
The Cycling Action Plan for Scotland – Pedal on Parliament’s response 

Summary 
The Cycling Action Plan for Scotland (CAPS)1 sets out a framework for delivering a ten-fold increase 

in cycling over the years to 2020.2  It sets out a number of actions and intended outcomes, although 

nowhere does it provide targets for increased cycling levels as a result of those actions. Although 

some elements are sound, such as increasing 20mph zones, it does not add up to a plan for 

delivering year on year increases in cycling. It contains very few funding commitments and no 

provisions to create the sort of dense, safe cycling network focused around journeys of 3-5km that 

has been shown to be successful in encouraging mass cycling elsewhere. Instead it concentrates on 

training and encouragement and measures which amount to tinkering around the edges of the 

problem. The government’s own research shows that the bulk of Scots are put off cycling by fear of 

mixing with fast and heavy traffic. CAPS does very little to tackle this huge barrier to cycling in the 

country. 

Taking it point by point: (note that headings and section numbers here refer to those within the 

CAPS) 

Part A – Skills development 
4.1 Cycle training for school children. This is currently delivered by volunteers, trained by Cycling 

Scotland, and this won’t change although the government will coordinate training more and provide 

more support for the volunteers and to local authorities to help them offer the training. Outcome 

should be ‘increase in on-road cycle training’ although no target is given for what percentage of 

school children should be trained. 

PoP response: Training should not be dependent on the availability of volunteers, and nor should it 

be confined to school children. Our manifesto calls for all Scottish residents to have access to 

affordable cycle training, and for some form of cycle training to be a compulsory part of the 

qualification for HGV, bus and other professional drivers. 

4.2 Teachers and health professionals to have access to accredited modules on how to integrate 

cycling into their work. 

PoP response: while laudable, we see this as having only a marginal impact on cycling rates. We 

would prefer there to be subsidised adult bikeability training made available (as is provided by many 

local authorities in London) for returning or novice cyclists.  

4.3 Cycling in the community – funds available for local groups and clubs to run promotional events 

such as bike loans, training and route planning as well as support for local mapping through 

cyclestreets. 

Pop response: again, many laudable schemes have been funded through this scheme but it is a 

shoestring approach, delivered by voluntary groups on a tiny scale. Looking at the projects which 

have been funded in the past, they tend to reach around 20-30 individuals within their communities, 

which won’t bring about the step change required.3 We don’t believe there’s a sufficiently large 

untapped population of people who would cycle regularly but don’t simply due to lack of access to a 



bike or because they just need a bit of encouragement. As the government’s own research shows, it 

is having to deal with fast and heavy traffic that puts the bulk of people off cycling.4 

4.4 Encouraging secondary school pupils to take part in leisure cycling, mountain biking and cycling 

to school through cycling officers in schools, after-school clubs and promotional ‘bike to school’ 

events to counter the drop off in cycling rates between primary and secondary school pupils. 

Pop response: having a cycling officer in every school might counter some of the problems around 

lack of secure cycle parking and they could liaise with councils to provide safe routes to schools. 

However, we believe most of the drop off in cycling rates is due to pupils having to travel further to 

secondary school, making it more likely they encounter a barrier in the form of a major road or 

dangerous junction. Until these problems are sorted out, few parents will countenance their children 

tackling the trip to school on their own. We’d prefer to see a network approach with each school 

identifying the primary bike routes in from their catchment area and working with their local 

authority to systematically remove the barriers that make cycling difficult for teenagers. Only then 

will ‘cycle to school’ days or weeks serve to encourage the majority of pupils to take up cycling 

regularly.  

4.5 Cycle friendly employer award offers interest-free loans to companies to provide such facilities 

as showers, secure parking and lockers. They also have access to free travel plan advice through the 

Energy Saving Trust and this could also cover adult cycle training. 

PoP response: again, useful, but a very small contribution. The target is for only eight or more 

employers to benefit, which will hardly bring about mass cycling. Similarly, lack of showers or 

changing facilities are not the primary barrier to cycling for most people. We do welcome the 

provision of adult cycle training. 

Section B -  The Network 
5.1 the National Cycle Network in Scotland consists of just under 2000 miles of primarily long-

distance cycle routes, typically on traffic-free paths and segregated routes through towns. The NCN 

should be usable by a competent unaccompanied 12-year old or an adult novice and should be 

integrated wherever possible with trunk road improvements and local authorities core paths. The 

CAPS calls for the completion of the missing links in the Scottish NCN 

PoP response: we welcome the work of completing the NCN although we question how much of the 

on-road network is truly usable by an unaccompanied 12-year old. We agree that some of these 

long-distance routes also contribute to providing bike routes for the local community. We would like 

to see the emphasis from now on to be towards the completion of a dense network of routes in a 

5km radius around populated areas, as was proven to be successful in the implementation of the 

Dutch Bicycling Master plan.5 Recent research in America has shown very strong correlation 

between the number of bike paths (whether bike lanes or bike tracks) in cities and the cycling rates 

within those cities.6 This reinforces the Dutch evidence that it is infrastructure which is key to 

bringing about mass cycling. However we would emphasise that in urban areas at the moment, 

much of the segregated network is on narrow and congested shared-use paths which will not scale 

to the levels of cycling needed if 10% of journeys are by bike and the design and implementation of 

these paths will be crucial.  



5.2 Planning and guidelines. The existing Cycling by Design7 publication must be followed for trunk 

road projects, whereas Designing Streets8 sets out ‘aspirations’ for the design of residential areas. 

The Smarter Choices, Smarter Places9 scheme provided £10m spread across cycling, walking, public 

transport and car share schemes in 7 demonstration areas and also gathered local data on attitudes 

to cycling and barriers to greater use of bikes.  

PoP response: while slightly better than the English guidelines, from the point of view of cyclists, the 

current design documents fall somewhat short of the quality seen in the Dutch CROW manual10 or 

Denmark’s collection of cycling concepts.11 We would recommend that the Dutch or Danish Cycling 

Embassies12 be approached to help upgrade these design guidelines to truly international best 

practice, while adapting them to the UK road laws and norms. Once upgraded, we  have called for 

them to be made binding on roads authorities. Regarding Smarter Choices, Smarter Places, we feel 

that that level of investment should be the norm for all towns and cities, not just for a few flagship 

communities for a few years. 

5.3 Integration with public transport is to be encouraged by working in partnership with Network 

Rail and the train franchise operators, and ScotRail has upgraded cycle parking and produced 

guidelines for people wishing to take their bikes on trains, with integrated cycle hire schemes being 

considered. Carriage of bikes on buses is up to individual operators; at the moment only two regular 

bus routes were listed as taking bikes (and one of those only infrequently). 

Pop response. Again, while we welcome the carriage of bikes on most ScotRail services, the planning 

for the first Pedal on Parliament ride demonstrated how limited the facilities were and how easily 

overwhelmed once a large number of people want to take their bikes on board, which would be the 

norm if cycling rates are to increase.13 In rural areas, integration with buses is vital for increased 

cycling rates, allowing people with long commutes to make multi-modal journeys easily. We believe 

local authorities should be given more power to create properly integrated transport plans, including 

many more bike-friendly buses. A nationwide bike rental scheme based at train stations (such as the 

Dutch OV-fiets14 scheme or the Brompton bike dock15 schemes)  would also help integrated 

transport without requiring new rolling stock to make room for more bikes. 

5.4 Improving safety. The targets are for a 40% decrease in road deaths and 55% decrease in serious 

injuries by 2020. 20mph zones are to be rolled out further in residential areas. 

PoP response: we welcome the increased application of 20mph zones, and not just in residential 

areas – we feel these should be the norm in built-up areas, which would make enforcement easier, 

especially if backed up by well-designed streets. We would also like to see lowered speed limits on 

some rural roads, where a much higher proportion of cyclist casualties result in serious injury or 

death compared to in urban areas. We feel the Scottish government should adopt a zero tolerance 

approach to road deaths, as Sweden has.16 We particularly feel that the problem of HGVs should be 

tackled as a matter of urgency, whether through better road and junction design, banning HGVs 

from some roads or at some times, better visibility, or better training of drivers. There is no mention 

of this in the CAPS. 

5.5 a ‘hierarchy of care’ for road users – investigating the possibility of ‘strict liability’ in some form 

for all road users, with the heavier or faster vehicle assumed to be at fault in civil proceedings after a 

collision. 



PoP response: we welcome this. 

5.6 Making traffic orders, including banning pavement parking and making it easier to create cycle 

contraflows and shared use paths.  

PoP response: we welcome this, particularly for contraflow bike lanes and partial road closures 

which are an important element in creating filtered permeability for bikes and reducing rat-running. 

We would also like to see more emphasis on enforcing parking bans in cycle lanes as well as on 

pavements. On the whole, we feel shared use paths are counter-productive, bringing cyclists into 

conflict with pedestrians so we would prefer it if local authorities were encouraged to take space 

from carriageways for cycling, rather than from pedestrians. 

Section C – Delivery 
6.1 Investment in cycling stood at just over £17m from all sources in 2011, increased from £10m in 

2008 

PoP response: while we welcome the increases, these have not been sustained and they are not 

enough. We are calling for 5% of the Scottish transport budget to be invested in cycling – roughly 

£100m per year, bringing us up towards the levels spent in countries like the Netherlands. Given that 

the target is for a tenfold increase in cycling rates this seems both fair and necessary in order to 

bring about the step-change in cycling rates that is needed. 

6.2 Monitoring and evaluation will be through a cycle forum with representatives from local 

government, transport officers and key stakeholders 

PoP response: we welcome this accountability and we hope that cycling campaign representatives 

would also be included.   

6.3 Measuring cycling levels is currently done nationally through the Scottish Household Survey17 

with individual local authorities also collecting figures but through no consistent methodology. Local 

authorities are to be given guidance on how to measure cycling levels 

PoP response: we are calling for each local authority to be given locally appropriate, individual 

targets to increase cycling rates in line with the levels needed to reach the 10% figure overall. This 

would require consistent and independent cycling level monitoring – at a minimum, twice-yearly 

standardised counts. 

What is Missing 
In general, what is not in the Cycling Action Plan for Scotland is more important than what it 

contains. There are no interim targets for increasing cycling year on year until 2020, nationally or 

locally. There are no plans to create a dense, interconnected network of high-quality cycling routes 

within urban areas, as opposed to the long-distance NCN routes. There is no commitment to 

rebalancing transport priorities to ensure that cycling and other forms of active travel takes 

precedence over maintaining motorised traffic flow. There is no requirement for Local Authorities to 

commit to their own Cycling Action Plans, nor to have dedicated cycling officers. Above all there are 

no funding commitments for the future, and especially not at the levels which have been shown to 

bring about significant increases in cycling rates.  We cannot see how the measures outlined in the 



CAPS can possibly bring about a ten-fold increase in cycling in Scotland in less than eight years – or 

indeed do anything but stem the decline. 
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