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THE ECONOMIC SIGNIFICANCE OF CYCLING
Costs & benefits calculations: Bicycle policy is worthwhile globally
Key Facts

Several analyses into costs and benefits show that using a bicycle as an urban
means of transport is higher than the corresponding cost of cycling policy
projects. A cycle track and cycle park place programme for the Dutch city of
Amsterdam shows a cost-benefit value of 1:1.5 a programme for Morogoro
(Tanzania) 1:5, the cycle track masterplan of Bogotà 1:7, and an important
road rebuilding project in the Indian city of Delhi even at 1:20.
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According to an investigation in the Netherlands financed by the city of Am
sterdam cycle traffic compared with other forms of transport produced 8
definite advantages: (1) fewer investment and running costs, (2) better acces
sibility and with it shorter journey times, unnecessary tail-backs and less road
space needed, (3) better quality of life and a boost to the urban economy, (4)
improved environment by less air pollution and noise, (5) more exercise and
therefore fewer heart and vascular diseases, diabetes and high blood pressure
and in future less time off work and fewer doctor’s fees. (6) fewer injuries
from accidents, (7) more job prospects because in poorer countries for exam
ple, using a bicycle makes new jobs more available for the rural population,
(8) and using a bicycle leads to reduced travel costs and improves individual
mobility everywhere.
Within the transport system world-wide bicycles are distributed quite differ
ently. Whereas only every 66th inhabitant in Indonesia has a bicycle, statisti
cally speaking, the inhabitants of the Netherlands, Denmark and Germany are
almost fully supplied with bicycles (Table 1). Whilst bicycles in India or the
Philippines cost on average a quarter of one’s annual income, the Japanese
can buy 168 bicycles with their annual income (Table 2).
The economic advantages of cycling were calculated and carried out in case
studies in four quite different cities. Amsterdam in the Netherlands was ex
amined as representing a wealthy city, Bogotà in Columbia as a city with a
medium income level and the two poor cities, Delhi in India and Morogoro in
Tanzania (cf. Table 3).The building of further cycle parks and the completion

of the cycle track network was planned for the Amsterdam region whose 1.5
million inhabitants already cycle to 27% of all their destinations. The setting
up of 250,000 additional cycle parks costing f 375 million (170 million Eu
ros) will reduce the cyclist’s average time looking for a park by 4 minutes.
Cycle traffic thereby increases by 10%. Completion of the network of cycle
tracks on main roads as well as the redevelopment of cross roads and junc
tions for a total of 68 million Euros will speed up cycle traffic by 3 km/h and
will lead to a 3% growth in cycle traffic. The increases occur at any time, for
example up to a half from cars and public transport. The annual use of both
these forms of transport amounts to 17 million Euros because the resultant
costs of motor-traffic are decreased: by 3 million Euros for health costs, 0.6
million Euros for air pollution, 0.8 million Euros for noise, 2.6 million Euros
for safety, 3.4 million Euros for protection form theft ands 7 million Euros
for travelling time (at 4 Euros per hour): costs & use ratio - over a 20 year
period - amounts to 1:1.5.
The main problem with Bogotà, Capital of Columbia with 6 million inhabi
tants are tail-backs. Up to now Bogotà has a proportion of cycle traffic of
only 0.6%, bus-traffic is 56% (22% on foot, 15% by car). Bogotà is flat, the
distances are short and permanent bicycle use is high. The planned construc
tion between 1999-2009 of a 300 km long cycle track network will cost $ 178
million (167 million Euros) which will bring about 843,000 additional daily
journeys by bicycle. Because of the improved road safety aspect its use is
expected to increase 7-fold.
In Morogoro, Tanzania with a population of 200,000 the only available 20
km of tarmac roads are very unsafe because people drive on them at high
speeds. 65% of all journeys are done on foot, 20% on bicycles, 11% in mini
buses and 4% jointly on mopeds and in cars. When the planned extra 15 km
of roads are asphalted and the cycle traffic in the traffic planning “is forgot
ten” then cycle use in the next few years might be halved because of the in
creasing danger. A $1,260 million (1180 million Euros) programme to pro
vide 35 km of roads with cycle tracks and other necessities could help raise
the proportion of cycle traffic from 20 % to 25 %, because of the reduced
costs of cycle traffic with 5-fold greater use.
In the Indian capital Delhi, with a population of 13 million including numer
ous destitute immigrants, there are 320 bicycles per 1,000 households and
about 25 % is cycle and rickshaw traffic on all journeys (without footpaths).
An examination was made to equip the Vikas Mark main road (which is 9 km
long and 45 m wide and which up to now is used in a disorderly fashion by
all road users) with cycle-tracks and a bus lane costing 236 million rupees
(6.5 million Euros). Because of the orderly and safe handling of traffic the
costs and benefits alone amount to 1:20. 60% of the calculated use is ear-

Bicycle Research Report No. 120, September 2000

-2-

marked for time saving, 31% for energy saving, 7% for a drop in exhaust
emissions and 2% for road safety.
Publication

“The Economic Significance of Cycling” (in English), Appendix “The results
of four cost-benefit calculations: Amsterdam, Bogotà, Delhi, Morogoro”
compiled by Jeroen Buis and RoelofWittink, The Hague 2000.

Contact address

I-CE Interface for Cycling Expertise, Predikherenstraat 17, NL-3512 TL
Utrecht, Tel.:+31 30 2304521, Fax. +31.30.23123284, e-mail:
i-ce@cycling.nl, http://www.cycling.nl
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