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Bicycle Traffic Volumes

CATHY A. BUCKLEY

This paper provides informat¡on on b¡cycle t¡affic volumes ¡n the metropolitan
Boston area. This information allows a better understanding of factors füat af-
fect th¡s mode and their relat¡ve importance to the bicycl¡st, The data reported
here were collected between 1974 and 1 981, All bicycle counts were done
nunually, ma¡nly during weekday peak periods. The volumes have grown at a
7,5 percent annual rate compounded over the past six years. Volumes varied
s¡gn¡ficantly according to season of the year and weather. These two in-
fluences operated independently of each other to soms extent. Twelve.hour
counts ¡nd¡cated defin¡te peaks in the morning and evening. The morning
peak hours occur¡ed ¡n a narrower time band; the even¡ng-peak-hour volumæ
were an average of 20 percent hígher, B¡cycle traffic increased by 300 percent
on a day when trans¡t was unexpectedly out of operation. DurÍng an evening
peak.period count, half of the cycl¡sts used a bicycle path and half used three
ad¡acent arter¡als. Average daily bicycle traffic volumes in the ¡nner metro-
politan area are presented for 1976. Possible correlat¡ons between vo¡umes
and the number of reported b¡cycle accidents are discussed.

This paper reports on bicycle traffic volumes co1-
Iected ln the metropolitan Boston area since 1974.
Some inplications of the data, including the need
for further research, are discussed.

BICYCLE ÎRAFFIC DATA

A number of bicycle traffic counts have been con-
ducted ln the Boston area sínce 1974, ¡nost of them
by the Central Transportation Planníng staff of the
Boston netropolitan plannlng organization (!tpO).

The najority of the counts have been done in
Boston and Cambridge, just north of Boston. Counts
have also been done in Brookllne and Nehrton, west of
Boston. and ín Somerville¡ Arlington, Belmont,
LexÍngton, and Bedford, north and northirest of
Boston (see Figure I).

The impetus for Èhe collection of bicycte traffic
volunes yras the U.S. Envirorunental. Protection
Agencyrs transportation control plan for Boston.
This I975 document required that encouràgernent of
bicycle use be included in the arears attenpt to
reduce pollution. VirtualLy no information vras
available on actual bicycle traffic volurnes, so sone
yras collected in 1975 and 1976. Data have continued
to be collected since then to irnprove our under-
standing of the issues discussed in this paper.

Bícycle counts have been done at ¡nore than 50
Iocations in the Boston area. lfost of the counts
were on vreekdays, during the tnorning or evening peak
period. The ernphasls was on commuter, not recrea-
tional, traffic. Unless otherwise noted, precipí-
tation neither oceurred on nor was forecast for the
days of the counts.
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11. Effect.íveness of Air QuaLity Related Trans-
portation Control l.teasures and potential for
Implenentation in Northeastern Illinois. Chi-
cago Area Transportation Study, Chicago, sum-
mary rept., Jan. 1981.

Publícation of this paper sponsored by Committee on Bicyclíng and Bicycle
Facilitíes.

A1l counts were done manually, included turning
novements, and were callbrated in 1S-min segments.
À11 of the datå reported here were collected by
staff members or adult vofunteers and are consiilered
to be reliable.

GROTTTH IN BICYCLE TR,AFFIC

Bicycle volu¡nes were collecte(l at 1I intersections
on Thursday, October 9, L975, as part of the trans-
portation control plan work. Bicycle voLunes at 9
of the intersections were collected agaln exactly
five years later, on Thursday¡ October 9, 1980. The
neather was slmilar--temperatures were in the low
50os at 7:00 a.¡n. and the wind was approximately I0
¡nph on both days¡ it was partly cloudy in 1975 and
sunny in 1980.

The volumes for each day âre shown in Figure 2.
The evening-peak-hour volutne was higher at alL nine
intersections in 1980; the increase varied frorn 5 to
60 percent. The total evening-peak-hour volume for
the nine intersectlons tras 1922 bicycles in 1980 40
percent higher than ln 1975.

Volumes are conpared in Figure 3 for four inter-
sections at which counts were done on lrlednestlay, May
5, !916, and five years later on wednesday, I{ay 13,
1981. The hreâther on these two dates wâs iden-
tical--at 7:00 a.m., temperature was 5loF, wind was
15 rnph, and skies were ¡nostly sunny.

The increases in the norning peak-hour volune at
the four intersections varied from 35 to 236 per-
cent. The total norning peak-hour volume for the
four intersectlons wãs 575 bicycles ln 1981, 57 per-
cent higher than it was five years before.

The October 1975 and May l-9?6 volumes addecl
together and conpared with the total for October
1980 and llay 198I yield an average lncrease of 44
percent. This is an average annual conpound in-
crease of 7.5 percent. A 7.5 percent íncrease would
be consldered a high annual increase for auto¡nobile
traffic. Because the bicyclers share of traffic is
lower, a high annual increase is relatively less
signiflcant. For example¡ assune that t,he bicyclers
share of commuter traffic was I percent in 1980. If
a 7.5 percent annual conpounded growth rate hrere to
continue for 20 years, the bicyclers share would
only be 4.2 percent by 2000. A 7.5 percent ânnua1
increase does suggestr hoerever, that the bicycle is
not just holding its share of the conmuting ¡narket
but steadily lncreasing it.
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Figure 1. B¡crycle count locat¡ons.
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Figure 3. Growth in b¡cycle traffic, 1976-1981.

I

EFFECT OF OTHER ¡4ODES

Bicycle commuters Prefer their ¡noile for a variety of
reasons. Some may cycle for health or simply be-
cause it is enjoyable. Others may cycle because it
costs Iittle or is convenient conpared with the
alternatives.

In the five-year period frorn October I975 to
October 1980, for examPle, the Price of a gallon of
regularr leaded gasoline rose from $0.59 to $I.19.
The basic bus fare remainecl at $0.25 but the râPid-
transit fare doubled in JuIy 1980 to $0.50. These
changes probabJ-y contributed to the 40 percent in-
crease ín peak-hour bicycle traffic during those
five years.

ÀIthough cost is an inPortant criterion in ¡node

selection¡ availability is even more crucial. The
disruption in fuel supplies in 1973 has received a
great deal of the credít for the bicycle boo¡n of
that year.

An interruption of public transportaÈion in
Boston on Thursdayr JuIy 6, L978, Presented an
opportunity to measure the effect of the unavail-
ability of trânsit on bicycle use. Transit workers
called a one-day wildcat strike, vthich co¡npletely
shut down the syste¡n. onty the users who listened
to the radio before heading to their buses or trains
were aware of the strike.

Because the strike was unexpected, the bicycle
count of Charles Circle that day had not been
planned in advance and ¿lid not start until 8:45
a.m., well into the nor¡nal Peak hour there. (Of

nine norning peak-Perioil counts at Charles Circle in
1980, five peak hours began at 8:00 a.m. and the
other four at 8:15 a.rn.) It is possible that the
bicycle volumes prior to 8:45 a.n. eJere close to
nornal levels; mâny of those vtho improvised their
bicycle trips because of the transit interruption
probabfy got off to a late start.

Figure 4 conpares bicycte volu¡nes on the day of
thê strike with those of one week later. The 8:45-
9:45 a.¡n. volume ldas more than 300 percent higher on
the day of the strike. (on July 6 at 7:00 a.n. the
ternperature vras 63oF, winds were 10 rnph, and skies
were partly cloudy. On July 13 at 7:00 a.¡n.r the
temperature was 70oFr winds were 7 mPh, and skies
were sunny. )

The most-striking aspect of these data is that a

Iarge nu¡nber of conmuters own bicycles' have quick

IIEDI¡ESDAY, I1AY 5, 1976

tlEDiltSDAY, tlAY 13, 1981

LOCATI ON

access to them, and use the¡n when their regular
modes are unavailable. The counts also indicate
that nost of these one-day cyclists returned to
their regular ¡node when service resumed. Finally,
the data support inclusion of the bicycle in energy
contingency planning.

SEASONAL VARIATIONS

Morning peak-hour volumes recorded throughout the
year at one location are shown in Figure 5. The
average volume for the three counts in l¡tarch \das 60
bicycles. The average of the teto June counts was
198, which is 230 percent higher than the March
average. The average of the two July counts was 235
bicycles, which is 290 percent higher than the ltarch
average. The volumes from the solitary counts in
August, septenber, and october âf,êr on the average,
25 percent l-ower than the iluly volumes.

Two I2-h counts were done at Coolidqe Corner in
Brookliner one in March 1974 and the other two
months later. The total. 12-h volu¡ne of May 8, L974,
was 100 percent higher than that of l,larch 5r I974
(959 bicycles were counted in May, 479 in March).

Although the above dâta are not sufficient to
define seasonal factors, they demonstrate that most
Boston bicycle comtnuters choose alternative ¡nodes in
the winter. This is understandable, considering the
colder tenperatures anil fewer daylíght hours during
late fall and winter. other cold-weather circum-
stances that ¡nay discourage bicycle use are snorJ or
ice, which make roadways sIiPPery' and snowbanks,
which decrease road space and visibility.

EFFECT OF VIEATHER

Details of the three March 1980 counts cited in
Figure 5 are Presented in the table below. Thís
information suggests the effect of weather within a
given season.

Conditions ât 7:30 a.m-
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Figure 4. Effect of transit str¡kô.
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À snall fraction of cycllsts conmute yêår-roundi
however, only a portion of those do so when the 7:30
a.tn. tenperature ie 23oF and the wlncl is 25 ¡nph, as
occurred on l¡larch 12. The mornlng Peak-hour volu¡ne
was 140 percent higher two weeks later on l¡larch 26,
a erarner and less windY daY.

The lrtarch 27th volune is 30 percent lower than
the March 26th volune. This is probably too large a
dlfference to be due to daily varíations. The only
notable dif,ference in weather between the two days
is that the sky was clear on the 26th and overcast
on the 27th. Àlthough it was not ralning on the
morning of t¡larch 27 and no rain was forecast, the
clouds nlght have discouraged sorne cyclists.

BicycJ.e counts at gix intersections ttere arranged
for tiledneEalay, May 61 198I. Because of fog and a
light raln, only tno intersections were monitored
that mornlng, and the fulL-scale count vtas PostPoned
untll the following llednesday. Figure 6 indicates
the effect of fog and rain on bicycle volumes at the
tno intersections that were nonitored twice. The
morning peak-hour volume at Charles Circler Boston,
was 39 pèrcent lower in the fog and drizzle than on
the partly sunny day one neek later. Àt Coolidge
Corner, Brooklfne, the volune was 52 percent lower
ln the rain.

When conparing volumea on different days' not
only the tl¡ne of yearr but also ereather conditions
nust be conalalereal. Weather varlatlons within a
season are important. Nevertheless, seasonal varl-
atlons In bicycle volunes seen to occur regardless
of the hreather. For example, a6 cited in the pre-
ceding section, a 12-h volu¡ne in May 1974 eras twice
as high aE one in March 1974. Yet the 7:00 a.¡n.
tenperature was 56oF on the trlarch dayr 10o hlgher
than on the r4ay day. The overcast sky and winds of
25 nph in March rnust be taken into considerâtion--
the üay count occurred on a sunny day with winds of
J.6 mph. However, the large difference in volu¡nes
suggests tbat some people simply do not cycle durlng
what they consider to be the off-season, even when
good weather condÍtions prevail.

OCCURR3NCE OF PEAK HOURS

Forty-nine locatíons have been counted during
norning peak periods and 52 during evening peak
periods since 1974. Note the tlrne at which the
rnorning and evening peak hours occurred. The
temporal dlstrlbution of those peak hours ls shown
in Flgure 7.

As can be seen, the morning peak hours are nore
clustered in titne than are the evening hours.
Eighty-slx percent of the 49 morning peak houra
begån at either 8:00 or 8:15 a.m. Eight percent
started at 7:45 a.n.¡ { percent at 8:30 a.n., and 2
percent at 8:45 a.¡n.

The evening peak-hour tlietribution is ¡nore spread
out--63 percent occurred at either 4t45 or 5:00
p.m. One began as early aE 3!45 p.n. and two as
late as 5:30 p.m.

Counts from 7:30 to 10:00 a.m. would have cap-
tured all norning peak hours wlth 15-¡nln margins on
each end. To capture â11 of the evening peak hours
would require a counting period of 3:30 to 6!45 p.n.

A cyclist night stop or visit on the way hone
from work, Ieave early for an appointment, or 6tay
late to fÍnish a task. In the morning¡ such diver-
slons are probably less likely. Evening peak-period
traffic would also be nore likely than rnorning
traffic to include cyclists on shopping or recrea-
tional trips. These considerations rnight explain
nhy the norning peak hours occur wlthin a narro$rer
tine band than do the evening peak hours.
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1'IiEI,VE-HOUR COIJNÎS

Tlro intersections, Coolidge Corner and Charles
Circler were monitored for l2-h periodsr fro¡n 7:00
a.m. to 7:00 P.m. Coolidge Corner' Brookline' ls a
co¡nnerclal area at the intersection of Beacon and

Figure 6. Effest of rain,
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Figure 7, Occunence of peak-hour bicrycle yolumes.
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Harvard streets (see Figure I). Beacon Street is a
popular commuting route to Eoston fron polnts west.
Boston Universíty is a mile northeâst of Coolidge
Corner.

Counts at Charles Circle, Boston, include traffic
both from the IþngfelLow Bridge, used by coÍunuters
frorn Cambridge antl other conmunities west and north
of Boston, and from the bicycle path along the
Charles River. Traffic generators close to Charles
Circle include the llassachusetts General. Hospital
and Government Center (see Figure 1).

TÞrelve-hour counts were done at Coolidge Corner
on l.tarch 5, 1974, May 8, 1974, and Mây 13, lgBJ_, and
at Charles Circle on Måy 5, !976, and May 13, I9BI.

Às shown in Figures I and 9, the five l2-h counts
follor{ si¡nilar patterns. There is a definite morn-

Figure 8. Twelve-hour volumes, Coolidç
Corne¡.

Figure 9. Twelve-hour volumes, Charles
Circle.
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ing peak, which begins around 8:00 a.m. The volunes
then drop by l0:00 a.m. and stay relatÍveLy low
until noon or early afternoon. A gradual increase
in volume usually begins around 1:00 p.m. and con-
tlnues until the evening peak hour¡ which is from
about 5:00 to 6:00 p.m.

Table I presents information on the 12-h counts,
including data on the peak hours. The ratio of the
morning peak-hour volume to the totat l2-h volu¡ne
varied fron 0.1.I to 0.14 and averaged 0.12. .The
same ratio for the evening peâk hour varied from
0.13 to 0.18 and averaged 0.15. On the average, the
evenÍng peak-hour volumes were 20 percent higher
than the morning peak-hour volunes.

Traffic during the rnorning and evening peak
periods probably is predominantly corrunuters and
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TaHe 1, B¡cTde traffic counts, T:ü) a.m.-7:(X) p.m.
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Coolidge Comer Charles Circle

Item
Tuesday, Wednesday,
March 5, 1974 May 8,19"14

Wednesday, Wednesday, Wednesday,
May 13, l98l May 5, 1976 May 13, 1981 Avg

Weather conditions at 7 a.m.
Temperature ('F)
\{ind velocity (mph)
skv

Volumes
1 2-h total
Morning peak hour

Volume
Time
Ratio to I 2-h total (%)

Evening peak hour
Volume
Time
Ratio to I 2-h total (%)

Ratio of evening to
moming peak-hour
volume

56
25
Overcâst

479

62
8:0G9:00 a.m.
t3

86
5:00-6:00 p.m
l8
1.39

46
l6
Sunny

959

106
8:00-9:00 a.m.
11

\27
5:00-6:00 p.m.
l3
t.20

50
14
Partly sunny

l3t'l

184
8:15-9:15 a.m.
14

215
5:00-6:00 p.m.
l6
Ll7

5l
l5
Sunny

685

78
8:00-9:00 a.m.
ll
96
5:00-6:00 p.m.
14
1.23

50
l4
Partly sunny

1110

t4l
8:15-9: l5 a.m.
l3 12

t44
4:45-5:45 p.m.
13 15

l.o2 1.20

stualents. The direction of traffic flows during
those periods suggests this. The nidday trip ¡Bight
be utilitarian trips (shoppingr going to lunch or
meetín9s, making deliveries) or school trlps (stu-
dents attending late classes).

That the evening peak-períod volumes are higher
than those in the norning could be explained by the
convergence of a greater variety of trip purPoses
later in the day. That is, commuters and full-tirfle
students are more or less alone in the morning but,
in the late afternoon, they are joined by recrea-
tional cyclists and cyclists 9oin9 shopping or to
restaurants, night school, or meetings. In addi-
tion' some full-time students leave for school after
the morning peak period but return hone during the
evening peak Period.

NIGHT VOLUI'iES

No bicycle counts have been done in the Boston area
between 7:00 p.m. and 7s00 a.m. we hoped that es-
Èinates of night volunes could be derived from the
frequency of reported blcycle accidents by tine of
day. Therefore, the correlation of acci¿lent fre-
quency an¿l volurnes i{as tested by using daytime
bicycle volu¡nes.

Bicycle accidents, as shown in Figure 10r do not
correlate closely with bicycle voLunes during the
evening peak period, as shown ín Figures I and 9.
ÀIthough the 12-h bicycle counts indicate that
evening peak-hour volurnes are approxÍmately 20
percent higher than morníng peak-hour volumes, the
accident reports suggest an evening accident rate
300 percent higher. There are several possible
explanations for this. First, 35 percent of thê
accidents sholrn in Figure 10 involved bicyclists 14
years of age or younger. They presumably do nuch of
their cycling after school and, thereforer are
probably nore likely to be involvecl in accidents
duríng the afternoon and evening. At the same time,
they presumably ride less often than does the aver-
age cyclist on ¡najor arterial streets, $rhere the
12-h counts r.¡ere done ârldr thereforer were not
reflected in the volune figures being compared with
the accident figures. Another explanation of the
higher accident rate in the afternoon and early
evening is the higher autonobile volurnes, also shov¡n
in Figure 10. In addition, darkness sets in before
7:00 p.m. during nost of the year in Boston.

Bicycle voLumes fron 7:00 p.n. to 7:00 â.rn. are
probably lower than the number of reportêd bicycle
accidents might suggest. Darkness lrould be one

reason, especiaLly because many cycLists are not
well illuninated. Þlore accidents that involve drunk
drivers occur in the evening and early morning
hours. Finally, because fewer cyclists are out at
night, rnotorists nay be less likely to expect then.

ÀVER,AGE DATLY TRÀFFIC

Peak-period bicycle counts done in 1975 and 1976
erere used to develop average daíly traffic (ADT)

volumes for 1976. The counts were done on arterials
hrhere najor bicycle traffic flows were judged to
occur. The counts were spread out geographically so
that volu¡nes throughout the inner metropolitan area
could be compared (see Figure I). The peak-perio¿l
counts rrere expanded by using accident records by
hour of the day, day of the week, and month of the
year.

Just as bicycle accident frequency and bicycle
volumes did not correlate closely by tine of day'
they may not correlate by day of the week and month
of the year eitber. However, accident data can be
used to develop an apProximate estirnate of ADT. The
errors inherent in this nethod are applied to all
locations, so comparisons between locations should
be valid.

It is lmpossible to deter¡nlne fro¡n the dâta
available how rnuch error results from assu¡ning a
correlation betyreen accident frequency and volu¡nes
by day of the week and ¡nonth of the year. Às shown
in Figure 1I' the weekday acci¿lent rates do not vary
a great deal; ùtonday and Friday have the tno highest
ratea. The Saturday rate ís slightly lower than the
weekday average but Èwice that of Sunday.

The proportion of inexperienced cyclists nay be
Iârger on weekends, and they may suffer higher
accident rates. This may distort the correlation
between accident frequency and volunes. Àny such
distortion tnay not be reflected in the data¡ how-
ever. These cyclists rnay stay arrtay from motor
vehicles' anil accidents that do not involve ¡notor
vehicles are less likely to be reported.

AIso shown in Figure 11 are accidents by nonth of
the year. The general outline of the graph seems
vâIidt it suggests that volumes increase from l¡larch
through the surnúner and then decrease through Feb-
ruary. The hazards associâted with winter cyclíng
suggest that the number of accidents mlght be higher
in proportion to volumes then. On the other hand,
only experienced cyclistsr those presumably fess
Iikely to have accidents' are likely to be out in
the off-season.
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The 1976 ADTS estÍnated for Eelected routes in
the inner rnetropolitan area are shown Ín Figure 12.
the largest volurnes occur near najor schools: I2O0
near Boston University, lI50 near UaEsachusetts
InstituÈe of Technology (see Figure I for assistance
in identifying locales). There are also large
volunes near Harvard Square, Canbridge, a com¡nercial
and office area adjacent to Hârvard UnÍversity.
Several arterials that lead to the downtown Boston
area have ADTS of around 400.

Remember that only selected arterials trere
counted, so not all bicycle volumes are sho¡,n. Also
remenber t.hat t.hese are average daily volumes. The
volumes are therefore ¡¡uch higher than those in
January and much lower than those in June.

USE OF A BICYCLE PÀTH

Counts ¡vere done on Thursday, Irlay 2!, 199I, to
ascertain the relatlve use of three arterials and a

Figure 10, Automobile volumec
and biryde ðcc¡dentr yer¡us timo of
day.

Figure 11. Beported bicycle
accidents in metopol¡tan Bcton.
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nearby bicycle path. The path is in Boston, on the
south side of the Charles River. The arteríals are
further south and pårallel to the path. The
eveníng-peak-perlod counta r¡ere done at Èhe inter-
sections of the path and the arterlalE nith !{asEâ-
chusetts Ave¡uer which pasaes over the path but lE
ât grade with the streets.

The l2-ft-wide path is toÈally separated from
motor vehicle traffic for about I ¡nile east and 2milee weet of !{àssâchusetts Àvenue. On éach ar-terlalr there are seven lntersections betrreen !lås-
sachusetts Àvenue and a point I ¡nl1e east. The grld
Etreet system doea not continue west of ttassachu-
setts Avenue, so the three arterlals have different
nurnbers of intersections in that dlrectlon. AI1 of
the arterials have parklng.

Figure 13 shows nestbound, evenlng-peak-perlod
counts for the path and arterials. Only westbound
volunes are shoren because the predominant evening
Iîove¡nent is westbound and because tr¡o of the årte-
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Figure 13. Relative use of path and arter¡als.
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rlals, Newbury and Beacon, are one-way westbound.
corìnonÌrealth Avenue is two-way.

Of all the westbound bicycle traffic approaching
Massachusetts Avenue, 47 percent $tas on the path and
53 percent on the three arterials co¡nbinedl. The
rlght-hand colunn in Figure 13 indlcates the per-
centage of the westbound cyclistE who proceeded
straight at l{assachusettg Àvenue. of all westbound
cyclisÈs who dld not turn at llassachusetts Àvenue,
57 percent used the bicycle Path and 43 percent used
one of the three arterlaLs. Cyclists on the path
who wish to reach Þlassachusetts Àvenue must carry
their bicycles up a long flight of stairs. Thls
helps to explain why, of all the westbound cyclistg
nho turn at lilassachusettE Avenuer only 25 percent
used the path.

10I

Figure 12. Average daily bicycle
rraffic, 1976,
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cyclists must use ranps or staírs to get to the
bicycle path, which is separated from the city by
the Ii¡nited-access' high-speed StorroYt Drive. That
virtualty half of the cycLists counted did this
suggests a preference to share the path with roller
skaters anil joggers than to share the arterials with
parked ancl noving motor vehicLes. If access to the
path were ¡nore convenientr particularly ãt lrlassa-
chusetta Avenue, its use would probably be narkedLy
higher.

It shouldl not be forgottenr however, that
sllghtly nore than half of the cyclists did not use
the path. A survey would be necessary to find out
r¡hy. Two reaaons are probable: The arterials are
rnore direct anil the path is not designed for high
speeds.

Blcycle volumes on the path on a holiday' pre-
sumably co¡nposed mainly of recreatlonal cyclists,
erere even higher. A count was done on l¡lemorial Dây
(Monday, May 25, I98I) ' four days after thê count
cited above. At the intersectlon of the bicycle
path and Massachusetts Avenue, 675 cyclists were
counted between 2:30 and 3!30 p.¡n. Thís volume is
60 percent higher thân the evening peak-hour volume
neasured on the hrorkday four days earlier.

FUTURE DIRECTIONS

Thís paper has presented informatíon on bicycle
traffic volunes in Boston. ¡4ore infor¡natlon is
needed¡ both to corroborate these findings and to
ascertain how universal they are. The degree of use
of å path or roadway, for exanple, is influenced by

Traffic Proceeding
Strâight Through

I ntersection

2H;ñ'ffiru

ø
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design standards and accessibility: Hov, nuch do
volumes actually vary with variations in these
characteristics? How much do they vary rcith
climate? Are the effects of weather sinilar ln
different regions? Are cyclists in Seattle as
discourageil by tight rain as those in Boston? Is
the rate of increase of cotn¡nuter cycling in Boston
appl.icable nationally or dependent on auch local
factors as present cycling volumes, transit fares,
and highway congestion?

À particular and important question is, What are
the relationships betvreen bicycle volunes and
accident frequency by time of day, day of the hreek,
and ¡nonth of the year? Information on this would
both inprove our understanding of the causeg of
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accidents and expand the usefulness of the data on
bicycle-traffic volu¡nes that have been and wlll be
collected.
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Acceptance of Policies to Encourage Cycling
WERNER BRöG

Research in the Federal Republic of Germany has rarely dealt with nonmotor_
ized traffic. This applies to the collect¡on of reliable behavio¡al data as well as
to the applicat¡on of these data in suitable planning models to forecast poss¡bls
behavioral changes. Too little is known about the population,s accep_
tance of such planning pol¡c¡es. Due to th¡s lack of information. we can only
guess about the effect of specif¡c polic¡es. But more important, since so little
informat¡on is available, ¡t is ¡mposs¡ble to gear such polic¡ss to the needs,
wishes, and ¡nterosts of the persons affected by the policies, Thus, in order to
encourâge bicycle use ¡n communit¡ês that have a medium or small population,
mâny ¡ntegrated measures must be used, and there are major differences of
opinion concerning the concrete individual parts of such a bundle of measures
and the effest of eadr specific measurs, Frequently, attempts to solve this
problem apply those instruments used by public opinion researchers. This
paper wishes to demonstrate that this demoscopic approach is not su¡table to
deal with the topic d¡scussed here. The paper presents an alternative approadr
to solve the problem-an approach that has the advantage of combinini model
des¡gn w¡th est¡mates regard¡ng the acceptance of d¡fferent measures and deafs
w¡th both in one concept-the situat¡onal approach. lt can bé shown that a
whole 3eries of measures must be ¡ntegrated in planning if we wísh that poli-
cies that encourage cycling be accepted so that moÌe persons change to bi-
cycles. Construction or extension of the bicycle infrastructure is of secondary
importance, although ¡mportant to stabilize those persons who have changed
to the use of bicycles.

The bicycle is the heatthiest and nost ecologically
oriented mode of transportat,ion. However, although
a number of cities in the Federal Republic of Ger-
nany have taken steps to encourage bicycle travel,
the sítuation for cyclists is generally not partic-
ularly favorable. Therefore, the Federal Environ-
mental Office decided to sponsor a rnodel project
called À Tohrn for cyclÍsts (À) for tonns that have a
population of 30 000-100 000.

The model project wlll be concerned with the
construction of a cycling infrastructure for all_
travel with person-powered vehicles (2). AI1 cities
included in the project wiII be lnvotved in an
intensive exchange of infornaeion. planning semi-
nars will be hetd to pass on knotúledge and to share
experiences wlth other particÍpants. When theproject is completedr the results will be evaluated
and guidellnes for planning will be made available
to other cities (3).

Information concerning the quantity and quality
of nonmotorized travel and rneasures to encourage
such travel can be greatly irnproved by this mo¿telproject; however, present knowledge concerning the
acceptance of such meaEures by the popuLace is still

limited. A nore-precise analysis of a study
potential that has just been co¡npleted (4) can be
help here.

CONCEPT OF THE STUDY ON POTENTIAL

The study on potential was done in co¡nmunities that
had a population of g0 OOO or less. Data were
colLected for three areas in the Federal Repubtic of
Germany--one had â good, one a nedium, and one apoor cycling infrastructure (5). The survey i{asdone in two steps. In the flrst step, present
travel behavior vras deternined on a specífic san_pling day in the spring of 1980 for the population
surveyed. of all trips made on this duyr 16.4
percent were by bicycle. The percentage of individ_
ualized modes of transportatíon, which $ras 55 per_
cent in the survey on potential, was extraordinarity
high. As a result, the percentage of persons who
use public transit was only 6 percent. This was dueto the size of the communities selected to be in_
cluded in the survey. Àlso noÈe that, in selectingpersons for inclusion in the survey, rniddle-ageá
persons were given preference and im¡nobile persons
were partly excluded. This survey was a pilot study
and deaLt prirnariJ.y with persons who mÍght us;
bicycles rather than with persons (e.g., elderly or
immobile persons) who are unlÍkely to use bícycles.
The second part of the survey dealt with the 8Apercent of the trips that had not been made by
bicycle on the day of sampling. The reasons why
bicycles were not used were studied in intensive
interviews in which all of the household members
were present. fnteractive measurement methods were
used (g) .

Às a first step in the analysisn all those trips
made r¡ith other rnodes were excluded if the one-way
distance to the destination nas more than 15 krn.
For these trips (a total of 24 percent), cycling
would be a feasible alternative only in borderline
cases. Given the conditions on the day of sampling,
only 3 percent of the trips made could have been
made by bicycle. Two-thirds of the trips made on
the sanpling day were restricted to the mode ac-
tuâ1ly used on that dayt due to constraints, it
erould have been impossible to use a bicycle (7).

The size of this group that has the option of
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