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M85. Is Policy T5 justified and consistent with national policy, and would it be effective in 

helping to achieve sustainable development? In particular: 

a) Are all of the requirements of Policy T5 necessary to address the strategic priorities of 

London, or do they extend to detailed matters that would be more appropriately dealt with 

through local plans or neighbourhood plans? 

b) Are the minimum cycle parking standards set out in Table 10.2 justified? 

c) Should the Plan allow local plans and neighbourhood plans to apply the minimum cycle 

parking standards flexibly to take account of local evidence? 

1. INTRODUCTION 

1.1. Policy T5 Cycling is justified, consistent with national policy and would not only be 

effective, but necessary, in helping to achieve sustainable development. Furthermore, 

it is a key component in both supporting new developments to be delivered in line with 

the Good Growth policies, and enable more people to cycle in London. 

2 THE STRATEGIC ROLE OF POLICY T5 

2.1 The Mayor’s Transport Strategy (MTS), published in March 2018, sets out a number of 

strategic targets for 2041, including for 80 per cent of all trips to be made by walking, 

cycling or public transport by 2041 and for all Londoners to achieve two periods of 10 

minutes of active travel each day by 2041. These targets are essential to address a 

range of challenges facing London and support its continued growth. These include 

poor air quality, high levels of congestion1, public transport crowding and an inactivity 

crisis where just 20 per cent of young Londoners achieve the 60 minutes of daily 

physical activity required to support their healthy development.  

2.2 Cycling has the potential to play a strategic role in tackling these challenges. Many 

existing journeys made by other modes, including by car, could be cycled, supporting 

more efficient movement and helping people incorporate physical activity into their 

everyday routine. Increasing cycling levels is vital to achieve strategically important 

transport (and wider) outcomes in London, and we need to put in place the policies to 

enable people across London to cycle. Policy T5 is justified in ensuring new 

development supports cycling in London and enables more sustainable patterns of 

travel, without which London’s growth will not be sustainable.    

2.3 Policy T5’s implementation, alongside other measures to enable more Londoners to 

cycle (particularly in place of driving), is necessary to help deliver economic, social and 

environmental objectives as London’s population grows, and ensure that development 

in London can be sustainable. It would secure a number of benefits, including: 

                                                 
1 Further detail is set out in section A of the Residential Car Parking evidence paper (NLP/TR/003) 
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 Improved public health through increased physical activity, reducing health 

inequalities and reducing Londoners’ risk of physical and mental health conditions2 

 Improved air quality and reduced carbon emissions, reducing the impact of new 

development on the environment, health and health inequalities3 

 Lower levels of congestion due to efficient use of road space, allowing people and 

goods to move around the city more reliably4 

 Improved productivity for London businesses through reduced absenteeism, and 

further economic benefits for local businesses through reducing traffic dominance 

and improving quality of place in high streets and town centres, as well as helping 

attract and retain employees5  

 A more equitable transport network, giving more Londoners the confidence to 

choose cycling as an option for their daily journeys and enjoy the benefits of cycling 

as a healthy, low cost transport option6 

 Released public transport capacity, particularly important during periods of peak 

demand, allowing more people to access workplaces and supporting continued 

employment growth 

 Better access to public transport by enabling residents living outside station walking 

catchments to cycle to and from stations (or provide increased choice for residents 

who might save time or money by choosing to cycle to an alternative station)7 

2.4 This can only be achieved if there are improved facilities across London, if all new 

development contributes to meeting the objectives, and if there is genuine choice8 for 

people and businesses in London.  With respect to this, cycling infrastructure in one 

borough can bring benefits to those surrounding it and, conversely, gaps in 

infrastructure and the lack of facilities in one borough impact beyond its boundaries 

and undermine the achievement of these objectives not just locally but London-wide. 

As such, Policy T5 deals with matters of strategic importance to London.  

2.5 There is potential for cycling within every London borough (see Figure 1 below), and it 

is important that existing lower cycling levels or current road conditions that are less 

conducive to cycling are not used to justify lower levels of cycle parking provision that 

would prevent cycling potential being fully realised. Otherwise this will become self-

perpetuating and lock in less sustainable patterns of travel for many years to come. 

While some flexibility may be appropriate on a site-by-site basis, or within a local or 

neighbourhood plan (for example by additional design requirements or specifying a 

mixture of types of cycle parking), this should not undermine the benefits of cycling 

listed above being achievable across London.  

                                                 
2 Healthy Streets for London, TfL, February 2017 
3 Cycling Action Plan, TfL, December 2018 
4 TfL analysis, contained in Segregated Cycle Infrastructure evidence pack, TfL, November 2018 
5 Walking and Cycling: the economic benefits (P4-16), TfL 2018, http://content.tfl.gov.uk/walking-cycling-

economic-benefits-summary-pack.pdf 
6 Walking and Cycling: the economic benefits (P4-16), TfL 2018 
7 Walking and Cycling: the economic benefits (P4-16), TfL 2018 
8 National Planning Policy Framework (2012) Communities and Local Government  (Section 2, paragraph 23 & 

26) 
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2.6 This approach is consistent with and supported by the National Planning Policy 

Framework (NPPF), which states that planning policies should be balanced in favour of 

sustainable travel, including providing ‘for high quality walking and cycling networks and 

supporting facilities such as cycle parking’. Furthermore, Policy T5 and the aim of 

enabling an increase in cycling levels are consistent with Government policy, which is 

set out in the Cycling and Walking Investment Strategy (CWIS) published by the 

Department for Transport in 2017.  

2.7 Specifically, the CWIS sets out the Government’s ambition to ‘make cycling and 

walking the natural choices for shorter journeys, or as part of a longer journey’, and the 

Government’s aim to double cycling levels between 2013 and 2025. Our approach 

which targets investment in areas with high levels of potential demand for cycling, 

rather than just reflecting and serving existing demand, is consistent with Government 

guidance for planning cycle networks. This is also set out in the CWIS, which 

recommends use of the DfT’s Propensity to Cycle Tool. With this potential-led 

approach to cycle infrastructure planning, adopted both in London and nationally, it is 

reasonable for new development to be planned on the basis of – and to be designed to 

support – continued growth in demand for cycling. This includes areas with low current 

levels of cycling, but high potential for more cycling, including much of outer London.9  

2.8 The policy is also consistent with broader Government policy, such as the vision for 

healthcare set out in the document ‘Prevention is better than the cure’, published by 

the Department for Health and Social Care in 2018. This sets out an approach to 

healthcare based on prevention, and signals the need for prevention activity to take 

place in other sectors. Enabling more active travel, including for older Londoners to 

help them maintain their independence, is a key part of achieving this in London. 

3 CYCLE PARKING STANDARDS AND REALISING CYCLING POTENTIAL 

3.1 Cycling levels have grown significantly in the past two decades, more than doubling 

since 2001.10 More recently, our monitoring in areas that have benefited from new and 

upgraded cycling facilities has shown significant increases in cycling, including: a 54 per 

cent increase in the number of people cycling on Whitechapel Road, Tower Hamlets; a 

127 per cent increase in people counted cycling on Blackfriars Road, Southwark; and a 

200 per cent increase in people cycling on Lower Thames Street, City of London. In 

outer London ‘Mini-Holland’ areas, which have seen significant investment in improved 

cycling and walking facilities, residents have increased their levels of cycling by 18 per 

cent and levels of walking by 12 per cent.11  

3.2 Based on existing trip patterns in London, there is considerable potential for cycling to 

continue to grow, with high levels of cycling potential within every borough, as shown 

in Figure 1. The MTS sets out the high-level policies and proposals to realise this 

potential, while the Cycling Action Plan (CAP), published in December 2018, sets out 

further details of the specific strategy to encourage more people to cycle. 

                                                 
9 It should be noted that as electric cycles become mainstream, cycling for further distances and in hilly parts of 

London becomes more feasible for a wide range of people. 
10 Travel in London Report 11 Figure 2.5 
11 Impacts of an active travel intervention with a cycling focus in a suburban context: One-year findings from an 

evaluation of London’s in-progress mini-Hollands programme (June 2018), Rachel Aldred, Joseph Croft and 

Anna Goodman, Transportation Research Part A: Policy and Practice,  
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Figure 1 – Cycling potential in London 

 
Source: Cycling Action Plan, TfL, December 2018 

3.3 The CAP sets out ambitious plans to continue to grow cycling levels in London, and It 

is important that this is appropriately supported and complemented through the 

planning system and the opportunities presented by new development. The CAP sets 

out how the strategic cycle network will be expanded with new routes (including more 

than 450km of new routes planned for delivery by 2024) and how local 

neighbourhoods can be improved to better facilitate cycling (see Figure 2). Policy T5 

sets out a requirement for new development, where applicable, to support these and 

other strategic routes, which are set out in more detail in the MTS and the CAP. Well-

designed strategic cycle routes will create street environments that are attractive and 

safe for cycling. In addition, the CAP details steps to improve access to cycle parking 

and cycle hire, new journey planning tools and initiatives to get more Londoners 

cycling, such as training and community grants. 
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Figure 2 – The planned London-wide cycle network with schemes completed or under 

construction by April 2024* (top) and priority connections for a London-wide by 

2041(bottom) 

 

 
Source: Cycling Action Plan, TfL, December 2018 

3.4 Sufficient, good quality and well located cycle parking is key to achieving the potential 

for cycling in London and to support/complement the interventions set out above – 

and the minimum cycle parking standards outlined in the draft Plan play a vital role in 

this. These standards take into account different levels of cycle parking demand based 

on use class, length of stay, and propensity/potential to cycle in different parts of 

London (meaning that they already consider local evidence and circumstances). The 
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standards seek to ensure that all new development provides an appropriate level of 

cycle parking, which is particularly important given the longevity of developments and 

the difficulties of retro-fitting provision. It is also crucial to ensure provision at both 

origins and destinations. This strikes a reasonable balance between the policy 

ambition, future potential and current context.   

3.5 The CAP also identifies barriers to continued growth in cycling that would need to be 

addressed to achieve the aims of the MTS and secure the benefits of cycling to London 

set out above. These include: 

 fear/vulnerability, including concerns about safety and fear of cycle theft;12 

 a lack of cycling infrastructure such as dedicated routes and a lack parking at 

either end of a trip;13 

 no access to a cycle, as is the case for 45 per cent of London households;14 

 cycling being seen as inconvenient.15  

3.6 Policy T5 and the cycle parking standards in Table 10.2 play a particularly important 

role in helping address these barriers. Opportunities for additional cycle parking can be 

limited to a degree on some parts of the highway network in London, and it is essential 

that new developments provide adequate cycle parking facilities so that users can park 

conveniently and safely, off-street as required. The ability to securely park a cycle in 

close proximity to the origin and destination of a trip is important if people are to 

choose cycling for daily and spontaneous travel. In particular, origin parking at 

residential developments is a crucial first step in Londoners being able to own a cycle. 

This also ensures cycling can be an attractive and convenient option, including in 

comparison to car travel. 

4 CONCLUSION 

4.1 Policy T5 is justified, consistent with national policy and plays an important role in 

securing sustainable development in London. The standards in Table 10.1 reflect a 

potential-led approach to planning for cycling, as endorsed by Government. Continued 

growth in cycling will be enabled by the policy measures and actions set out in the 

Mayor’s Transport Strategy and Cycling Action Plan. It is important that new 

development enables and supports this on a consistent enough basis across London 

so that the significant health, environmental, economic and quality of life benefits 

associated with cycling can be realised.     

                                                 
12 22 per cent of Londoners who don’t cycle are put off cycling  due to fear of cycle theft (Attitudes to Cycling 

survey, TfL, autumn 2017) 
13 16 per cent of Londoners say that they are put off cycling due to poor infrastructure, including a lack of cycle 

parking (Attitudes to Cycling survey, TfL, autumn 2017) 
14 London Travel Demand Survey 
15 30 per cent of Londoners say that they do not cycle because they prefer other modes of transport (Attitudes 

to Cycling survey, TfL, autumn 2017) 


