.

Pollution in town centres is reduced by a shift from motorised
vehicles to bicycles.
- Improving the cycling infrastructure is only one of several key
factors in pramoting cycling.
- A Cycle Office in a local action centre is recommended.
- Cycle promotion should be integrated with schemes to lessen
traffic in the whole city.
Further support for the idea that individual measures would have little
impact whilst a package of measures would have a considerable
synergistic effect is provided by Brog (1983b), also based on the
experience of the Cycle-Friendly Towns Project. He attempts to measure
potential levels of bicycle use and to quantify the effects of different
policies. He shows that both engineering and behavioural measures are
important and calculates that bicycle use could be doubled for trips of
less than 15 kilametres through the cumulative effects of
- Improving the climate of opinion towards cycling.
- Public relations work to clarify misconceptions.

Infrastructural investments.

Inmproving the luggage-carrying and weather-protection
properties of the bicycle.
- Greater bicycle availability.

He notes that
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"Bicycles are rarely not used only because persons perceive
the bicycle infrastructure to be inferior. Thus, when the
infrastructure is improved but no other measures are
instituted, the effect is minimal. However, when other
measures are taken and the bicycle network is also improved
a considerable potential can be attained." (pl)

It could be said that the Cycle Friendly-Towns Project simply confirms
the view of the Geelong Bike Plan published four years before the German
experiment even began. However, there are three important
contributions. Firstly, the European experience has greater validity
for British towns than the Australian experience where population
densities are lower and Journey distances greater. Secondly, it
provides a considerable amount of additional, high-quality data and
methodological techniques. Thirdly, the German research suggests that
there are limits to the effectiveness of policies that pramote cycling:
other (traffic) policies must be complimentary.
"Cycling can only be promoted to a certain extent through the
improvement of cycling conditions. In order to generate the
maximum potential for extra cycle traffic and take the maximum
amount of stress off the environment, restrictive measures
must also be introduced for motorised  wvehicles."
(Otto 1984 p6)

This view is apparently growing in Britain. Clarke (1986), in
response to the Department of Transport's "Ways to Safer Cycling”
conference, criticises the Department for treating cycling in isolation
from its other transport policies. In particular, he notes the expanded
road building programme and its traffic generating effects, the
continued installation of roundabouts despite their extreme danger to
cyclists and the estimated £2 billion annual tax subsidy on campany

cars. He 1is clearly concerned that the cycling will be further

marginalised in transport planning.
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On the basis of a detailed and highly critical review of the
safety record of the Milton Keynes Redway, Franklin also comes to the
view that the narrow pursuit of cycling matters is an inadequate
approach.

"It is becoming increasingly evident that cycling safety

cannot be dealt with in isolation from general traffic (and

to sare extent transport) policy and that cycle “facilities"

have only a limited role to play in improving safety."

(Franklin 1985 p2)

The compatibility of general transport policy with a policy on cycling
is increasingly brought into question. There appear to be two schools
of thought. Firstly, the marginalist view that cycling can be made
safer and (possibly) more attractive by special cycling facilities,
better education of road users and safety devices such as conspicuity

aids and helmets for cyclists. Secondly, there is the fundamentalist

view that cycling will only becamne a safe and popular form of transport
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equality, the environment, safety and health. Due to the weakness of
the cycling lobby, the former view has often been advanced. However,

there are now doubts about the success of this approach.

2.6 Conclusions

This chapter has traced the recent history of planning for
cycling through the literature, focusing on bicycle ownership, bicycle
use and the policy on cycling adopted by the UK government and local
authorities. Contrasts have been drawn with the policy and practice of
other countries, particularly Germany and Australia, and the Department
of Transport has been criticised for the narrowness of its approach to

the issues.
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It is the case that, since 1974, much has been learned and

written about planning for cycling. Indeed, the term "bicycle planning”

is now quite widely used whereas ten years ago it would have had little
meaning. Yet it still remains the case that a large amount - and same
of the best - of the research, the ideas and the analysis is undertaken
by enthusiastic amateurs. This would be unimaginable for almost any
other major transport mode.

Many questions remain to be satisfactorily answered. For
example: What levels of cycle use are likely in the UK given the
current demographic, land use and econcmic trends? what levels could be
achieved if pro-cycling policies were adopted as demanded by the cycling
lobby? And what policies would be most effective: those encouraging
cycling or those restraining car use? There is no consensus yet on the
most appropriate engineering measures to assist cyclists, though this
reflects different transport priorities as much as different technical
views.,

If on a national level these questions remain unanswered, then at
the local (West Midlands) level they are equally unresolved. Much more
research of quality is required if cycling is once again to become a

safe and widespread form of transport.
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CHAPTER THREE: THE WEST MIDLANDS SCENE

Contents

3.1 The County in Context

3.2 Bicycle Statistics for the County

3.3 Cycling Proposals and Statutory Plans

3.4 Pushbikes' Interaction with the Iocal Authorities

3.5 Conclusions

Outline

This chapter describes the situation regarding cycling and cycle
planning in the West Midlands County. It first sets the West Midlands
in context and then describes local proposals for cycle planning and the
interaction between Pushbikes and the local authorities which brought
them about. Published data is included fram national and local sources,
suwch as Department of Transport statistics, the 1981 Census and County
Council accident records. Also included is primary data assembled in
the course of this thesis from surveys of county councils and their

Transport Policies and Programmes.
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3.1 The County in Context

The framework for planning for cycling is set by the Department of

Transport and the development of this is summarised in 2.3.3. The
extent to which local authorities have responded to the Department's
exhortations to consider cyclists in local transport planning is
assessed in a series of surveys commissioned by Friends of the Earth and
carried out as part of this research project. They were necessary due
to the reticence of the Department of Transport to provide such
information, even to members of parliament. = For example, in
parliamentary written questions, Jack Dormand MP asked how much each
local authority spent on cycle facilities in 1984/85. Transport
Minister, Lynda Chalker, replied only that
"This information is not available centrally."
He further asked if the recent changes in Transport Supplementary Grant
had affected the provision of facilities for cyclists. Again, the
Minister replied briefly
"I am not aware of any changes in local authority cammitment
to cycling provision.”
(Hansard, Parliamentary Written Answers, 19 April 1985)
Appendix 2 contains the first of the three surveys of local authority
cammitment to cycle planning. It is based on a study of the Transport
Policies and Programmes for 1984/85 for all the English counties and the
response to a letter sent to all county surveyors. It shows that
1) English county councils allocated approximately £2 million
(0.2%) of total capital bids for cycling facilities in 1984/85.
2) 46% of English Transport Policies and Programmes do not

specify any amount for expenditure on cycling in 1984/85.
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3) Cnly 10% of Transport Policies and Programmes give clear
indications of programmed cycle facilities, including costs and
implementation dates.
4) Under 50% of county councils mention cycling as one of their
policy considerations in their Transport Policies and Programme.
5) Whilst most county councils have sare form of policy on
cycling, this is typically expressed in the TPP as accammodating
existing cyclists, not encouraging more cycling.
6) Policy on cycling is rarely integrated with other transport
policies and few authorities link it with objectives such as
energy conservation and environmental improvement.
7) Four English county councils employ Cycling Officers but
there are none in Wales or Scotland.
8) County councils place greater emphasis on road-safety
education for child cyclists than on changes to the physical
infrastructure.
The survey of TPPs was repeated in 1985 and 1986. As Table 3.1 shows,
the financial allocation has changed little over the 3 year period. One
might have expected a reduction in 1986/87 due to changes in the

Transport Supplementary Grant criteria but this has not happened.
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TABLE 3.1 CAPITAL ALIOCATIONS FOR CYCLING FACILITIES

AUTHORITY £000 £000 £000
1984/85 1985/86 1986/87

Greater ILondon 1% 1% 1%
Greater Manchester 150 110
Merseyside ’ 0.1%
South Yorkshire 34 30 40
Tyne and Wear
West Midlands 14
West Yorkshire 200 200 200
Avon #35 #37
Bedfordshire 156
Berkshire *168 *165 *177
Buckinghamshire 63
Canmbridgeshire *341 *292 *300
Cheshire 25 25 25
Cleveland 58 63 63
Cormnwall 30
Cumbria
Derbyshire 40 6 6
Devon 300
Dorset
Durham
East Sussex
Essex
Gloucestershire 32
Hampshire
Hereford & Worcester 10 15 15
Hertfordshire 10 60 60
Humberside 7 45
Isle of Wight 57 61 22
Kent 63 71 99
Iancashire 39 55
ILeicestershire 110 115 115
Lincolnshire
Norfolk 15 15 30
Northamptonshire 60 60
Northumberland 20 30
North Yorkshire 20
Nottinghamshire 50
Oxfordshire

* Shropshire
Somerset
Staf fordshire
Suffolk 24 26 35
Surrey 100
Warwickshire
West Sussex
Wiltshire 50

# Revenue expenditure. * Includes other expenditure eg footways and
accident remedial measures.
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Notes to Table 3.1

The figures are extracted fram the TPPs for 1984/85 to 1986/87 and are
not adjusted for inflation. They are "bid" figures, ie the amounts the
county councils would like to spend on cycle facilities if they were
accepted by the DTp and (until 1986/87) supported by Transport
Supplementary Grant. The figures do not necessarily represent actual
expenditure. In most cases the expenditure was less than the bid. Some
authorities do invest in cycle facilities without allocating a specific
cycling budget. However, it is a reasonable assumption that the total
expenditure does not exceed the aggregate amount in Table 3.1. ie Cycle
schemes receive less than £2 million or less than half of one percent of
total capital expenditure on highways by local authorities.

3.1.2 Cycle Use and Cyclists Casualties

The 1981 Census Journey to work figures for cyclists are
reproduced from Bannister and Groome 1981 in Table 3.2. These show a
considerable variation between counties, ranging fram 1.17% of work
journeys in West Yorkshire to 13.27% in Cambridgeshire. Analysis of
Census data at more local level would show a much greater spread.
Clearly, the bicycle is a major mode of transport in scme parts of
England even today.')

The cyclist percentage of total casualties is calculated from
Road Accidents Great Britain for the same year (1981). This shows
noticeably less variation than the figures for cycle use. Whilst in
Cambridgeshire cyclists form a percentage of all casualties that is
almost equal to their percentage of journeys to work, in West Yorkshire
the figures are not at all proportionate.

It is perhaps most interesting to look at the relationship
between cyclist casualty rates and levels of cycle use. From these two
sets of figures a cyclist casualty index has been calculated for each
county by dividing the cyclist percentage of total casualties by the
level of cycling to work. There is a highly significant degree of

negative correlation (-0.777) between the level of cycling to work (a
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proxy for the general level of cycle use) and the derived cyclist
casualty index. That is, casualty rates are lower in counties with

higher levels of cycle use. It dces not, of course, prove cause and

effect but the variety of factors which influence cycle» use, as
described in 2.3.1, make it more likely that cycle use is the causative
factor. In other words, increases in cycle use tend to lower the
casualty rate perhaps because motorists became more accustomed to
sharing the roads with cyclists. This, in turn, may have a positive
feedback on levels of cycling. It is also possible that the "new"
cyclists are more risk averse than those who cycle in areas where
cyclists are less numerous.

Analysis of the recent trends in Germany shows that the cyclist
casualty rate declined as the level of cycle use (Brog and Erl 1984). In
Britain, the national cyclist casualty rates between 1974 and 1984
(Transport Statistics Great Britain 1984) show no clear relationship to
the level of cycle use. In fact, the cyclist casualty rate (all
severities) rose by 5.15% whilst the volume of cycle traffic rose by
55.56%, apparently contradicting the result of the geographical analysis
above. However, the time-series data may be misleading if taken at face
value for at least two reasons. Firstly, it takes no account of changes
in other factors that adversely affect cyclist casualty rates. In
particular, between 1974 and 1984, the volume of motor traffic increased
by 31.93%, seat-belt wearing became campulsory, speed limits were
increased and average vehicle sppeds rose, road surfaces have
deteriorated and, in the West Midlands at least, the police have became
more comprehensive in their reporting of cyclist accidents. Secondly,

the casualty rates and severities fluctuate from year to year. Thus the

49



R I I T TR ——————

DG Davies/Chapter 3

choice of years to compare can be critical. For example, the (revised)

cyclist casualty rate fell by 3% between 1973 and 1982 (RAGB 1983 p35) .

Moreover, the casualty rate for cyclists killed and seriously injured
actually declines from 137 casualties per 100 million cycle kilametres
in 1974 to 131 in 1984.

These factors suggest that simple analysis of time series data
may obscure the relationship between cycle use and cyclist casualty
rates. If these factors are controlled for, a negative relationship

between cycle use and cyclists casualty rates almost certainly exists.
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TABLE 3.2 CYCLING TO WORK, CYCLIST CASUALTIES AND CASUALTY INDEX
FOR ENGLISH COUNTIES 1981

Cyclists Casualties Cyclist
County % Cycling as % of Casualty
to Work Total Casualties Index
Greater Iondon 2.39 7.79 3.26
Greater Manchester 2.47 8.84 3.58
Merseyside 2.70 7.86 2.91
South Yorkshire 1.47 4.81 3.27
Tyne and Wear 1.30 6.75 5.19
West Midlands 2.39 7.27 3.04
West Yorkshire 1.17 6.59 5.63
Avon 3.43 8.36 2.44
Bed fordshire 6.06 8.16 1.35
Berkshire 5.18 - 8.92 1.72
Buckinghamshire 3.60 7.44 2.07
Cambridgeshire 13.27 13.92 1.05
Cheshire 5.77 10.16 1.76
Cleveland 3.88 9.07 2.34
Cornwall 1.88 4.90 2.61
Cumbria 2.78 6.89 2.48
Derbyshire 3.36 7.12 2.12
Devon 2.61 6.11 2.34
Dorset 4.96 8.90 1.79
Durham 1.30 5.44 4.19
East Sussex 2.20 6.25 2.84
Essex 4.43 7.58 1.71
Gloucestershire 6.67 9.38 1.41
Hampshire 6.55 11.09 1.69
Hereford & Worcester 4.79 8.34 1.74
Hertfordshire 3.59 8.22 2.29
Humberside 10.95 13.20 1.21
Isle of Wight 3.15 9.50 3.02
Kent 3.65 7.81 2.14
ILancashire 2.88 8.82 3.06
Ieicestershire 4.79 8.76 1.83
Lincolnshire 9.73 9.52 0.98
Norfolk 9.91 10.07 1.02
Northamptonshire 3.99 5.94 1.49
Northumberland 2.27 4.81 2.12
North Yorkshire 8.03 8.78 1.09
Nottinghamshire 3.92 8.17 2.08
Oxfordshire 9.41 9.93 1.06
Shropshire 5.18 6.64 1.28
Scmerset . 7.11 9.01 1.27
Staffordshire 2.96 7.81 2.64
Suffolk 9.38 10.03 1.07
Surrey 4.46 10.14 2.27
Warwickshire 5.61 9.12 1.63
West Sussex 6.64 10.07 1.52
Wiltshire 7.35 7.79 1.06

Source: 1981 Census (Bannister and Groome 1982); and RAGB 1981;
Cyclist Casualty Index = Col 2 divided by Col 1.

Correlation between Col 1 and Col 3 = -0.777, Significant at 99.99%.
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3.2 Bicycle Statistics for the County

One of the early tasks of this project was to campile the

available statistics on cycling for the West Midlands County into one
document. This is reproduced in Appendix 3. Section 3.2 draws on this

report and updates the statistics were possible.

3.2.1 Cycle Use

The 1981 Census provides the most comprehensive and reliable
estimate of cycle use, albeit now 5 years old and limited to the journey
to work. 2.39% of econamically active West Midlands residents cycle to
work, a lower percentage than Merseyside (2.70%) and Greater Manchester
(2.47%), higher than South Yorkshire (1.47%), Tyne and Wear (1.30%) and
West Yorkshire (1.17%) and exactly the same as Greater London (2.39%)
(Bannister and Grocme, 1982).

Within the‘ West Midlands county there are considerable
differences in levels of use. In two wards (Darlaston South, Walsall
and Bilston North, Wolverhampton) the level is 8% of all work journeys;
in same Birmingham wards, however, it is less than oné percent. In
total, some 26,000 residents cycle to work, 6,000 in Bimmingham, 6,000
in Coventry, 1,500 in Dudley, 2,500 in Sandwell, 2,500 in Solihull,
3,500 in Walsall and 4,000 in Wolverhampton.

Compared with the 1971 Census (Table 3.3), cycling to work in the
county has declined by about 11,000 journeys, slightly reducing its
mcdal share from 2.82% to 2.38%. This is similar to the national
situation. However, in Birmingham, Coventry and Solihull the mecdal
share rose slightly.

Men are more likely to cycle to work than women, a difference

that is more marked in the lower cycling districts of Birmingham, Dudley
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and Wolverhampton than in the districts with higher levels of cycle use.
(See Appendix 4, Table 2). Across the county men cycling to work
outnumber women by 4 to 1, varying between 61.73% male in Solihull to
93.28% male in Sandwell.

Persons living in households without a car are twice as likely to
cycle to work as those living in a household with one or more cars.
However, 53.71% of West Midlands residents who cycle to work live in
car-owning households campared with 74.65% of all residents.

Cycling to work is higher for manual workers than non-manual
workers. However, between 1971 and 1981 cycling to work rose for
employers, managers, profeésionals and intermediate ncn-manual workers

whilst falling for skilled manual and junior non-manual workers.

TABLE 3.3 CYCLING TO WORK BY AREA OF RESIDENCE 1971 AND 1981

Area of © 1971 1971 1881 1981
Residence Residents % of all Residents % of all

who Cycle Residents who Cycle Residents
Birmingham 7,200 1.41% 5,990 1.50%
Coventry 6,840 4.46% 5,930 4.63%
Dudley 2,840 2.02% 1,550 1.18%
Sandwell 5,280 3.30% 2,380 1.92%
Solihull 2,550 2.59% 2,430 2.72%
Walsall 5,080 4.03% 3,270 2.95%
Wolverhampton 6,760 5.51% 4,230 4,23%
West Midlands 36,550 2.81% 25,780 2.38%
England & Wales 947,990 4,39% 800,870 3.85%

Source: 1981 Census - County Report (West Midlands) Part 2 and National
Report (Great Britain) Part 2.
1971 Census ~ West Midlands County Council (Special tabulation
- 1971 figures calculated for 1981 boundaries ie post 1974
Local Government Reorganisation).

Note: The journey to work data is based on the 10% Sample of the full
Census. This has been multiplied by 10 in the above table to
approximate to the true numbers. Cbviously, percentages are
not affected.
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TABLE 3.4 CYCLING TO WORK BY SOCIO-BECONOMIC GRCUP 1971 AND 1981

Managers & Non-— Skilled Semi-Skilled Unskilled Others
Professionals Manual Manual Manual Manual 12,14
SEGs 1,2,3,4,13 5,6 8,9, 7,10, 15 11 16,17,18
Year -
1971 0.63% 1.25% 4.58% 3.68% 3.30% 0.66%
1981 0.81% 1.25% 3.63% 3.68% 3.23% 0.68%

Source: 1971 Census - Tabulation specially requested frocm OPCS
1981 Census -~ County Report (West Midlands) Part 2.

TABLE 3.5 CYCLING TO WORK BY HOUSEHOLD VEHICLE OWNERSHIP BY AREA OF

RESIDENCE

Area of Residence No Car 1 Car 2+ Cars
Birmingham 2.36% 1.31% 0.70%
Coventry 7.41% 4.40% 2.06%
Dudley 2.84% 0.96% 0.52%
Sandwell 4.08% 1.05% 0.68%
Solihull ’ 6.89% 2.95% 1.11%
Walsall 7.58% 2.01% 0.81%
Wolverhampton 7.70% 3.68% 1.62%
West Midlands 4.36% 2.05% 0.97%
England & Wales 7.13% 3.71% 1.74%

Source: 1981 Census - County Report (West Midlands) Part 2 and National
Report (Great Britain) Part 2.

TABLE 3.6 CYCLISTS BY HOUSEHOLD VEHICLE OWNERSHIP BY ARFA OF RESIDENCE

Area of Residence No Car 1 Car 2+ Cars
Birmingham 47.32% 43.31% 9.36%
Coventry 38.58% 52.28% 9.14%
Dudley 43.87% 43.87% 12.26%
Sandwel 1 65.55% 28.56% 5.88%
Solihull 30.04% 54.73% 15.55%
Walsall 57.49% 35.47% 7.03%
Wolverhampton 46.34% 45.15% 8.51%
West Midlands 46.29% 44.43% 9.28%
England & Wales 37.77% © 50.11% 12.12%

Source: 1981 Census - County Report (West Midlands) Part 2 and National
Report (Great Britain) Part 2.

Non-Census Data

Information on other journey purposes is less readily available.

The West Midlands Transport Monitor, an annual County Council
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publication detailing almost 100 pages of local transport data, contains

no information about cycling beyond the county-wide journey to work

statistic. The West Midlands TPP for 1986/87 contains the following
statement
"It is believed that cycling is continuing to enjoy a revival
of interest.... The number of trips made by bicycle, as a
proportion of total trips in the county, is likely to be less
than 1% but peak hour figures range up to 7% for parts of
Wolverhampton and Coventry. Likewise, secondary school trips
are up to 13% at locations in these districts." (p84)
The County Council has classified bicycles as a separate category in its
manual classified vehicle counts since 1982. However, the authority has

not seen fit to publish the results in its regqular transport statistics.

3.2.2 Accidents and Casualties

Official accident statistics are compiled by the local authority
on the basis of police reports on Stats 19 forms. It is widely accepted
that official statistics underestimate the actual number of road
accidents, particularly for cyclists. Two studies conducted in
Birmingham campared hospital records with police records.

Bull and Roberts (1972) found that less than one quarter of pedal
cyclist injuries were notified to the police.

"The high proportion of un-notified accidents to pedal
cyclists suggests that local or national figures based on
police data must be used with great caution. In our sample
the 14 notified serious cases and 22 notified slight cases
were only the tip of an iceberg of a total of 40 serious and
114 slight cases of injury to pedal cyclists; most of the
missing cases were riders who fell off their machines, no
other vehicle having been involved." (p51)
Pedder et al (1981) also found dramatic under-reporting of pedal cyclist

accidents: 91% involving slight injuries and 83% involving serious

injuries had no Stats 19 record.
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However, accepting the serious shortcamings of official cyclist
accident statistics, they do provide the best available indication of
trends and camparative risk between areas. Moreover, they are the
statistics used by local authorities and others when considering road

safety measures.

TABLE 3.7 BICYCLES INVOLVED IN INJURY ACCIDENTS IN THE WEST MIDLANDS
COWNTY 1978-1985

Year Bicycles % of All All

Vehicles Vehicles
1978 822 4,.85% . 16,932
1979 874 5.38% 16,239
1980 898 5.41% 16,598
1981 928 5.99% 15,485
1982 1,161 7.03% 16,521
1983 1,220 7.89% 15,470
1984 1,203 7.29% 16,484
1985 1,007 6.46% 15,591

Source: West Midlands County Council

TABLE 3.8 CYCLIST CASUALTIES BY AGE FOR THE WEST MIDLANDS COUNTY 1978-1985

Year Child Cyclist Adult Cyclist Total Cyclist Casualties
Casualties Casualties Casualties (A1l
(%) * (%) * (%) # Classes)
1978 412 52.09% 379 47.91% 791 5.84% 13,540
1979 435 51.12% 416 48.88% 851 6.54% 13,008
1980 424 49.02% 441 50.98% 865 6.69% 12,935
1981 421 46.37% 487 53.63% 908 7.27% 12,485
1982 468 42,24% 640 57.76% 1,108 8.61% 12,874
1983 511 43.34% 668 56.66% 1,179 9.96% 11,835
1984 523 44.85% 643 55.15% 1,166 9.14% 12,764
1985 383 38.65% 608 61.35% 991 8.21% 12,069

* % of Total Cyclist Casualties
# % of Total Casualties (All Classes)

Source: West Midlands County Council
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TABLE 3.5 CYCLIST CASURLTIES BY SEVERITY 1978-1985

Year Killed Seriously  Slightly Total Cyclist All Users
Injured Injured Killed & Severity Severity

Injured Index Index

1978 11 138 642 791 0.188 0.253
1979 5 159 687 851 0.193 0.257
1980 11 191 663 865 0.234 0.293
1981 6 199 703 3908 0.226 0.287
1982 10 223 875 1,108 0.211 0.283
1983 8 238 933 1,179 0.209 0.273
1984 10 252 904 1,166 0.225 0.282
1985 3 222 766 991 0.227 0.277

Killed and Seriously Injured

Severity Index = All Injuries

Source: West Midlands County Council and West Midlands Joint Data Team.

Accidents

The number of pedal cycles involved in injury accidents in the
West Midlands rose by 48.4% between 1978 and 1983, then fell in both
1984 and 1985 to 22.5% above the 1978 level. By contrast, total
vehicles involved in injury accidents fell by 7.9% over the same period.
Pedal cycles rose from 4.85% to 6.46% of total vehicles involved in
injury accidents.

Casualties

Cyclist casualties also rose until 1984 when they levelled off
and declined scmewhat in 1985 in line with national trends. The rise
was mostly made up of an increase in adult cyclist casualties which grew
from less than half of total cyclist casualties in 1978 to over three
fifths in 1985. 1983 - the year in which seat-belt wearing became
campulsory - saw cyclist casualties peak at 9.8% of total casualties.

Severity
Not only have cyclist casualties increased in both absolute and
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relative terms but also the severity of casualties has risen. The

severity index for cyclist casualties rose from 0.188 in 1978 to 0.227

in 1985. list casualties are, on average, slightly less severe than

casualties for all users. The average casualty severity index for all
users is higher by approximately 0.06 and given that there is greater
under-reporting of slight cyclist injuries than serious injuries, the
true cyclist casualty severity index is probably lower still.

Casualty Rates

Because adequate measures of cycle use are not available for the
County " on an annual basis, it is not possible to calculate cyclist
casualty rates per trip or per kilometre travelled. Table 3.2 does,
however, make an assessment of the relative casualty rates between
counties. If the 7 metropolitan areas are campared, it appears that the
West Midlands has a lower cyclist casualty index than all otherslexcept
Merseyside. However, this is a rather crude calculation, relying on one
yvear's data, and probably says very little about the physical conditions

in the counties.

3.2.3 Theft of Bicycles

In recent years, theft of bicycles has increased in the West
Midlands, no doubt due to the increased levels of bicycle ownership and
use and the increase in theft generally. Thefts are more cammon in the
Sumer months when bicycle use is higher. The detection rate and
recovery rate are very low (15% and 6% respectively in 1981 campared
with 27% and 76% for motor vehicles).

Theft of bicycles has two particular effects on cycle use:
firstly, cyclists may be deterred from making trips that involve leaving
the bicycle unattended in a place considered unsafe, particularly at
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night or for a prolonged period of time; secondly, cyclists that are

victims of theft may abandon cycling altogether. The extent of these

effects is not known and TRRL research into the problem was inconclus<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>