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This report is a follow-up to the report we published 
in July 2017,1 which focused on the rise of cycling 
and its impact on office specification.
Five years on – and two years into the COVID-19 pandemic – 
we have seen continued growth in cycling, along with increasing 

public investment in active travel and a greater focus on 

office-based cycling or end-of-trip facilities.

CYCLING: FACTORS DRIVING/
LIMITING GROWTH
Our occupier and investor surveys show that demand for 

cycling facilities in offices has increased in recent years and is 
expected to continue to do so for the foreseeable future.

A number of factors have converged to drive this trend, notably 
a rise in the overall number of cyclists, an increasing focus 

on health and wellbeing, and the growing importance of the 

environmental and social governance (ESG) agenda. The 
pandemic has also prompted some people to cycle rather than 

use public transport.

The range of bikes that cater for different types of active 
traveller has expanded. Of particular note has been the strong 
growth in e-bikes, which, while cost may be a barrier to some, 
offer the rider a quicker journey that requires less effort. 
e-Scooters are also being trialled in the UK and, subject to 
approval, potentially offer another means of reducing the 
number of car journeys.

At the same time, the quality and quantity of cycling facilities 
in offices have steadily improved in response to this increased 
demand for secure parking, showers and lockers, as has the 

provision of cycling infrastructure.

Facilities for visitor cyclists have also improved, although 

developers acknowledge that more work needs to be done to 

ensure a consistently high-quality visitor experience.

Our survey results suggest that safety is an extremely important 
issue for cyclists, particularly those who might be deterred from 

cycling because of the perceived risks.

BUILDINGS (SUPPLY)
On the supply side, the acknowledged improvement in the 

quality of end-of-trip facilities has brought a number of 
benefits. Typically, a well-designed, efficiently used space saves 
time and money when implementing end-of-trip facilities, at 
the same time as optimising the user experience.

As part of the ‘war for talent’, the quality of end-of-trip 
facilities in offices will become a key differentiator in attracting 
employees, as gym-grade cycling facilities are now firmly 
integrated into the best offices.

Conversations with developers revealed that the ‘phasing’ of 
end-of-trip facilities is also now seen as important, not just 
in terms of financial metrics, but also in avoiding the loss of 
space for other uses, embodied carbon and general efficiency. 

Building in flexibility at the outset can allow for the scaling 
up of facilities once an accurate picture of demand has been 

established.

According to a number of occupiers who responded to our 
survey, the unhelpful approach of some landlords is sometimes 

an impediment to optimal bicycle parking, although it is also 

recognised that landlords have to make a return on their 

investment. There are also examples where landlords have 
taken the initiative to provide for new or improved bicycle 

parking.

It is acknowledged that it is generally easier to install bicycle 

parking in new buildings than to retrofit facilities as part of a 
refurbishment. However, there are a variety of possible reasons 
for this, such as a lack of space within the building envelope or 

an inability to access the building from the street.

POLICY
We are now seeing an increasing range of metrics for bicycle 

spaces, lockers and showers across the UK, which, to some 

extent, mirrors the range in planning policy. Indeed, there are 
significant differences in guidelines for the provision of cycling 
facilities between local authorities.

At the upper end of the range, we are seeing one bicycle 
space per five employees/desks (in London and Cambridge, 
for example), while locker provision is typically one per ten 
employees or one per bicycle space.

EXECUTIVE SUMMARY

Copyright coldsnowstorm | iStock
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estate sector’s carbon emissions as we move towards net zero. 
Encouraging more people to cycle to the office could make a 
significant contribution to this goal.

While environmental policies have gained widespread support, 

social policies are more challenging in that they are often more 

difficult to quantify and can be seen as a value-add initiative, 
rather than a necessary one. However, over the course of 
the COVID-19 pandemic, issues of health and wellbeing, 
community and placemaking have come to the fore. Again, 
investment in cycling and active travel facilities can make a 

contribution in all these areas.

TECHNOLOGY AND FINANCE
Another noticeable change in recent years has been the 
integration of technology such as smart apps and electronic 

lockers and bicycle parking to enable the better use and 

management of end-of-trip facilities. Electronic or smart 
lockers remove the need for keys or coins, and allow the 

continuous monitoring of facilities in order to manage supply 

and demand more effectively.

In our 2017 report, we were challenged to see if bicycle parking 
could either enhance rents from an office building or generate 
revenue in other ways. At that time, we could only find a 
few examples of this, but now we are seeing new businesses 
operating stand-alone bicycle parking services. These are 
mainly in London, and include SpokeSafe, Bike Drop and 

Joe’s Bike Space. Each operates a slightly different model, but 
broadly they charge for the secure parking of a bicycle. ■

However, the rise of the hybrid working model with its less 

predictable occupancy rates has made these fixed ratios less 
relevant, and also demonstrates the importance of monitoring 

usage through technology.

In our previous report, the main finding on planning 
regulations was that planners and investors were getting 

comfortable with the rules as they were at the time. However, 
recent developments and policies have been based on the 

highest assumed modal shares when building new bicycle 

spaces within offices.

Our interviews gave rise to examples where, in some cases, 
current planning policy appears not to be based on a realistic 

demand for cycling facilities, with developers believing that 

there may be oversupply.

Currently, the charity Wheels for Wellbeing2 recommends that 

5% of bicycle parking is designed and designated for disabled 
cyclists. However, some flexibility around this is advisable 
to incorporate the potential for increased demand, as well 

as provision for non-standard bicycles used by non-disabled 
people, such as cargo and family bikes.

Bicycle parking needs to accommodate disabled people who 

use standard and non-standard bicycles, and should include a 
range of key features such as step-free access, wide spaces to 
accommodate larger bicycles, clear designation of the bicycle 

parking for disabled cyclists, and spaces located close to access 

and mobility points.

As the UK works towards its carbon reduction commitments, 
transport is currently the largest source of carbon emissions. 
There is no doubt that over the coming years a strong 

environmental focus will be necessary to help to reduce the real 
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In July 2017 we produced a report1 on the rise of 
cycling and its impact on office specification and 
investment. Since then, we have seen a continued 
increase in cycling, investment in active travel by 
the government, growing investment in office-based 
cycling facilities by developers and investors, and 
the impact of the COVID-19 pandemic.
• What does all this mean for the real estate industry, 

particularly office buildings?

• Is demand for bicycle parking increasing, and what is the 

response from building owners, developers, etc.?

• Is there a shift away from the private car to more sustainable 

modes of transport, and how might this evolve?

• How does this vary across UK cities?

• How will the rise in e-bikes, e-scooters and non-standard 
bicycles play into this?

• And the 64,000 dollar question – as we hopefully learn to 
live with COVID-19, how will that impact office occupancy 
and travel to the office?

In this report, we address all the above questions and set out, 

as best we can, what the future might hold. We conducted 
some targeted research specifically for this report and blended 
it with publicly available information. However, we start with 
a consideration of what is driving the change, an overview of 

government policy and an analysis of what is happening in 

individual UK cities. ■

INTRODUCTION

Copyright Martin D Brown | iStock
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Owner: Fore Partnership

Occupier: TLT LLP

Building details

• 12,142 m2 GIA

• 8,732 m2 NIA

• Practical completion date 27 November 2021

Number of bike spaces, showers and lockers provided

• 119 bike spaces

• 11 showers

• 138 lockers

Other amenities provided

• Bicycle racks of mixed provision to suit different bike types  
and individual preferences, including, but not limited to, 

recumbent bikes, e-bikes and compact commuter bikes

• Gender-flexible showers that can be switched depending on  
the gender demand within the building

• 10 mini lockers with USB charging points

• The first ‘cycle-in’ ramp in  
Scotland, with direct access  

from the street to the cycling  

facilities in the basement

• Stretching and cool-down area

• Drying facilities

• Bike-repair stand

• Bike-cleaning station

• 2 accessible bicycle parking 
positions

• 4 electric vehicle charging 

points (one is a dedicated 
disabled parking space)

• Charging points for e-bikes 
and scooters in the bicycle 

parking areas in the basement

There are several factors which are influencing the 
way in which the market is responding to the active 
travel agenda. These are disruptive but positive 
influences which developers, investors, property 
managers, designers, etc., are taking into account 
when developing and managing buildings.

ENVIRONMENTAL AND SOCIAL 
GOVERNANCE (ESG)
One of the most noticeable drivers of change has been the 

increased awareness for the need to engage with ESG, both 
from a business perspective, and from the knowledge that it is 

shaping worker preferences. In 2017, although ESG was gaining 
traction, it was still very much seen as a ‘nice to have’ or a 
value-add initiative. ESG has been one of the biggest disrupters 
within the real estate sector, and indeed all sectors over the last 

five years. Following COP26 in Glasgow in November 2021, 
issues such as ESG issues will continue to grow in importance, 
and ESG legislation is expected to be forthcoming in the coming 
months. Sustained public and political pressure, coupled with 
legislative constraints, will ultimately force any business to 

engage with environmental issues.

In the wake of the COVID-19 pandemic, issues of health and 
wellbeing and the social agenda have also been pushed to the 

fore. Gone are the days when surveyors would appraise buildings 
solely on their environmental characteristics. The industry is now 
taking a more holistic look, with policies treating ESG issues as 
intrinsically linked.

Transport is currently the largest carbon-emitting sector 
in the UK. As the UK works towards its carbon reduction 
commitments, it is imperative that real estate plays an active 

role in reducing emissions. All our occupier interviewees stated 
that ESG is a fundamental driver in their decisions to take, 
renew and/or move offices. Carbon emissions from transport 
since 2017 have been declining, albeit at a very slow rate. There 
was a dramatic fall during 2020 due to the COVID-19 pandemic 
and lockdown limiting people’s movement. However, emissions 
are expected to rise to pre-pandemic levels. Active commuting 
fits hand in glove with all aspects of ESG, and cycling engenders 
a healthier lifestyle while also cutting emissions to zero.

“It is not just about ratios of bike 
storage and lockers; that is a 
given. The focus now needs to be 
on the quality of the environment 
and the services provided around 
the changing facilities and bike 
storage. For example, towel services, 
consumables, bike repair equipment 
and repair management on site.”

James Ainsworth 

PwC (UK) Real Estate & Design 

Chair of BCO Occupier Group

DRIVERS OF CHANGE

Case study

Cadworks, Glasgow
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POLICY BACKGROUND
One of the drivers for change in active travel is central and 

local government policy. Since our 2017 report, there has been 
considerable change. Below is a review of some of the key 
papers, policies and commitments made.

The Department for Transport’s Cycling and Walking 

Investment Strategy3 for England was published in April 2017.

Some of the commitments in this paper were:

• to double cycling from 0.8 billion ‘stages’ in 2013 to 
1.6 billion stages in 2025

• for more people to have access to safe, attractive routes for 

cycling and walking by 2040

• to each year reduce the number of cyclists killed or seriously 

injured on English roads.

Then, in 2020, the Department for Transport published 
Gear Change: A Bold Vision for Cycling and Walking,4 and 

alongside it Cycle Infrastructure Design,5 which set out 

detailed design guidance requiring much higher standards for 

cycling schemes.

A year later, Gear Change: One Year On6 reflected on the 
ambition of the original report. During that time cycling overall 
had risen by 46% and, in the introduction, the Prime Minister 
stated, ‘the best way is to make better use of the roads we’ve 
already got, by encouraging vehicles such as bicycles and buses 

that take up less space per passenger.’ The publication gave 
figures illustrating the impact of the COVID-19 pandemic.

Across England, in 2019, 28% of all trips were made by walking 
and cycling. In the morning rush hour (7–10 a.m.) in London, 
bicycles made up about one-third of the vehicles on the roads 
in Central London, rising to 70% on some main roads. In 
Manchester, as many bicycle journeys were made each day as on 
the region’s Metrolink tram system. According to Gear Change: 

One Year On, retail bicycle spending rose by 45% in 2020. Sales 
of e-bikes sales rose by 67% to around 160,000 units, accounting 
for 12% of the total bicycle market. The total number of miles 
cycled rose to 5 billion, a 45.7% increase on 2019.

The inception of the organisation Active Travel England was 
also announced. This is planned to be a new commissioning 
body and inspectorate that will hold the national cycling and 

walking budget. It will also examine applications for funding, 
inspect finished schemes and act as statutory consultee on 
larger planning applications.

Just before publication, Chris Boardman was announced as 

the interim Commissioner for Active Travel England. Brian 
Deegan, one of the interviewees for this report, is his Interim 

Head of Inspection.

The new Highway Code, published in September 2021, 
establishes a ‘hierarchy of road users which ensures that those 
road users who can do the greatest harm have the greatest 

responsibility to reduce the danger or threat they may pose to 

others.’ Specific consideration is given to overtaking, passing 
distances, cyclist and pedestrian priority at junctions, opening 
vehicle doors and responsibilities of road users – all of which 
support active travellers.

THE COVID-19 PANDEMIC
This report would not be complete without a reference to the 

impact of the pandemic. Its influence is multi-layered. Aside 
from its impact on public health, the restrictions on travel and 

working have been substantial.

The short-term impacts relevant to this report include:

• fewer people travelling to offices (see p. 32)

• a change in travel habits (cycling, walking and the car 
favoured over public transport)

• government investment in the Emergency Active Travel 
Fund (see p. 9)

• a rise in bike sales.

MICRO-MOBILITY
The Institute for Transportation and Development Policy in 
the USA defines micro-mobility as a range of small, lightweight 
devices operating at speeds typically below 25 km/h and 
ideal for trips up to 10 km. Included are bicycles (manual and 
electric), scooters (including electric), skateboards, cargo bikes 
and rickshaws, but not cars or mopeds.

As we demonstrate later, the shared mobility market – in 
particular e-scooters – is having a significant impact on 
transport choice in many cities, and large amounts of money 

are being invested in these products, either for purchase or to 

rent. e-Scooters, e-bikes, etc., are discussed in more detail in 
later sections of this report.

The choice of transport mode an individual uses is now much 

broader than it was five years ago, as is whether to own or 
rent your ride. Also, the ride need not necessarily be a single 
mode. Journeys may involve a train journey and the use of a 
folding bike for the last mile, an underground train and then an 

e-scooter, or a car and then a pedal bike. The choice is endless.

COMPETITION
In our 2017 report we referred to the importance of bicycle 
parking as a marketing differentiator. Aside from location 
and rents, offices were being let and sold on their active 
travel credentials. That appears to have driven developers 
and investors of new buildings to go one better each time, 

whether it be bicycle provision at the ground floor, access via a 
‘helter-skelter’, the provision of visitor parking, a towel service, 
bike maintenance, funky design, or the biggest bike facility in 

the UK, to name a few. The bar has definitely been raised.

The last five years, particularly 
the last two, have seen a dramatic 
change in active travel
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The report also includes context regarding the scale of 
funding. Within the report, Cycling UK references the need 
for £6–8 billion to meet the active travel targets (to double the 
number of trips made wholly or in part by cycling, from 2013 
levels, by 2025). This was the doubling set out in Department 
for Transport’s 2017 first Cycling and Walking Investment 
Strategy.3 The £2 billion announced in May 2020 represents 
approximately £7 per person, which can be compared with 
the current Dutch spend of £35 per person, excluding bicycle 
parking, and the Faculty of Public Health called for the UK to 
spend £25–30 per person per year.

Ambitions from some of the larger UK cities also mirror the 
vision of the government’s Cycling and Walking Investment 

Strategy. ■

Over the last two years the 
government has increased its 
investment in active travel. It  
remains to be seen whether policy  
and funding will be sustained.

FUNDING
In May 2020, £2 billion was committed to cycling and walking 
over the course of the parliament, and during 2020/21 over 
£320 million was provided to local authorities through the 
Emergency Active Travel Fund. Between May 2020 and 2021, 
over 100 miles of new segregated cycling lanes were delivered, 

including 60 miles in London alone. £20 million was also 
provided via the Access Fund to allow local authorities to 
deliver a wide range of programmes to get more people walking 

and cycling, including educational opportunities. £2 million of 
government funding was also provided for e-cargo bikes, and 
over 600 are now in use across England.

Disincentives were also made clear, stating in Gear Change: 

One Year On that ‘we will:

• discourage the weakening or removal of schemes without 

proper evidence

• reduce funding to councils which do not take active travel 

seriously.’

OTHER PUBLICATIONS AND 
RESPONSES
The Transport Decarbonisation Plan (2021)7 restated 

the aims of the Gear Change Vision, Net Zero Review and 
Comprehensive Spending Review.

In September 2021, the All Party Parliamentary Cycling and 
Walking Group (APPCWG), co-chaired by Ruth Cadbury 
(Labour, MP for Brentford and Isleworth) and Selaine Saxby 
(Conservative, MP for North Devon), published a report 
on its inquiry into the government’s second Cycling and 

Walking Investment Strategy (CWIS).8 The report set out 

26 recommendations, including:

• significantly further increase funding for active travel

• provide a five-year settlement for local authorities

• levelling up e-bikes (a review of the subsidy arrangements 
relating to electric vehicles)

• a fair deal for disabled cyclists

• Active Travel England to have meaningful influence over 
development proposals and policies.

Accessible cycling space
Courtesy of Five at Heart
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To look at demand and supply, we conducted our 
own primary research and supplemented this with a 
range of additional information.

SURVEY RESULTS
As part of our research, we undertook two separate surveys via 
SurveyMonkey – one specifically for landlords and the other 
for occupiers. The results of the two surveys are presented 
separately here. To generate as many responses as possible, 
both surveys were open for a one-month period.

We actively promoted the surveys through several different 
channels, including BCO members and social media. We were 
keen to gauge the views of people who currently do not cycle, 

and we highlighted this in our promotional material.

SURVEY RESULTS – LANDLORDS
For this survey we received responses from 68 landlords and 

building managers.

How has occupier demand for cycling facilities 
changed in recent years, especially during the 
pandemic?

Some 73% of respondents said demand for cycling facilities in 
office buildings was stronger or significantly stronger compared 
with a few years ago, while only 27% thought demand had been 
static or weaker (Figure 1).

How do you think demand for cycling facilities 
from office workers will change in the future?
Our respondents were almost unanimous in their answer to this 

question, with 97% stating that they expect demand to increase 
going forward – it will either be stronger or significantly 
stronger, so the direction of travel is clear (Figure 2).

Are you adding new and/or enhancing existing 
cycling facilities in your offices?
Cycling facilities continue to expand or improve, with 66% of 
landlord respondents saying they are adding new or enhancing 

existing facilities (Figure 3).

DEMAND AND SUPPLY ANALYSIS

Figure 1
How has occupier demand for cycling facilities changed 
in recent years, especially during the pandemic?

Weaker

6%

Significantly

stronger

23% 

No change

21%

Stronger

50%

Figure 2
How do you think demand for cycling facilities from 
office workers will change in the future?

No change

3%

Weaker

0%

Significantly

stronger

34%

Stronger

63%
 

Figure 3
Are you adding new and/or enhancing existing cycling 
facilities in your offices?

 

No

34%

 
Yes

66%
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If yes, which facilities are you now including 
(or expanding) to cater for cyclists?

The top three answers to this question, by a clear margin, were 

showers (67%), lockers (66%) and secure covered storage 
(64%), while drying areas (57%) and towels (50%) are also being 
expanded, as are free hairdryers (43%), maintenance facilities/
on-site shops (41%) and accessible bike storage (40%) (Figure 4).

Are you planning to make the bicycle point of 
arrival more prominent?

There were mixed views on the bicycle point of arrival, but a 
majority (57%) said they had no plans to make changes (Figure 5).

Post-pandemic, do you plan to increase shower 
and locker provision, given the increase in the 
number of people walking, running or cycling to 
the office?
The importance of lockers and showers for cyclists was clear 

from the occupier survey. However, the landlord survey 
produced very mixed results to the question on future 
expansion of showers and lockers – a slight majority (51%) of 
landlords said they were planning to increase provision to cater 

for the increased number of active travellers (Figure 6).

Do you plan to increase the capacity for 
accommodating power-assisted bicycles, 
Segways, scooters and inclusive (adaptive) 
bicycles?

The strong recent growth in power-assisted bicycles is evident 
on our streets, and a very large percentage of landlords (87%) 
said they plan to increase capacity for accommodating them, 

while 36% are increasing capacity for scooters and 34% are 
boosting provision for inclusive (adaptive) bicycles (Figure 7).

Figure 6
Post-pandemic, do you plan to increase shower and 
locker provision, given the increase in the number 
of people walking, running or cycling to the office?

No

49%

Yes

51%

Figure 5
Are you planning to make the bicycle point of 
arrival more prominent?

Yes

43%

No

57%

Figure 4
If yes, which facilities are you now including (or expanding) to cater 
for cyclists?

Shower(s)

Lockers

Secure covered bicycle parking/storage

Unsecure covered bicycle parking/storage

Unsecure uncovered bicycle parking/storage

Secure uncovered bicycle parking/storage

Drying area

Towel provision

A complementary hairdryer

A bicycle maintenance/shop on site

Accessible bike storage

Electric bike storage

A laundry service

Bicycle stairways/dedicated bicycle lifts

Water cooler

Complementary toiletries

Multifunction or wellness space

Cycling community noticeboard

USB charging lockers

A shoe polisher

None of these

Cool-down zone

Sauna/steam room

0% 10% 20% 30% 40% 50% 60% 70%

Figure 7
Do you plan to increase the capacity for accommodating 
power-assisted bicycles, Segways, scooters and inclusive 
(adaptive) bicycles?

Cycles

Scooters

Inclusive

(adaptive)

bicycles
 

Segways 

0% 20% 40% 60% 80% 100%
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What specific changes are you considering 
because of the pandemic?

This open-ended question generated over 50 replies, with the 
most common answers focused on increasing the quantity and 

quality of provision – although a handful of respondents said 
they thought they were doing enough already. Some expressed 
the (generally accepted) view that the rise in active travel had 
already been gathering momentum before the pandemic, with 

the pandemic simply accelerating the trend.

Some developers, meanwhile, are already designing in 

‘overprovision’ to anticipate growth, given the lead times 
required to deliver new developments. Others are promoting 
existing facilities more strongly.

The pandemic has also had a direct influence on the design of 
facilities, including larger spaces devoted to bicycle storage areas, 

touchless access into and through common areas, increased 

sanitisation/cleaning and increased fresh air supply. The 
pandemic also gave some developers the opportunity to build 

new facilities and refurbish existing ones through the provision 
of, for example, enhanced signage to enable better navigation 
within buildings, automatic doors and covered bicycle storage.

A few people said they would do more if the space would 
allow, while several respondents said they are looking at better 

maintenance facilities and drying rooms – the latter were 
also mentioned a number of times in the occupier survey. A 
growing number of landlords are looking at providing more 

e-bike/e-scooter charging facilities and better provision for 
cargo bikes.

On an encouraging note, landlords seem to be adopting a more 

forward-thinking approach, with improved engagement with 
occupiers and greater consideration given at the design stage to 

end-of-journey facilities, including more thought being given to 
a wider variety of users – not just cyclists but also walkers and 
runners.

It was clear from our conversations 
with developers and landlords that 
they are keen to improve the provision 
of cycling facilities and engage 
with potential stakeholders at an 
early stage.

Owner: AXA IM

Occupiers: Apple, Hiscox, Skaddens

Building details

• 12,000 people on site

• Constructed in 2020

• Gold Cycle Heart Rating

Number of bike spaces, showers and lockers provided

• 1,700 bike spaces

• 75 showers

• 1,300 lockers

Other amenities provided

• Indoor climbing wall

• Generous welcome area

• Ground floor entry point

• Concierge service

• 50 accessible bike spaces

• Visitors can store their bikes in the long-stay car parking area

• Dedicated spaces for e-bikes

• Wellness room

• Gym access

Case study

22 Bishopsgate, London
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and forecasting trends in the active travel sector. However, 31% 
of respondents were established cyclists and have been cycling 

to work since before the pandemic, while another 9% had been 
cycling to work since the start of the pandemic. The negative 
impact of COVID-19 on the numbers of people cycling to work 
has been minimal, with just 5% saying that they had stopped 
cycling to work as a result of the pandemic. It was encouraging to 
see that 21% of respondents currently only cycle in their leisure 
time but have considered/are considering cycling as part of their 

commute, whereas 14% said they cycle for leisure but would not 
consider cycling to work.

SURVEY RESULTS – OCCUPIERS
We received an excellent response to our occupier survey, with 
810 people completing the questionnaire. We were particularly 
pleased with the spread of respondents in terms of gender mix 
(Figure 8) and age groups (Figure 9). While we would like to 
have had a slightly broader mix of geographies – which likely 
reflects the bias of the property industry towards London and 
the South East – we did receive responses from all parts of the 
UK (Figure 10).

Interestingly, 20% of respondents said they were non-cyclists 
(Figure 11). We had promoted the survey directly to non-cyclists, 
as their views are equally important in terms of understanding 

Figure 10
Breakdown of respondents by location
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Figure 8
Breakdown of respondents by gender
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Figure 11
In relation to cycling, how would you describe yourself?
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Figure 9
Breakdown of respondents by age
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Which cycling facilities does your office provide?
The top six answers to this question were showers (84%), 
secure covered parking (68%), lockers (53%), a drying area 
(25%), a water cooler (25%) and a hair dryer (17%) (Figure 12). 
It would seem, therefore, that most offices are reasonably well 
catered for in terms of ‘basic’ or ‘minimal’ facilities, although 
there is clear room for improvement.

There appears to be a significant deficit of provision of other 
facilities such as drying areas, water coolers and hair dryers – 
plus a whole raft of other things which might be termed ‘nice 
to have’. For example, the fact that only 15% of offices have 
storage facilities for accessible bikes – or that so few people 
seem to know they exist – suggests that more work may be 
needed in this area to better define demand and adjust supply 
accordingly.

If you do NOT currently cycle to work, what are 
the main reasons for this?

The top reason for not cycling to work was distance (34%), 
while 22% believed it was too dangerous and 21% said the 
cycle routes to their office were poor quality (Figure 13). With 
so many worried about the state of the roads and the dangers 

posed by cycling on them, there is clearly more work to be 

done on enhancing the quality of the cycling infrastructure and 

making it safer.

Some 18% said public transport was better, and 17% said they 
carried too much baggage to enable them to cycle, while 15% 
do not have a bicycle and 12% cited insufficient facilities at 
work for not cycling to the office.

However, some 25% of respondents ticked the ‘other’ box and 
completed the free-text answer to provide more detail of their 

Figure 13
If you do NOT currently cycle to work, what are the main reasons for this?

0% 5% 10% 15% 20% 25% 30% 35% 40%

A travelcard/car or ‘benefit in kind’ is provided or subsidised by my company

I can't afford a bicycle

Don't know

I'm not fit/ healthy enough to cycle

There is nowhere to store bicycles at work

Lack of security for bicycles/ cycling equipment at work

I don't enjoy cycling/not inclined to

There are insufficient facilities at work (e.g. showers, lockers)

I don't have a bicycle

I carry too much baggage to cycle

Public transport is better (e.g. more convenient, relaxing)

There are poor-quality cycling routes/ lanes on the route to my office

I do not consider the route to my office to be sufficiently safe

Other

It is too far to cycle

Figure 12
Which cycling facilities does your office provide?
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Lockers

Secure covered bicycle parking/storage

Drying area

Water cooler

Towel provision

Secure uncovered bicycle parking/storage
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A high-quality complementary hairdryer
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Accessible bike storage

Electric bike storage

None of these

Multifunction or wellness space

A laundry service

Cool-down zone

Bicycle stairways/dedicated bicycle lifts

Complementary toiletries
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Cycling community noticeboard

USB charging lockers

Sauna/steam room

A shoe polisher
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reasons for not cycling to work. From an analysis of these 
comments, many people are still working from home because 

of the pandemic, while many also cited the fact that they live 

close enough to their office to walk. A few people said they took 
their car to work as they needed to travel to other appointments 

during the day, such as site visits, shopping and school pick-ups. 
A small number of respondents did not cycle to work because of 
health reasons or long-term injury, while a few said they were 
reluctant or unable to take their bikes on public transport.

There has been an increase in cycling 
activity by occupiers across the 
country, some of which is due to 
the pandemic.

If you do NOT currently cycle to work, are 
there any facilities at your office which would 
encourage you to do so?

To understand what might encourage more people to cycle 

to work, we asked a direct question about specific facilities 
which might persuade them to ‘get on their bikes’, as it were. 
Aside from ‘not applicable’ (28%) and ‘none of these’ (23%), 
the top four answers were showers (24%), lockers (23%), towel 
provision (23%) and secure covered bicycle parking/storage 
(22%) (Figure 14). Some 17% ticked ‘drying area’, which also 
came out strongly in the comments section, with numerous 

people saying they do not like having to take their wet kit up to 

their desk area. Complementary toiletries were also selected by 
17% of respondents as something which might entice them to 
cycle to work.

OTHER SUPPORTING 
INFORMATION

CYCLE NATION PROJECT
In addition to our own surveys, we have drawn on other national 

studies. At the same time as we published our last report, British 
Cycling and HSBC, through their partnership, embarked on a 

goal to get 2 million more people on a bike in the UK by 2020.

Their team, working with the University of Glasgow and 

University of Edinburgh, estimated that by doubling cycling 
from its current level of 1.5% of all journeys made to 3% of all 
journeys nationwide would lead to an economic benefit of up to 
£2.09 billion per year. If cycling could be increased to 10% of 
journeys made in the UK, the economic benefit would add up to 
a figure of £6.4 billion.

In their study of 20,000 adults in the UK, British Cycling and 
HSBC showed that 57% would like to cycle more regularly and 
30% would like to start cycling to work. Figure 15 demonstrates 
some of the obstacles associated with making that change.

Figure 15
The reasons people give for not cycling more frequently – balance between 
individual and environmental factors
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Figure 14
If you do NOT currently cycle to work, are there any facilities at your office 
which would encourage you to do so?
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Other conclusions from the report are:

‘There is clear evidence that investing in cycling 

infrastructure can increase participation and is 

cost‑effective. However, such interventions take 
time and strategic investment, and are likely to 

be most effective within an integrated package of 
complementary actions also targeting individuals 

and their social environments.’

‘The key thing to note is that focusing solely 

on improving infrastructure is not sufficient to 
maximise cycling participation, and initiatives 

that focus on trying to support people to cycle 

more by reducing individual barriers are 

also needed.’

‘No single intervention, programme or policy will 

be sufficient to produce long‑lasting, population‑
wide increases in cycling.’

In September 2020 British Cycling and HSBC announced that 
the partnership had surpassed its target (2 million more people 
on bikes). In addition, their research at the time showed that 
one in five UK commuters said that they were more likely to 
cycle to work after lockdown, and a third said they were less 

likely to use the tube, train or bus.

BICYCLE THEFT
While bicycle theft has been a problem for a long time, the 

number of stolen bikes has in fact been falling in recent years. 
However, while the number of thefts is down, the strong 

recent growth in cycling during the pandemic has reawakened 

concerns about the potential for opportunistic thieves to take 

advantage of the increased availability of bicycles.

The rise in the number of high-specification, expensive bicycles 
has reinforced these fears, and we have seen a (thankfully) 
small number of well-publicised serious incidents, where 
cyclists who have been out on the road have been the subject of 
‘bike jackings’.

Bicycle prices have risen steadily in recent years. According to 
the Crime Survey for England and Wales,9 the average (mean) 
cost of items stolen during bike theft was £254 in 2009/10, 
which had risen to £348 in 2019/20. The high price attached 
to the growing number of e-bikes is also attractive to potential 
thieves.

The latest available statistics from the ONS10 show that there 

were over 77,300 bicycle thefts in England and Wales in 
2020/21, although this represents a 12% fall on the previous 
year and is the third consecutive year of declines (Figure 16). 
While this fall may in part be due to lockdown, the figure is 
nonetheless significantly down on the peak of 116,000 bicycle 
thefts in 2011/12. It is estimated that less than 20% of bicycle 
thefts are reported to police, while only around 5% of stolen 
bicycle are returned to their owners.

Cycling insurer Bikmo undertook some analysis of bicycle theft 

in 2020 based on police data and produced a ranking of the 
English regions, based on population, as shown in Figure 17.

Figure 16
Bicycle theft in England and Wales
Source: ONS (2021)10
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Figure 17
Bicycle theft per 100,000 people across the English regions (2020)
Source: Bikmo
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At a more local level, the worst area for bicycle theft was the 
City of London, with a rate of 6,345 per 100,000 residents, 
followed by Cambridge (1,531), Hackney (943, which also 
recorded the highest total number of thefts – 2,325), followed 
by Tower Hamlets (807) and Oxford (725).

However, it is worth noting that the data for the City of London 

may be somewhat skewed, given the relatively low number of 

residents and its primary function as a workplace. In the same 
analysis, several Greater Manchester areas were listed as some 
of the ‘safest’, although this is probably due to the significant 
underreporting of crimes by the Greater Manchester Police.

The Crime Survey for England and Wales for March 20209 shows 

that most bicycle thefts (62%) take place at or near the home 
(including on the street). In contrast, only 5% of thefts took place 
at or near a place of work (3% in a car park, 2% on the street). 
The same survey shows that only 49% of stolen bicycles were 
locked, while more than 80% of people who experience bicycle 
theft experience some degree of emotional impact. Interestingly, 
of the stolen bicycles, 12% were in a locked building where the 
owners did not believe a bicycle lock was necessary.
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more sustainable. Of those who are keen or open to the idea of 
more sustainable commuting, 50% were able to take the bus, 
while 47% have a lift-share match on the Liftshare system. 
Some 27% could cycle, 24% could get the train, 6% could walk 
and 4% could go on the underground.

The survey asked people about which travel modes they would 

consider and Liftshare then analysed the viability of that mode 

for their commute journey. The findings were as follows:

• 27% of those who would consider walking to work could do 
so within 30 minutes

• 40% of those considering cycling could cycle to work within 
30 minutes

• 55% of commuters who would consider taking public transport 
to work could do so within a reasonable time frame

43% of Liftshare members considering car sharing had at least 
one car-share match available on the Liftshare platform.

The pandemic has seen a change in transport mode that may be 

sustained in the future. ■

The pandemic has seen a change in 
transport mode that may be sustained 
in the future.

In our occupier survey, the issue of security for bicycles was 

mentioned, but only 5% of those who did not cycle to work 
cited it as a major reason for not doing so. However, while it is 
possible that fears about bike theft at work may be exaggerated, 
some 22% of respondents in the occupier survey said that 
secure covered bicycle parking/storage would encourage 

them to cycle to the office – so security is clearly an important 
consideration for many would-be cyclists, and it is obvious that 
there is a clear preference for secure/covered parking facilities, 

as opposed to unsecure/uncovered facilities.

OTHER IMPACTS OF THE PANDEMIC
The last two years have seen changes to travel habits as well as 

working patterns. In 2021, Liftshare, the sustainable mobility 
planning and policy company, ran a survey on alternative 

commuting options.11 Nearly 6,000 people responded and, in 

terms of attitudes to more sustainable commuting, the results 

were encouraging.

When asked about commuting in a more sustainable way, some 

29% said they already do, while 17% said they were keen and 
24% said they would be happy to explore how they might go 
about doing so. A further 26% said they couldn’t see options 
working for them, while only 4% said they did not want to.

The positive news is that there is a range of alternative methods 

of transport open to people which would make their commutes 
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e-Scooters

e-Scooters are classed as ‘powered transporters’ and are 
currently being trialled in over 30 areas in the UK, across 
a mixture of towns, cities, local authorities and combined 
mayoral authority areas, including a number of London 

boroughs (Box 1). A McKinsey study estimated that the 
micro-mobility market could reach $150 billion in Europe 
and $300 billion in the USA by 2030. In 2019 their models 
predicted that the micro-mobility industry would be a  
$300–500 billion market by 2030.14

e-Scooters have been hailed as an important contributor in 
the drive to boost active travel, reducing traffic congestion and 
carbon emissions. The trials will run until the end of March 2022.

Currently, they can only be used legally on public roads as part 

of these trials, and a category Q entitlement on a driving licence 

This second report was precipitated because it was 
recognised that some significant factors had changed 
since our first report in 2017. Below we summarise 
the main changes under four broad headings.

DEMAND – BIKES AND CYCLING

GROWTH IN THE RANGE OF BIKES

e-Bikes

An electric bike, or e-bike, resembles a normal pedal bike but 
has a battery-powered motor to assist the rider. The cyclist can 
engage the motor by pedalling, pressing a switch or increasing 

the throttle – normally up to a maximum speed of 15.5 mph. At 
this point, the motor switches off and the bike is powered solely 
by the cyclist, so faster speeds can be achieved.

Unlike e-scooters, which are currently illegal on public roads in 
the UK (except for the trial locations), anyone over the age of 14 
can ride an e-bike in England, Scotland and Wales. They do not 
require a licence, tax or insurance. However, the rules differ in 
Northern Ireland, where e-bike riders must have a moped licence 
and ensure that their bike is registered, taxed and insured.

e-Bikes have been around since the 1980s but have only gained 
significant popularity in Europe and the UK in the last 20 years 
or so. Recent advances in technology allowing longer distances 
and improved affordability have generated increased interest 
from consumers, and e-bikes are currently one of the fastest 
growing parts of the bicycle market.

There are various data sources on the size of the UK e-bike 
market, but it is clear that the UK is significantly behind 
other leading European markets such as Germany and The 
Netherlands. However, the market is growing rapidly. Recent 
consumer research by Mintel12 suggests that e-bike sales 
accounted for 23% of all bicycle sales by value in 2020, against 
5% in volume terms, with 170,000 e-bikes sold in 2020 – a 70% 
year-on-year increase.

While the market is forecast to continue to grow for the 

foreseeable future, there remain barriers to entry. Some of 
these are similar to those for traditional cycling (such as safety), 
but they also include the high cost of e-bikes, the availability of 
secure storage/theft, manoeuvrability issues due to their size 

and weight, and the quality of the road infrastructure.

As far as travelling to work is concerned, e-bikes may be a good 
alternative to pure pedal power for people who need to travel 

long distances (or across hilly routes) or carry baggage. It is 
worth noting that distance was the main reason cited in our 

occupier survey for not cycling to work (34%), while 17% said 
they carried too much baggage to cycle. Clearly, e-bikes might 
persuade some people to cycle to work who otherwise might 

not do so, such as older users, the less able bodied or those 

suffering from long-term injury. Indeed, data from Halfords 
suggested that the over-55s accounted for 65% of its e-bike 
sales in 2018.13

NEW FACTORS AND DIFFERENCES  
BETWEEN 2017 AND 2022

Box 1

Areas where e-scooter trials are being conducted 
(as at November 2021)

Bournemouth and Poole

Buckinghamshire (Aylesbury, 
High Wycombe and Princes 
Risborough)

Cambridge

Cheshire West and Chester 

(Chester)

Copeland (Whitehaven)

Derby

Essex (Basildon, Braintree, 
Brentwood, Chelmsford, 

Colchester and Clacton)

Gloucestershire (Cheltenham 
and Gloucester)

Great Yarmouth

Kent (Canterbury)

Liverpool

London (Boroughs of Ealing, 
Hammersmith and Fulham, 

Kensington and Chelsea, 

Richmond, City, Lambeth  
(the north of the borough 
only), Southwark, Tower 
Hamlets, Westminster)

Milton Keynes

Newcastle

North and West 

Northamptonshire 

(Northampton, Kettering, 
Corby and Wellingborough)

North Devon (Barnstaple)

North Lincolnshire 

(Scunthorpe)

Norwich

Nottingham

Oxfordshire (Oxford)

Redditch

Rochdale

Salford

Slough

Solent (Isle of Wight, 
Portsmouth and 
Southampton)

Somerset West (Taunton and 
Minehead)

South Somerset (Yeovil, Chard 
and Crewkerne)

Sunderland

Tees Valley (Hartlepool and 
Middlesbrough)

West Midlands (Birmingham, 
Coventry and Sandwell)

West of England Combined 
Authority (Bristol and Bath)

York

Source: www.gov.uk
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size of nearly 500 during the year – which has now increased 
to around 750 – this represents around six journeys per 
scooter per day. The success of Nottingham’s scheme has been 
attributed in large part to the fact that it is well priced and 

covers the entire city.

The evidence so far suggests that e-scooters can make 
a significant contribution to reducing car journeys. In 
Bournemouth and Poole, for example, there were 153,000 
e-scooter journeys covering nearly 400,000 miles between March 
and September, with survey results showing that 19% of riders 
would otherwise have taken their journey in a car – equating to 
over 29,000 car journeys saved over the six-month period.

Recent comment and analysis by Zag
Recent analysis by Zag (October 2021)17 puts the number 

of e-scooters operating in the UK at over 20,000, making 
the country the sixth largest market for shared e-scooters in 
Europe – equal with France but behind Poland, Italy, Sweden, 
and Germany.

Some e-scooter fleets, including Dott, Lime and TIER, have 
continued to expand, to around 3,000 e-scooters in London, 
and Voi in Liverpool, which now has around 1,800 e-scooters. 
Some are growing more quickly in percentage terms, such as 

Voi in Oxford, Spin, Lime and Ginger in Milton Keynes, and 
Beryl in Norwich.

Some operators have scaled back, including Neuron in Slough, 

and Spin in Clacton has closed. Bird in Canterbury is rebuilding 
after reducing its fleet due to vandalism.

In terms of market share, ZAG estimates that Voi operates or 
manages around 55% of all UK e-scooters. Voi plus the four 
other major operators (TIER, Spin, Dott and Lime) control 
over 80% of the market. The remaining 20% is controlled by 
Neuron, Beryl, Wind, Ginger, Zwings, Zipp and Bird.

Outlook
There will no doubt be a debate as to whether e-scooters should 
be legalised once the trials have been concluded and the results 

analysed. Much of the discussion will be around safety issues, 
but to date the data shows that serious accidents involving 

e-scooters have been relatively few in number. Department for 
Transport data for 2020 shows that there were 484 accidents 
involving e-scooters, of which 128 were serious, with one 
fatality.18 To give some broader context, this compares with a 
total of over 115,000 casualties and 1,460 fatalities on Great 
Britain’s roads in 2020.

Various city trials provide evidence of the contribution of 

e-scooters to reducing the number of car journeys, while 
a recent report by the Centre for London showed that 

micro-mobility vehicles produce 34–90% fewer carbon 
emissions than private cars.19 The report also found that up 

to two-thirds of car journeys in London could be made by 
e-scooter or e-bike in under 20 minutes. The benefits would 
be more keenly felt in outer London, where public transport 

provision is generally lower.

is required. Essentially, as they fall within the legal definition 
of motor vehicles, e-scooters are subject to the same laws of the 
road as cars, motorbikes and bicycles.

In most cases, the maximum speed allowed for an e-scooter 
within the trials is 15.5 mph, but they may be restricted to 
slower speeds in some areas. Insurance is also required, and 
this is provided through the rental operator, while helmets are 

recommended but are not a legal requirement.

As things stand, it is not allowed for e-scooters to be used in 
areas set aside for pedestrians and cyclists, including on the 

pavement and in cycle lanes, for example.

Initial analysis of e-scooter usage
Initial reports on e-scooter usage have varied across different 
UK cities, with London generally lagging. The London e-scooter 
trial was launched in June 2021 – somewhat later than 
elsewhere in the UK – and initial numbers on usage suggest 
a low take-up compared with the use of Santander Cycles and 
e-scooters in other parts of the UK.

Analysis by Zag,15 the online magazine focused on micro-
mobility trends, shows that in 2021 the average number of 
journeys on each London shared scooter fell from 2.2 per day 
during June to 1.1 per day since August. In addition, usage 
has not recovered since the scheme was extended to Camden, 
Westminster and other inner London areas, although these are 

already well served by Santander Cycles. The Santander Cycles 
have a higher usage rate, with each one being used 4.4 times per 
day on average. Moreover, usage increased during autumn 2021, 
with September recording five journeys per bicycle per day.

There are various possible explanations for the low level 
of e-scooter take-up in London. These include a few large 
areas where the scheme is not currently being trialled (for 
example, Hackney, Haringey, Islington and Wandsworth are 
not participating), while there are also too many areas where 
e-scooters are not allowed and a lack of parking facilities. The 
relatively late launch of the trial has been cited as another 

key reason, while the current average cost of over £2 per mile 
has also been labelled expensive. Costs start at £1 to access 
e-scooters, followed by costs per mile of 14–20 pence.

Possible ways to boost take-up might include encouraging 
more competition between the various London operators 

(Lime, TIER and Dott) to lower costs, opening up currently 
prohibited areas such as park paths (where cyclists are allowed) 
and allowing the use of ‘red routes’ controlled by TfL in 
non-participating boroughs. Parking alternatives could also be 
improved, such as allowing e-scooters to park next to existing 
bicycle parking.

Schemes in other cities have generally been more successful than 

in London.16 For example, in Bristol and Bath, the fleet operated 
by Voi reported around 2.5 million journeys over a 12-month 
period. The scheme now has over 2,000 e-scooters which 
generate a daily average of over five journeys per e-scooter.

In Nottingham meanwhile, the Wind fleet recorded almost 
one million journeys in its first year. With an average fleet 
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Cargo bikes

Cargo bikes have proved to be an innovative entry into 

the cycling market, disrupting the logistics, delivery and 

transportation sector. Cargo bikes are specially adapted to 
help people to carry bulky, heavy items in a more sustainable 

way. Being power assisted, e-cargo bikes can carry loads 
upwards of 275 kg, meaning couriers can ride them every 
day and over greater distances. Between 2006 and 2016, the 
volume of parcel deliveries made by cargo bike rose by 74%, 
and is expected to grow at a high rate between 2021 and 2028. 
Freddie’s Flowers in London uses cargo bikes to make its daily 

deliveries, citing the reasons for its switch as lower emissions, 

faster delivery times (avoiding congested streets) and a 
healthier, happier workforce. In London alone it can make 
between 11,000 and 12,000 deliveries per week by bike.

Folding bikes

Folding bikes have also been a growing trend in cities around 

the UK. Folding bikes offer commuters the ability to use 
multiple modes of transport within their commute and benefit 
from the wider micro-mobility movement. Unlike their rigid 
counterparts, folding bikes are unrestricted on public transport 

(they can be folded and taken on trains, buses and tubes), 
allowing commuters to take multiple modes of transport. They 
are one of the fastest growing areas of the market, increasing 

9% year on year between 2018 and 2020.20 Between 2017 
and 2021, sales by Brompton, a market-leading folding bike 
supplier, have almost doubled. Interestingly, Brompton offers 
both sales and rental services, lowering the financial barrier 
to participation. Unfortunately, we don’t have a breakdown 
of the use of folding bikes specifically as part of the commute, 
but they can be seen as part of the broadening mode of 

commuting options.

Accessible bikes

Between 2017 and 2021 there has been a growing awareness 
of making cycling a more inclusive activity. There has long 
been the assumption that commuting is for the able bodied, 

with disabled people being absent from the cycling debate. 
The growth in the range of accessible bikes reflects growing 
awareness of the need to make cycling a more inclusive activity 

as part of a wider social agenda. Accessible bikes include 
adapted, recumbent, power-assisted and hand-pedalled 
bikes. Our survey found that over 15% of building owners are 
planning to put accessible parking and inclusive facilities into 

their cycling space.

Renting vs owning

There has been a growth in the range of bikes available in the 

market, which may lead to people using ‘try before you buy’ 
type schemes. This, combined with a growth in the bike-share 
market (docked and dockless schemes), means that we have 
yet another dimension to the active travel economy. If we then 
build in the ongoing e-scooter trials, it would seem that the UK 
is still finding the right balance, and we expect this to shift in 
the coming years.

Owner: Helical

Building details

• 19,921 m2 NIA

• Expect 2,490 occupants

Number of bike spaces, showers and lockers provided

• 338 bike spaces

• 16 showers

• 338 lockers

Other amenities provided

• Towel service

• Drying room

• 10% provision for Brompton bicycles

• Communal changing area

• Dedicated staircase for transporting bicycles

• Dedicated 21-person (1,600 kg) bicycle lift

The dedicated bicycle lift can be used to transfer bicycles and 

cyclists from the ground-floor entrance at Albion Way to the bicycle 
facilities at basement level B1. The lift also serves level B2. The lift 
is of the ‘machine-roomless’ type. The dedicated staircase can be 
used to transport bicycles to the basement facilities.

Case study

One Bartholomew, London
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VISITOR CYCLISTS
By ‘visitor cyclists’ we mean visitors to office buildings who 
arrive by bike. Our analysis around visitor cyclists is based on 
a combination of anecdotal evidence and information gleaned 

from our interviews. In summary, there were mixed views 
about the importance of the issue and how visitors should be 

accommodated.

At one extreme, some interviewees said they rarely (if ever) get 
asked about visitors who cycle and that there is no significant 
provision for visitor cyclists within offices themselves, as 
provision is generally made outside in the public space. Others, 
meanwhile, think that visitors are not really given enough 

consideration. However, the prevailing view seems to be that 
there is an underprovision of storage space for visitors, but that 

there is not necessarily a need to devote more space, just a need 
to make things more efficient and easier for users. This further 
demonstrates the importance of ongoing monitoring of demand 

and adjusting accordingly.

There was a slight difference of opinion about the importance 
of separate entrances for visitor cyclists, with some less 

concerned about visitor parking as it is often provided on 

the street and usually close to the building. It is generally 
acknowledged that managing visitor cyclists is somewhat easier 

in larger estates, where the landlord exerts greater control over 
a wider area, than in single buildings, which might front onto a 

busy public street, for example.

At the other end of the spectrum, however, provision for visitor 
cyclists is a major issue, and some developers are working very 
hard to improve the visitor cyclist experience. In new buildings, 
there will be a greater use of apps for visitors so that they can 

get better access to the building’s cycling facilities, although 

first visits will normally require passing through reception for 
security reasons. In addition, some developers are investing in 
training for reception staff, to align with the building’s values 
and ensure a good visitor cyclist experience.

Some developers are focused on providing more bicycle spaces 

close to the reception area, including Brompton lockers, which 

is now accepted as good practice. In a small number of cases, 
there are separate entrances for cyclists, but the reality is that 

visitors can generally park their bikes close to the building 

entrance.

Owner: Yoo Capital

Building details

• 51,096 m2 NIA

• Construction planned to be completed in 2023

Number of bike spaces, showers and lockers provided

• 989 bike spaces

• 97 showers

• 1,264 lockers

Other amenities provided

• Considerations for generous lobby spaces

• Seating

• Drying room

• Planting

• 17 accessible parking spaces

• Over 40 dedicated spaces for e-bikes, with charging provided

• 200 kit lockers

• e-Charging points for electrical appliances

Visitor parking

When constructed, Olympia will have over 500 short-stay bike 
spaces dedicated to visitors, making it one of largest office-based, 
segregated, visitor bike parking facilities.

Visitors are often catered for regarding end-of-trip facilities once 
worker demand for bicycle space has been met. Given common 
constraints on space, visitors who wish to cycle into other’s offices 
are overlooked, often having to park outside and not having access 

to changing facilities. Olympia is a pioneer by choosing to invest 
and supply Grade A end-of-trip facilities to visitors while also 
maintaining segregation in the space to prevent visitors having 

access to employee belongings.

Case study

Olympia London
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PERCEPTION OF SAFETY VS REALITY
One of the overriding barriers to entry is that cycling is 

perceived to be an unsafe activity and there is a concern 

that the current infrastructure is not providing cyclists with 

adequate protection. In our survey, of those responders who 
do not cycle as part of their commute, 22% reasoned that their 
route to work was not safe enough to make the trip via bike. In 
the last five years in London, over 50 new cycleways have been 
constructed, or are under construction, increasing the extent 
of low-traffic, safe, segregated cycleway infrastructure. The 
statistics suggest that, overall, the UK’s roads are getting safer 

(Figure 18) through the vast number of infrastructure projects, 
low-traffic neighbourhoods and tactical urbanism. This has 
been particularly the case with projects funded by the recent 
Emergency Active Travel Fund. However, the statistics also 
show that there are still a high number of cyclists being killed 

or seriously injured on British roads.

INFRASTRUCTURE
Another major difference between now and four years ago is 
the relationship between real estate development and cycling 

infrastructure. Most interviewees agreed that, as cities’ active 
travel networks become more mature and cycleways become more 

plentiful, this influences decisions by developers and investors.

In addition, influencing the planning of active travel 
infrastructure is now a major part of the pre-development 
stage discussions with local authorities on major projects. 
We are also aware of a number of land owners that are 

looking at placemaking, which may include road closures 

and the activation of spaces with temporary markets. Such 
improvement to the public realm, and the surrounding 

infrastructure, may therefore generate increased demand.

SUPPLY – BUILDINGS

DESIGN
The design of end-of-trip facilities has changed considerably 
since 2017, with the emphasis shifted from quantity to quality. 
Typically, a well-designed, efficiently used space saves time 
and money when implementing end-of-trip facilities, while 
also maximising the user experience. The quality of end-of-trip 
facilities within offices is set to become a differentiator, as 
gym-grade cycling facilities have now become integrated into 
the DNA of Grade A office space.

THE PROMINENCE OF POINT OF ENTRY
One of the most noticeable shifts has been in the prominence 

of bicycle parking and provisions. Back in 2017, most buildings 
had their bicycle parking below the ground floor and hidden 
away. We are now seeing an increasing trend for the facilities 
to be at grade and to be used as a visual stimulation as part 

of other ground-floor uses. In addition, ‘fun’ features such as 
helter-skelter style ramps are being incorporated in designs. 
According to our survey, 43% of landlords plan on increasing 
the prominence of bicycle facilities within their office space. 

Figure 18
Number of people killed or seriously injured on the roads in Great Britain, 2020 
(adjusted for changes in severity reporting)
Source: Department for Transport21
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Taking this approach to cycling facilities is indicative of a 

business’s decision to move beyond the lowest common 

denominator and focus on enhancing the user experience by 
integrating these facilities into how it operates the building.

A FLEXIBLE APPROACH
Another shift in terms of design has been a growth in flexible 
space. An innovative and creative reimagining of traditional 
changing-room space has led to the demand for space that has 
a greater level of flexibility. The traditional layout of changing 
and shower rooms within offices was very fixed and binary by 
nature – most noticeably the split between male and female 
facilities. At Olympia London, the use of sliding cavity doors 
gives the property managers the ability to reassign space based 

on the levels of demand for it. Simply looking at the gender 
profile of your staff and allocating fixed facilities based on this 
does not necessarily correlate with who will be using those 

facilities and at what times of the day. For instance, the skew of 
gender demand for services in the mornings and evenings when 

commuters predominantly wish to use the facilities may change 

over the course of the day when other workers who exercise 
during lunchtimes wish to use them.

Therefore, the most efficient allocation of the space is best 
served by using design to integrate flexibility into the space.

QUALITY VS QUANTITY
Based on our surveys and interviews, we have concluded that 

today’s main issue is less about the quantity than the quality of 

cycling facilities. The quantity debate has been won and higher 
ratios are being both demanded and provided.

Quality has improved significantly since 2017, as the case 
studies in this report demonstrate. However, there is still 
much to do, as some places offer only ‘adequate’ provision, 
and facilities are not being designed and delivered by specialist 

providers. As one of our interviewees said, we are now seeing 
‘facilities akin to a David Lloyd gym’ as the quality marker.
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Owner: FORE Partnership

Building details

• Currently under construction

• Completion forecast for 2024

• 10,220 m2 NIA

Number of bike spaces, showers and lockers provided

• 174 bike spaces

• 11 showers

• 126 lockers

Other amenities provided

• Dedicated bicycle entrance

• Spa-style changing facilities

• Cool-down zones

• Maintenance and cleaning facilities

• Both internal and external visitor parking facilities;  
forecast 30 visitor parking spaces

• e-Bike and e-scooter charging facilities

• one electric vehicle charging point in the street

Case study

TBC London

Owner: British Land

Occupier: AXA IM

Building details

• 14,865 m2 NIA

• The building was constructed in 2020

Number of bike spaces, showers and lockers provided

• 224 bike spaces

• 12 showers

• 227 lockers

Other amenities provided

• Towel service

• USB charging lockers for devices

• Gym-grade washing and changing facilities

• Digital lockers

• Range of secured bicycle parking

155 Bishopsgate spotlights the shift in end-of-trip facility design 
towards more modern ‘gym-grade’ facilities.

Case study

155 Bishopsgate, London
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PHASING
Linked to the above and the pandemic is the consideration of 

phasing in the quantity of facilities, as opposed to providing 

everything on day one. This is considered important, not just in 
terms of financial metrics, but also in terms of loss of space for 
other features, embodied carbon and general efficiency.

A common theme from the interviews was the difference 
between planning policy towards secure bicycle parking and 

the market. While in some cities developers are prepared to 
provide a higher number of spaces than that demanded, there 

are instances of the opposite.

In those cases, the investors felt it reasonable to commit to the 

future numbers at the outset but only to provide the required 

facilities as demand comes onstream (i.e. as tenants take 
occupation and/or as user demand increases).

“Planning guidelines are important 
and should be based on evidence 
to prevent both under- and 
over-provision, so it’s vital that 
we measure actual use of cycling 
facilities.”

Peter Williams, 

Senior Advisor – Technical Design, 

Stanhope Plc

Similarly, there are instances where planning authorities can 

be too prescriptive about the type of parking provided (two 
tier, Sheffield stands, etc.). Contributors felt that building 
owners should be allowed to determine the nature of products 

being provided to suit their user base, rather than having it 

prescribed. As we have seen, there are variations between 
cities, within cities and according to the nature of the tenant, all 

of which determine the level of demand and types of transport 

used (see the section on e-scooters, p. 18).

LANDLORD CONSTRAINTS
Interviews with occupiers, operating from buildings across the 

UK, suggested that the landlord’s approach is sometimes the 

barrier to an appropriate provision of bicycle parking. This is 
by no means always the case, however. There are examples 
where landlords have taken the initiative to provide for new 

or improved bicycle parking, sometimes by replacing existing 
car parking. It was felt that from a cyclist’s perspective, the 
approach of landlords has improved over the last few years but 

is far from perfect. However, it is recognised that landlords 
have other drivers, not the least of which is economic return.

Owner: Helical

Building details

• 14,865 m2 NIA

• Expect 3,165 occupants

Number of bike spaces, showers and lockers provided

• 500 bike spaces

• 26 showers

• 500 lockers

Other amenities provided

• Towel service

• Drying room

• 10% provision for Brompton bicycles

• Communal changing area

• Unisex disabled showers

• Dedicated bicycle lift

• Grooming points with provision for TVs

Case study

Creechurch Place, London
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REFURBISHED BUILDINGS
It is acknowledged that it is generally easier to install bicycle 

parking in new buildings than to retrofit it in existing buildings. 
However, the reasons, perceived or otherwise, which prevent 

retrofit are many and varied – it may be that there is a lack of 
space within the building envelope, or, where there is space, it 

might not be accessible from the highway.

Clever designs have helped overcome this. These range from 
bike-hanging space within the main office (generally in smaller 
buildings) to helter-skelter style access points to modular units 
being dropped into a car park.

Other approaches include the provision of mobility hubs 

servicing several buildings across a wider estate rather than just 
one building. This is the case in estates that are concentrated 
in one geographical area, where most buildings are in the 

ownership of one party.

Cycling hub at GSK Ware

Courtesy of Active Commuting

Owner/occupier: Brent Council

Building details

• 2500 people on site

Number of bike spaces, showers and lockers provided

• 250 bike spaces

• 17 showers

• 400 lockers

Other amenities provided

• Automated, secure, access-controlled entrance

• Ventilated changing rooms with under-floor heating

• Secure bicycle racks

• Maintenance tools and pumps

• Bike-wash facilities

• Accessible shower, locker and bicycle facilities

• Ironing amenities

• Access to the Brent Council Strava Club

• 47 electric vehicle charging points 

• e-Bikes can be parked in existing bicycle racks and power is 
provided for charging

Renovation

The civic centre has undergone a major renovation project to 
improve the end-of-trip facilities in order to encourage cycling, 
jogging and walking over private vehicle use. In the drive to be more 
sustainable, to encourage continued use of the workplace, and to 

attract and maintain talent and tenants, high-quality end-of-trip 
facilities have become an expected feature of the workplace, where 
previously these may have been considered a luxury.

Since 2017, Brent Civic Centre has seen an approximately 20% 
increase in people cycling and walking to work.

Case study

Brent Civic Centre
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We are also seeing a change in the way that locker provision 

is calculated. Table 1 shows a 1:1 ratio between bicycle spaces 
and lockers. If runners, lunchtime classes and other forms 
of active travellers are taken into account,* then the norm is 

towards more lockers than bicycle spaces. Figure 19 helps 
explain the above.

POLICY

METRICS FOR BICYCLE SPACES, LOCKERS 
AND  SHOWERS
In 2017 we set out some broad metrics for what might be an 
appropriate quantity of facilities relative to the number of 

employees. These were then incorporated in the BCO’s 2019 
Guide to Specification,22 as outlined in Table 1.

We are now seeing an increasing range of metrics across the 

UK, which, to some extent, mirrors the range in planning 
policy. Indeed, there are significant differences in guidelines 
for the provision of cycling facilities between local authorities 

(Table 2). In several buildings, particularly in London and 
Cambridge, we are seeing a ratio of one bicycle space per five 
employees or desks/work setting.

The upper end of the range could therefore be 2:10 (1:5), not 
1.5:10 as in Table 1. Note also that the metric of employee 
or desk/work setting might be better stated in terms of peak 

occupancy, as many buildings now house a more distributed 

workforce. As we gain more clarity around the hybrid working 
model, it is likely that different employees will use the 
facilities on different days. This is also why the smarter use of 
facilities – including digital rather than allocated lockers and 
the monitoring of usage – assumes greater importance. Locker 
allocation on a per person basis is effectively outdated, as digital 
lockers allow for better locker utilisation. Outside London (and 
Cambridge) the 1:10 indicator might still work, but even then 
there are many regional differences and it therefore should not 
be seen as a ‘rule’ but rather as part of a range.

BCO Guide to Specification
Comment

2014 2019

Secure 

bicycle 

spaces

1 bicycle per 10 

members of staff
1 bicycle per 10 

members of staff, 
with the ability 

to extend to 1.5 
spaces per 10 

members of staff

Change to a per 

desk basis (as this 
may be a better 

representation 

of the cycling 

demand)

Shower 

facilities

1 shower per 100 

members of staff
1 shower per 100 

members of staff, 
or per 10 bicycle 

spaces

Showers also 

provided for 

runners

Male/female 
ratio

60% male/40% 
female

50% male/50% 
female

Secure 

lockers

1 locker per 

bicycle space

1 locker per 10 

members of staff, 
or per bicycle 

space

Table 1
An appropriate quantity of facilities (bicycle spaces, lockers and showers) 
relative to the number of employees

*We are aware of cities where some people swim or kayak to work!

Location Policy description Spaces Area (m2)
Area per space 

(m2)

Birmingham No change on the 2012 document: 1 space per 250 m2 for developments 

up to 1000 m2, 1 space per 400 m2 for developments over 1000 m2

1 400 400

Buckinghamshire Council The 2015 plan says 1 space per 250 m2 in offices 1 250 250

Manchester The standard applies city wide; it is the same for stand-alone offices and 
business parks

1 200 200

Newcastle 2 spaces per 375 m2 for staff; additional provision required for visitors 2 375 187.5

Watford The 2003 document is based on the 2000 plan 1 120 120

Bristol B1: staff – from 200 m2 threshold, then 1 space per 100 m2;  

visitors – from 200 m2 threshold, then 1 space per 1,000 m2

1 100 100

London London Plan 2021: for employees – 1 space per 75 m2 in areas with 

higher parking standards, 1 space per 150 m2 GEA for the rest of 
London; for visitors: 1 space per 500 m2 for the first 5,000 m2, thereafter 

1 space per 5,000 m2 GEA

1 75 75

Cardiff Minimum of 2 undercover and secure bicycle parking spaces per 100 m2 

floorspace for staff for B2 use
2 100 50

Cambridge 2018 Local Plan: 2 spaces for every 5 members of staff or 1 space per 
30 m2 of floorspace, whichever is greater; some visitor parking, on merit

1 30 30

Belfast Minimum of 2 spaces per unit or 1 space per 20 staff, whichever is 
greater

Minimum 
2 per unit

– –

Edinburgh No figures available, but Sustrans quotes 1 space per 400 m2 GFA 
(A–C Accessibility) and 1 space per 800 m2 GFA (D–F Accessibility)

– – –

GEA, gross external area; GFA, gross floor area.

Table 2
Planning guidelines for the provision of cycling facilities for a selection of local authorities
Source: Various local authority strategic plans.
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PLANNING
During our 2017 research, we addressed the issue of planning 
regulations. Our main finding was that planners and investors 
were getting comfortable with the then planning regulations 

regarding bicycle spaces. However, recent developments and 
policies have been based on highest assumed modal shares 

when building new bicycle spaces within offices.

Our interviews gave rise to some examples where current 
planning policy appears not to be based on current or realistic 

demand for cycling facilities, and therefore where developers 

believe that demand may not immediately match supply. We 
also discuss this in the section on phasing (see p. 24).

ACCESSIBLE BICYCLE PARKING FOR 
DISABLED CYCLISTS
As a national charity specialising in accessible cycling, Wheels for 
Wellbeing (WfW) very kindly made the following contribution to 
our report:

There is a paucity of nationwide data about the 

proportion of the disabled population who currently 

cycle, or who would cycle if barriers such as cost 

and infrastructure were removed. However, WfW 

surveys consistently highlight that cycling is easier 

than walking for disabled people, many of whom 

describe their bicycle as a mobility aid. A 2020 report 

by Sustrans and Arup suggested that 31% of disabled 

people who do not currently cycle would like to start, 

while an earlier report by Transport for London 

found that, although up to 70% of disable people 

could cycle, only 6% actually did so.

According to WfW data, most disabled cyclists use 

a standard two-wheeled bicycle – and are therefore 

often invisible as disabled people – while the remainder 

use a range of non-standard bicycles such as trikes 

(both recumbent and upright), hand bikes, cargo bikes 

and tandems.

One of the main barriers that disabled people face 

to cycling, regardless of the type of bicycle they use, 

is infrastructure. If bicycle infrastructure, including 

bicycle parking, is designed on the assumption that 

cyclists are not disabled, then it is inaccessible to 

disabled people – and also fails to comply with the 

anticipatory duty of the 2010 Equality Act.

Bicycle parking needs to accommodate disabled 

people who use standard and non-standard bicycles. 

Some key features of this are: step-free access, wide 

spaces to accommodate larger bicycles and clear 

designation of the bicycle parking for disabled 

cyclists, located close to access and mobility points 

(e.g. entrances, lifts) – such as was installed in 

Trinity College in Dublin in 2019. Doors and 

entrances to bicycle storage need to be lightweight, 

automated, and easy to operate from a seated 

position. Wide turning circles or cycle-through entry 

and exit points are important for those who use non-

standard bikes, and similar designs are already in 

use in Sweden for cargo bike parking.

Currently, WfW recommends that 5% of bicycle 

parking is designed and designated for disabled 

cyclists. However, some flexibility around this is 
advisable to incorporate the potential for increased 

demand, as well as provision for non-disabled people 

who use non-standard bikes such as cargo and 

family bikes.

From our interviews, it was clear that there is an element 

of overlap, as some disabled cyclists use standard bicycles. 
However, they may not be able to use vertical stands, so the 

mix of options is important. Plus, as stated above, spaces can 
be used for multiple purposes (e.g. a reclining bicycle and a 
cargo bike may have the same needs). Consequently, the 5% 
referenced above is not a hard and fast rule.

More information on WfW can be found on their website.23

Courtesy of Wheels for Wellbeing. 

Copyright Nick Harrison

Figure 19
Five at Heart's golden ratios for bicycle parking and change rooms projects
Courtesy of Five at Heart
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The health and wellbeing of employees is a top priority for most 

companies. Studies have shown that healthy staff are more 
productive, more engaged and happier at work. According to 
Duncan Young, Head of Workplace Health and Wellbeing at 

Lendlease, investing in your end-of-trip facilities is a ‘physical 
manifestation’ of the care an organisation has for its staff. 
Investing in cycling and active travel facilities is therefore 

important from an employee wellbeing perspective.

In a poll carried out by FORE Partnership, a sustainability 
certified B-Corp developer, ‘50% more women than men said 
they would cycle to work, but the current split [of facilities] 

is 70:30’. So perhaps more could be done in terms of current 
facilities to encourage women to cycle to work, and, arguably, a 

company’s values pertaining to equality and gender inclusivity 

should be reflected in its office facilities, including its cycling 
facilities.

While there is an unfortunate tendency to focus on active 

travel provision for the able bodied, the main barrier to those 

with disabilities or mobility limitations may not be the active 

commute itself. Indeed, the quality of cycling provision catering 
for those with disabilities can be a limiting factor. Arguably, 
cycling facilities should align with company values, which 

should focus on removing potential barriers for mobility 

impaired commuters. These might include improved provision 
of power-assisted lifts, ramps and double-width staircases, all 
of which could facilitate access for mobility-impaired riders.

ACTIVE TRAVEL IN ENVIRONMENTAL, SOCIAL, 
GOVERNANCE (ESG) POLICIES
As mentioned, in 2017, although ESG was gaining traction, 
it was still very much seen as a ‘nice to have’ or a value-add 
initiative.

As the UK works towards its carbon reduction commitments, 
transport is currently the largest source of carbon emissions. 
There is no doubt that over the coming years a strong ESG 
focus will be necessary to help to reduce the real estate sector’s 

carbon emissions as we move towards net zero.

As shown in Figure 20, transport is the dominant sector when it 
comes to greenhouse gas emissions, accounting for 28% of the 
total in 2018. It became the largest emitter back in 2016, as the 
energy supply industry successfully reduced its emissions with 

the shift to renewables. As shown in the graph, the transport 
sector has been slow to reduce its emissions.

Environmental

Formulating a proper active travel policy can help businesses 

work towards a reduction in their carbon emissions, notably 

in respect of Scope 3 under the Green House Gas Protocol of 
2001.24 These are emissions associated not with the company 

itself but with the wider running of the business.

These might include emissions generated by workers travelling 

to and from the office, which a business cannot control directly. 
However, putting active travel at the heart of ESG policies 
can help influence worker perception and preferences to shift 
towards more sustainable forms of travel, so it is essential that 

cycling and sustainable travel are included within the broader 

conversation. ESG within real estate goes further than simply 
creating the most eco-friendly buildings. It also extends to 
how we reshape our urban environment into more sustainable 

communities, considering how we move about in towns and 

cities. Businesses can play an important role in this process 
by providing high-quality end-of-trip facilities and forums for 
workers to share and discuss safe routes into work.

Social

‘Social’ covers a wide spectrum of initiatives, ranging from 
placemaking, through to diversity and inclusion, employee 

welfare and supporting local communities. The real estate 
sector has experienced an initial positive uptake of policies that 
focus on the environmental aspects of ESG.

However, social policies are more challenging in that they are 

often more difficult to quantify and can be seen as a value-add 
initiative, rather than a necessary one. As such they have often 
struggled to gain as much traction as environmental policies, 

although over the course of the pandemic issues of health 

and wellbeing, community and placemaking have come to the 

fore. As a result, firms are increasingly focusing on creating 
a positive social impact and investing in the ‘S’ of ESG. There 
are many ways in which engaging and embedding cycling and 

active travel initiatives beyond a corporate box-ticking exercise 
can really have an impact and address a plethora of social 

considerations within an ESG policy.

Figure 20
Greenhouse gas emissions by sector, 2019
Source: Department for Business, Energy & Industrial Strategy (2021)25
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TECHNOLOGY AND ECONOMICS

THE USE OF TECHNOLOGY
Another noticeable shift has been the integration of technology, 
such as electronic lockers and bicycle parking, for the better 

management and utilisation of end-of-trip facilities. The use 
of electronic or smart lockers not only removes the need for 

keys or coins, but it also allows constant monitoring of the 

utilisation when assessing whether the number of lockers is 

aligned with true demand. It prevents kit being left in lockers 
for extended periods of time and individuals using more than 
one locker.

Smart apps have the potential to revolutionise further how we 

manage and integrate end-of-trip facilities within office spaces. 
For instance, at Quorum Park in Newcastle upon Tyne, each 
bike rack has a QR code which, when scanned, gives the user 
instructions of how to use the bike rack properly. A variety of 
bikes is used on site, and thus a range of racks provided, and 

this technology means that users are easily informed about how 

to interact with these facilities in a safe and proper manner.

The integration and use of technology within this space and its 

various forms can help enhance end-of-trip facilities. We have 
started seeing technology better inform property managers 

about utilisation, and thus about demand, while also enhancing 

the user experience.

THE ECONOMICS OF BICYCLE PARKING
In the 2017 report we were challenged to see if bicycle parking 
could either enhance rents received from an office building 
or generate revenue in other ways. At the time, we could only 
find a few examples of this (e.g. the Cycle Hubs in Manchester, 
Russell’s Bicycle Shed in both Nottingham and Sheffield 
and H2Bike in London). However, now we are seeing some 
businesses, mainly in London, operating stand-alone bicycle 
parking services. These include SpokeSafe, Bike Drop and 
Joe’s Bike Space. Each operates a slightly different model, but 
broadly they charge for the secure parking of a bicycle. ■

The quantity and range of factors 
influencing changes in office-based 
end-of-trip facilities has increased 
since our 2017 report.

Owner: Pictet Alternative Advisors/XLB Property

Occupiers: Greater Manchester Combined Authority, Capita, 
Countrywide PLC, Clarity Business Travel

Building details

• 1,600 people on site

• 23,000 m2

• Originally constructed in 1896

• Certified Active Score: Platinum

Number of bike spaces, showers and lockers provided

• 176 bike spaces

• 20 showers

• 306 lockers

Other amenities provided

• Electric bike charging stations

• Repair station

• Lockers for foldable bikes

• Bicycle doctor visits to the building

• Generous shower and locker amenity that includes fresh towels, 

hairdryers and hair straighteners

• Coffee shop on the ground floor of the building

• Visitor access to the bicycle facilities via the building 

management team

In 2017, the shower and changing facilities were extremely poor. 
Following the completion of the new facilities, there has been an 

increase of 30% in users.

Case study

The Tootal Buildings, Manchester



30 © BCO 2022THE MARKET CYCLES II

However, the issue is not merely one of quantity. One of the 
medium-term effects of COVID-19 will likely be a reversal of 
the recent trend towards the densification of office space, while 
attracting employees back will require more focus on buildings 

that are more attuned to the needs of workers. The focus will be 
work ‘place’ – not simply workplace.

We believe that the competition for talent will continue for the 

foreseeable future, based on a labour market scenario where 

there is currently a record number of vacancies alongside a 

large percentage of the workforce changing jobs. We expect to 
see offices adopt a more supportive attitude to pets, children, 
on-site wellbeing and, of course, active travel. Cycling facilities 
and other amenities catering for the wider spectrum of active 

travellers will therefore need to be of the highest quality, within 

limits of affordability. As one of our interviewees said, ‘home 
is now competing with the office’ as a place of work, so any 
improvements in the office environment will help to entice 
people into the corporate office.

DATA/UTILISATION
Our research suggests that data (demand, utilisation) is 
either not being collected and/or not being used in a way that 

effectively informs business planning. While metrics for levels 
of demand exist (as explained), they are averages and provide 
guidance at best. They do not represent the specific demand for 
a given location, building or occupier. Guidance might be best 
expressed as a minimum base figure that can then be adjusted 
according the nature of the occupier and their specific demand.

Some tools exist such as the Propensity to Cycle Tool,27 but 

even this is based on the 2011 Census data and we are now 
awaiting the outcome of the 2021 Census, which is due some 
time in 2022. KYC – Know Your Customer – is as important to 
cycling provision as it is to the main office space.

As cycling provision becomes a more significant element of 
the real estate offer and waiting lists for spaces (as cited in 
interviews) become more common, it becomes increasingly 
important to get the supply of the provision right and to have 

tools that monitor utilisation. In this way the evidence can 
be gathered to provide more accurate guidance in the future. 
We are aware of some such tools, but these do not yet have 

universal application such that we can prove their use case.

In 2017 we raised several issues which deserved 
attention by the industry. Some are still relevant 
now and others are now business as usual. The key 
ones arising from this report are below:

THE FUTURE OFFICE EXPERIENCE
Despite the reopening of the economy in the summer, 

COVID-19 has continued to cast a long shadow into 2022. 
The emergence of the highly transmissible Omicron variant 

in the final weeks of 2021 brought tighter measures relating 
to international travel and a reintroduction of compulsory 

mask wearing in some settings, plus a reinforcement of 

guidance to work from home in Northern Ireland and 

England. However, as at mid-January 2022, infections were 
falling and hospitalisations and deaths were well down on the 

January 2021 peak. All the UK nations were in the process of 
lifting restrictions or making announcements to that effect. 
While there is no room for complacency, it appears that the 

UK is moving from pandemic to endemic, and the effects of 
COVID-19 on the economy (and office occupancy) should begin 
to dissipate.

Forecasting is a tricky business, but in the medium to longer 

term there is a big question around occupancy rates and 

whether we will in fact get back to pre-pandemic levels – 
something which needs to be considered in respect of cycling 

facilities.

However, while the pandemic may have accelerated recent 

trends, the shift towards more home working/flexible working 
was well underway before then, as was the rapid growth in the 

flexible office market. This trend has little to do with COVID-19 
and more to do with choice and flexibility for businesses and 
employees – which technology can now easily support – as well 
as the drive to use space more efficiently.

The current prevailing view is that most office workers will 
be working just two or three days a week in the office, with 
Tuesday to Thursday being the busiest days, so the quantity 

of provision needs to reflect this. This is supported by Remit’s 
office occupancy data (ReTurn, collected since May 2021),26 

which shows that Tuesdays, Wednesdays and Thursdays are 

consistently the busiest days of the week, with occupancy rates 

on Fridays tapering off sharply. In fact, Friday is clearly a ‘dead’ 
day in many offices.

It is also worth highlighting that a number of areas in the 

country are trialling a four-day working week, and some 
commentators believe this may become the norm in certain 

sectors of the economy. Clearly, this would have implications 
for many office buildings and their surrounding locations.

FUTURE CONSIDERATIONS
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ESG/NET ZERO
As the ESG issue has attained such importance and net zero 
is a global target, any contribution to the agenda becomes 

increasingly important. Cycling alone cannot provide that 
solution, but the general reduction in private car use can make 

a modest impact. To move towards this point, all forms of 
micro-mobility – cycling, e-bikes, e-scooters, etc. – are helpful.

All this points to the holistic provision of mobility hubs – places 
where all forms of micro-mobility, both owned and rented, 
coalesce. We might see corrals for various forms of rented 
transport positioned within large estates and complementing 

in-building parking.

Then, in the spaces themselves, it is about getting the level and 

quality of amenity right. Not too little nor too much. Using 
‘good’ data to inform the short- to medium-term requirement is 
important. Then allow flexibility in the design to provide for the 
less well-known longer term.

As with the rest of the building, circularity in design, can be 
built in, including the procurement of products that have low 

embodied carbon and are service contracted for long-term 
maintenance and end-of-life repurposing or recycling. 
Integrating ESG considerations into the full life cycle of our 
built environment is critical to creating cities that meet the 

needs of today while still catering for generations to come.

On the social side, community activities, such as bicycle user 

groups, remain important, as do community engagement apps. 
Some places have even got involved in recycling bikes for the 

benefit of disadvantaged or underserved groups. ■

All the data points towards a 
continued demand for quality 
end-of-trip provision. In 2017, the 
simple provision of a facility was 
the differentiator. In 2022, it is the 
quality of that provision which sets 
it apart.

Mobility hub
Courtesy of CoMoUk
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The best source of information on attitudes and 
trends in cycling at a city level are the Bike Life 
reports28 produced by Sustrans. We referenced 
these in our 2017 report, and they therefore provide 
a common thread. The reports were published in 
2015 and 2019, albeit not for the same list of cities 
(Table 3). Only three places appear in both reports: 
Greater Manchester, Edinburgh and Bristol.
The aggregated 2019 report for the UK provides the following 
summary:

• 42% of residents want more investment in driving, whereas 
59% want more investment in walking and 58% in cycling

• 80% think that reducing the levels of traffic on the roads is 
important to improve cycling safety

• 47% are concerned about safety on the road (as confirmed in 
our own survey)

• 68% support the building of more cycle tracks, even if this 
means less room for other road traffic

• 1 in 204 people who own an adult bicycle reported a theft

• 21% stated lack of storage facilities at home or work as a 
barrier.

Sustrans states the three key areas that needed to be addressed:

• driving less

• making mobility more equitable

• cycling should be for everyone.

In addition to the Bike Life reports, we sourced other 

publicly available information, and this is included in the 

city summaries given in Table 4. The table summarises the 
key ambitions related to active travel stated in various policy 

papers, including transport plans. The ambitions are not 
directly comparable, as each uses a different metric.

Below we provide a little more detail on how a selection of UK 

places/cities are developing in relation to active travel.

APPENDIX I
CITIES – OVERVIEW

Population % increase 
in trips 

2015–2019

% of total 
annual trips2015 2019

Places with 2015 and 2019 data

Greater 

Manchester
20,116,363 18,300,000 Decrease* 41%

Edinburgh   7,840,634 11,200,000 43%

Bristol   8,573,531 13,500,000 57% 46%

Places with 2019 data only

West 

Midlands
n/a 14,900,000 n/a 30%

Cardiff n/a   6,300,000 n/a 38%

Greater 

Cambridge

n/a 14,100,000 n/a 38%

London 

Borough 

of Tower 

Hamlets

n/a   2,400,000 n/a 48%

All cities 112,000,000 35%

*Understood that basis of data changed.

Table 3
Summary of data from Sustrans Bike Life reports 2015 and 2019
Source: Sustrans, Bike Life reports28

City Ambition

Greater 

Manchester
At least 50% of all trips to be made by sustainable 
modes of transport by 2040

Edinburgh To be carbon-neutral by 2030

West of England, 
including Bristol

Walking and cycling to be the preferred ways of 

travelling for shorter journeys or as part of longer 
journeys

West Midlands 10% of all journeys to be made by bike in the West 
Midlands Metropolitan Area by 2033 (from a baseline 
of 1%)

Cardiff The city has doubled the proportion of people cycling 

to work over the last 10 years, and is proposing to 

double this again by 2030

Cambridgeshire 

and Peterborough
To increase the number of cycling trips through 

establishing safe and interconnected cycling links 

across the region’s cities, towns and settlements; 

this will be supported by Local Walking and Cycling 

Infrastructure Plans to ensure that cycling and walking 
infrastructure investment is based on evidence and 

prioritised for greatest impact

London By 2041, 80% of journeys to be made by walking, 
cycling and public transport

By 2041, 70% of Londoners will live within 400 m of 
the London-wide cycle network

Sheffield City 
Region

To increase the levels of walking and cycling by 21% 
and 350%, respectively, by 2040

Table 4
Cities’ cycling and walking aspirations
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GREATER MANCHESTER
Greater Manchester initially allocated £160 million to cycling 
and walking projects. This helped secure local contributions 
totalling around £120 million from Greater Manchester’s ten 
local authorities. The Cycling and Walking Commissioner’s 
report to the Mayor, Made to Move,29 was published in 

December 2017. It set out an initial proposal of a 1,000-mile 
network, including 75 miles of segregated Dutch-style cycle 
lanes. Following an online consultation from which more than 
4,000 comments were received, an updated version of the 

network map was then published in June 201930 (one year on), 
which saw the network increase by 77% to 1,800 miles.

The Bee Network,31 which was unveiled in 2018 by Cycling 
and Walking Commissioner Chris Boardman, is a plan to 

revolutionise travel across the Manchester city region. Its 
objective is to make active travel the number one choice for 
travelling to work, school and the shops. By 2019, some 82 
Bee Network projects worth £493 million had been initiated, 
the first scheme being delivered in Wigan in August 2019. In 
January 2020, 25 new schemes were added to the development 
pipeline, bringing the total for the network to 82 schemes and 
450 miles of new routes.32

77% of people think that more cycle tracks along roads 
physically separated from traffic and pedestrians would be 
useful to help them cycle more, and 67% support building more 
of these tracks, even when this would mean less room for other 

road traffic. Currently, there are 14 miles of cycle tracks along 
roads that are physically separated from traffic and pedestrians 
in Greater Manchester.

Greater Manchester has also been installing CYCLOPS (Cycle 
Optimised Protected Signals) junctions,33 which separate 

pedestrians and cyclists from motor traffic. Three of these 
junctions are now in place (Royce Road, Newport/Trinity Street 
and Stretford/Chorlton Road) and a further seven are planned.

In a Transport for Greater Manchester case study in 
the KPMG/CBI 2020 report Commuting Beyond the 

Coronavirus,34 it is stated that ‘there are indications that there 
could be 50% more cycling trips for commuting after lockdown 
ends, and not all by stalwart cyclists either – about half of these 
are from people who never cycled before for their commute!’

EDINBURGH
Edinburgh plans to be a carbon-neutral city by 2030.

• 82% think that more cycle tracks along roads physically 
separated from traffic and pedestrians would be useful to 
help them cycle more

• 63% think more cycling would make their area a better place 
to live and work

• 8% of commuters living in Edinburgh cycle to and from 
work (this is estimated by extrapolating the 2011 Census 
figure for the percentage of journeys to work being made by 
bicycle to 2019 levels, using bicycle counter data)

• there is a public bicycle parking space for every 51 people 
who cycle in Edinburgh, but only 16% of residents think the 
security of public bicycle parking is good.

In June 2019, Edinburgh Council approved a £62 million 
investment programme in active travel through to 2024. The 
city’s update of its existing Active Travel Action Plan35 will 

cover the period up to 2030. The new plan is currently under 
development and is expected to be completed in summer 
2022. This will build on the city centre transformation, and lay 
out the city’s wider plans for delivering a more walkable and 

cycling-friendly city.

CYCLOPS junction, Hulme Manchester
Courtesy of Walk Ride GM
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BRISTOL
As at 2019, Bristol had 12 miles of cycle tracks on roads 
separated from traffic and pedestrians, and 40 miles of 
traffic-free cycle routes away from the road. By April 2021 this 
is understood to have improved to a network of 122 miles, 
75 miles of which are segregated.

For example, in 2018 the city council completed a two-way 
dedicated cycle track on Baldwin Street and Prince Street. Their 
data shows 3,000 trips per day on the former and 4,000 on the 
latter. 82% of people said that more physically protected cycle 
tracks along roads would help them cycle more.

The city’s own data suggests that cycling trips have increased by 

10% per annum since 2011.

Bristol has plans to be carbon-neutral city by 2030, and cycling 
is seen as a part of the solution. Interestingly, funding from 
housing developers is helping to finance improvements in 
provisions for cycling, with projects such as Cribbs Patchway, 
Hengrove and Lockleaze cited.

In January 2021, Travelwest published West of England Local 

Cycling and Walking Infrastructure Plan for 2020–2036.36 

The plan covers Bath and North East Somerset, Bristol, North 
Somerset, South Gloucestershire and the West of England 
Combined Authority. The plan proposes £411 million of capital 
investment and states that cycling to work rates increased from 

6.7% in 2008 to 9.8% in 2010 and have continued to rise.

The analysis for the plan included consideration of the highest 

forecast future bicycle commuting flows obtained using the 
Propensity to Cycle Tool.27 This then informed the proposed 

strategic cycle network. The stated vision is to ‘connect 
people and places for a vibrant, inclusive and carbon neutral 

West of England’. The plan goes on to say that ‘we want 
walking and cycling to be the preferred ways of travelling for 

shorter journeys or as part of longer journeys’ and ‘[we want 
to improve] how our streets look and feel’. There is even a 
reference to e-scooters: ‘future proofing for new modes such 
as electric scooters and other forms of sustainable, individual 

transport modes’.

Owner: Temple Way Investments 1 Sarl (LCN Partners)

Occupier: BT Plc. (due to take occupation in Q3 2022)

Building details

• 18,784 m2

• Expected occupancy of 2,000 staff

Number of bike spaces, showers and lockers provided

• 258 bike spaces

• 16 showers

• 258 lockers

Other amenities provided

Worked closely with Five at Heart on the design of each building, 

which have:

• dedicated bicycle store

• dedicated bicycle entrance.

• folding-bike lockers

• bicycle maintenance areas

• electric charging points

• drying stations

• changing room has the ability to flex in terms of use by men and 
women, depending on usage, with interlinking lockable doors

• 40 segregated visitor parking spaces

• provision for e-bikes with charging capability.

A healthy and happy working environment is crucial to employees’ 
wellbeing and has a significant impact on business productivity. 
Assembly includes several features aimed at improving occupant 
wellbeing, cycling being an integral part of this.

Case study

Assembly, Bristol
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CAMBRIDGE
Cambridge Combined Authority won £2.9 million of funding 
for active travel in tranche 2 of the Emergency Travel Fund. 
Cambridge is also the home of one of the few CYCLOPS 
junctions in the UK (see p. 33). The Greater Cambridge 
Partnership Histon Road Project39 provides for safer routes 

through the intersection with Gilbert Road and Warwick Road.

One new initiative is the Chisholm Trail, a new, largely traffic-
free route across the eastern side of Cambridge featuring a new 

foot and bicycle bridge over the River Cam and an underpass 
beneath Newmarket Road. It will provide convenient, safe 
access to both Cambridge North and Cambridge railway 

stations, and link up employment centres such as the 

Cambridge Science Park and the Cambridge Biomedical 
Campus, as well as residential areas.

There were 2,930 reported bicycle thefts in Greater Cambridge 
in 2018/19, up nearly 50% from two years previously.

CARDIFF
The city has doubled the proportion of people cycling to work 

over the last 10 years and is proposing to double the proportion 

again by 2030. To achieve this goal, it plans to complete a 
high-quality, safe and fully segregated cycle network by 2026, 
expand on the successful Nextbike scheme, support schools to 
develop active travel plans to promote walking, scooting and 

cycling to school, and introduce a Streets for Health Initiative 

to reclaim its streets as healthy spaces for everyone to enjoy.

A £2.9 billion transport vision designed to transform Cardiff 
and South East Wales’ transport network was unveiled by 
Cardiff Council in January 2020. The council’s Transport White 
Paper40 laid out a 10-year plan to tackle the climate emergency, 
reduce congestion and improve air quality in the Welsh capital. 
It lists a series of projects in Cardiff and the wider region, 
including delivery of safer walking and cycling routes.

The white paper outlines how the council will build a 

high-quality, fully segregated cycle network by 2026. This 
will include a complete cycle loop around the city centre 

that will connect to each of six cycleways, which will be built 
through a number of districts across the city. The Nextbike 
hire scheme will be expanded to at least 2,000 bikes, and new 
regional Nextbike opportunities will be introduced to give 
more people the opportunity to join the scheme. The council 
will also roll out the Streets for Health Initiative, so that streets 

are reclaimed as healthy public spaces for the public to enjoy. 
Active travel plans will be launched in schools across the city 
to promote walking, scootering or cycling, and speed limits on 

Cardiff's roads will be set to 20 mph by default.

WEST MIDLANDS
This is an example of where the Bike Life report28 has been 

extended from just Birmingham City to cover the whole of the 
West Midlands.

Across the region, they want to see cycling rise to 5% of all 
trips by 2023 (a 400% increase) and to 10% by 2033. At the 
start of 2019, West Midlands Combined Authority committed 
£23 million to cycling and walking infrastructure in order to 
increase the number of journeys made by active travel. As can 
be seen in Table 2, the region has one of the lowest levels of 
cycle to work trips as a proportion of total trips (30%).

In January 2020, Birmingham City Council published its 
Walking and Cycling Strategy and Infrastructure Plan,37 which 

cross-references the West Midlands targets stated above. Then, 
in October 2021, it published its Transport Plan,38 which 

includes transforming the city centre:

‘The city centre of Birmingham will be 

transformed through the creation of a network 

of pedestrianised streets and public spaces, 

integrated with public transport services and 

cycling infrastructure. Access to the city centre for 

private cars will be limited, with no through trips 

allowed. Commuter car parking will be limited 

in areas that are well served by public transport, 

such as the city centre.’

This clearly has a significant implication for city-centre offices, 
and was borne out in an interview with Harry Badham of 

Hammerson, which has a major land holding in the city centre. 
Hammerson sees active travel as a key part of the solution to 

repurposing land that previously may have had a retail focus.

The Transport Plan goes on to say:

‘Tools to achieve this include effective traffic 
management, delivery consolidation hubs, and a 

revised approach to last mile and short distance 

deliveries, for example with the wider use of 

electric cargo bikes.’

This shows that access to offices is not just about commuter 
cycling but also bikes for deliveries.
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LONDON BOROUGH OF 
TOWER HAMLETS
Tower Hamlets Council published a 25-year transport strategy 
in 2019.41 The aim is to increase the proportion of trips walked 

or cycled. It has been working with Transport for London to 
develop five new cycle routes to extend the cycle network. This 
supports the Mayor of London’s 2018 Transport Strategy,42 

which has a target to increase sustainable travel from 64% to 
80% by 2041.

Bicycle thefts in the borough are 1 per 47 adult bicycle owners.

A 20 mph limit on all roads in the borough was introduced in 
2015, and the council published its Cycling Strategy in 2016.43 

The strategy includes targets to double the number of cyclists in 

the borough by 2025 and increase the proportion of residents 
cycling to work to 15% by 2025 (compared with 4% in 2001 
and 7% in 2011). The council has an aspiration for the latter to 
be 25%, but no date at which this is to be achieved has yet been 
set. The strategy also includes a pledge to ‘work with developers 
to assess innovative and user-friendly bicycle parking layouts in 
new developments’.

SHEFFIELD CITY REGION
Sheffield City Region published its Active Travel 
Implementation Plan in March 2020.44 As shown in Table 4, 
Sheffield City Region wants to increase levels of walking and 
cycling by 21% and 350%, respectively, by 2040. Currently, only 
2% of journeys are made by bicycle.

While not solely related to offices, the plan does make direct 
reference to real estate, mainly town centres and high streets:

‘There is evidence to suggest that people who walk 

and cycle visit their high street and local facilities 

more frequently and spend more money there, 

compared to people in cars. High streets that 

create attractive environments for active travel 

and for spending time in, attract more shops 

and make the high street more attractive and 

economically viable.’

As part of the Sustainable Travel Access Fund, Sheffield City 
Region is just about to report on the performance of its recent 
initiatives to inform its future course of action.

It recognises that:

‘The design standards of walking and cycling 

infrastructure varies across the Sheffield City 
Region, leading to differences in provision of 
facilities, and there is a wide variation in the ease 

of taking bicycles on public transport and the 

facilities provided for cyclists in places of work.’

As a result of this, it plans to ‘work with partners to embed 
the requirement for new developments to provide space for 

active travel at an early stage in the planning process, to ensure 

adequate provision is made’. ■

Owner: Heeley Development Trust

Occupier: A mix of digital, creative and maker tenants

Building details

• 292 people on site

• 885 m2

• Originally constructed in 1893; refurbished from derelict in 2012

Number of bike spaces, showers and lockers provided

• 30 bike spaces

• 1 shower

Other amenities provided

• Three dedicated car-charging stations

• Plans for accessible parking during later phases of restoration

• Bike recycle project

Cycling facilities need not be new and glitzy to have an impact. This 
project is about how cycling infrastructure supports regeneration 
to produce more sustainable communities. Nearby is the Heeley 
People’s Park which houses A Different Gear, a not for profit, 
community bike shop that repairs and services bikes and sells new 

and recycled bikes.

Case study

SUM Studios, Sheffield
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James Ainsworth, PWC

Mike Ayton, Juniper

Symon Bacon, British Land

Lucy Bagshaw, TP Bennett

Guy Battle, Social Value Portal

Joe Baum, Deloitte

Luc Bonnici, Five at Heart

Russell Burnaby, Brent Council

Tim Burns, Sustrans

Tom Cohen, UCL

Aurelien Collignon, FORE Partnership

Helen Davies, Transport for West Midlands

Patrick Davis, Bell Hammer

Nikki Dibley, Helical

Phil Doyle, 5Plus Architects

Rachel Edwards, Lendlease

Ross Fittall, MEPC

Kirsty Garrett, The Crown Estate

Mark Golder, Five at Heart

Mary-Louise Gray, Microsoft

Kat Hanna, Lendlease

Dominic Holmes, Yoo Capital

Kay Inckle, Wheels for Wellbeing

Andy Jackson, Heeley Development Trust

Andy Jones, Lendlease

Tom Knight, Portman Estate

Lloyd Lee, Yoo Capital

Alexandra Maclean, British Land

Kate Neale, Cadogan

Matt O’Brien, The Crown Estate

James Palser, Cycling UK

Danny Parmar, Overbury

Neil Pennell, Land Securities

Julianna Renn, TP Bennett

Julian Scriven, Brompton

Daniel Sellar, Future Olympia

Graham Sherrif, Salford University

Chritiano Testi, TP Bennett

Adam Tranter, Cycling Commissioner for West Midlands 

Jake Trush, Transport for West Midlands

Jeanette Walker, Cambridge Science Park

Ross Weatherburn, Lendlease

Peter Williams, Stanhope
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