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Travel in London is TfL's annual publication that summmarises trends and
developments relating to travel and transport in London. Its principal function is
to describe how travel is changing and to provide an interpretative overview of
progress towards implementing the Mayor’s Transport Strategy, to inform future
policy development. It also provides an evidence and analysis base for the general
use of stakeholders and policymakers whose responsibilities cover many different
aspects of travel and transport in London. This twelfth report covers trends up to
2018 and into 20I9.

Publication of Mayor Sadiq Khan’s transport strategy last year set out an ambitious
programme to improve transport and the wider quality of life of Londoners over
the period to 204l, based on an evidence base that reflects trends up to and
including 2016.

The strategy established the overarching aim of increasing the mode share for
walking, cycling and public transport (‘active, efficient and sustainable modes’) in
London to 80 per cent of all trips by 204l, to enable the city to grow and to
address key environmental and health challenges. This and the three related
Mayoral priorities below form an overall structure for this report:

e Healthy Streets and healthy people
e A good public transport experience
e Supporting new homes and jobs

Data for the most recent years reviewed in this report is organised around this
overarching aim and three themes, starting with the wider transport, economic
and societal backdrop. It shows good progress in several areas. It also reveals the
emergence of several challenges to achieving the Mayor’s aims, demonstrating the
importance of implementing the policies and proposals in the strategy to ensure
the overall vision of the Mayor can be achieved.

The developing context

Long-term trends

London’s economic success has played a key part in the increases we have seenin
sustainable travel. More people, jobs and investment has seen Londoners and
visitors make increasingly sustainable choices for how they get around, choosing
to walk, cycle and use public transport. This has placed significant pressure on our
public transport networks, in particular the Underground network. For example, in
2018, over 5 million passengers used the system on a single day for the first time.

Since 2000, London’s population growth has led to an increased demand for travel,
indeed in the last ten years London’s population has grown by over a million
people. Over this time, public transport use has grown, often at a more rapid rate
than the population. This reflected growth in demand and led to sustained
investment in the bus network, followed by Tube improvements, the
transformation of the London Overground and innovations such as the Oyster
card. Meanwhile, a fall in road traffic reflected increasing constraints on the roads,
the impact of the Congestion Charge, greater controls on parking and an overall
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change away from the car towards more attractive public transport, walking and
cycling.

We are now seeing some potential challenges to these trends. While London’s
employment remains buoyant, the economic structure of employment is changing
rapidly. With continued uncertainty in some parts of the economy, a prolonged
squeeze on personal disposable incomes owing to slow wage growth and
increasing housing costs and a slowing of the rate of population growth, public
transport growth has levelled off. Meanwhile, in some parts of London there have
been increases in road traffic. Furthermore, contemporary and future technology-
driven trends, including increased flexible working, have potential implications for
travel demand patterns that need to be better understood.

All these changes have impacted our progress towards our strategic ambitions.

These trends largely post-date the evidence base for the Mayor’s Transport
Strategy and some may not be sustained beyond the short term, but they have all
had an impact. They serve to intensify the need for the kind of policies outlined in
the Mayor’s Transport Strategy if transport is to continue to play a key role in
London’s future economic and social success, whatever the wider international
and domestic context.

Against this backdrop, we continue to provide high levels of service and reliability.
Large-scale investment is being made, with more planned, in London’s streets to
make them more attractive for walking and cycling, and the Elizabeth line will
soon provide a step change in public transport connectivity to, from and within
London.

London’s population

According to Office for National Statistics (ONS) estimates for 2018, London was
still growing, albeit the rate of growth has slowed over more recent years (figure |).
Population growth, which had been up to [.8 per cent per year over the previous 10
years, fell to an estimated 0.6 per cent in 2017 and was an estimated 0.9 per cent in
2018. While the rate of growth has slowed, the Capital is still the fastest growing
region in the UK.

The main driver of the growth in 2018 was an increase in international migration to
London, with 6 per cent more migrants moving to London and |7 per cent fewer
leaving London compared to 2017 (figure 2).

Migration from London to other parts of the UK also declined, by 3 per centin
2018. However, London is the only region in the UK that has a net outflow of
people to other regions of the UK, with around 100,000 more people leaving than
arriving in 2018. In the UK as a whole, net migration from the EU fell in 2018, with
migration from non-EU countries increasing. More than three times the number of
international migrants came from outside the EU than from inside the EU.
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Figure | Resident population of London, 2000-2018.
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Figure 2 Components of London’s population growth, 2012-2018.
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Although the short-term prospects for population growth in London are unclear,
most commentators still expect substantial growth in London over the medium
to long term, emphasising the need for steady and substantial investment in
infrastructure.

London’s economy

Since the financial crisis of 2008, economic growth has been slow and many
Londoners have felt an unprecedented and prolonged squeeze on their personal
disposable incomes. This has been the result of near stagnant real wages and
increased living costs, especially housing costs. GDP is growing but growth
remains sluggish. UK GDP grew at a modest pace of |.4 per cent in 20I8.

These trends have had a knock-on effect on consumer spending; particularly
spending on ‘discretionary’ activities. Discretionary spending includes travel for
shopping and leisure — factors that are thought to partly underlie the recently
observed decline in trip rates in London. On the other hand, strong growth in
employment has meant that commuting trips and levels of peak demand have
remained relatively stable, albeit that there is some evidence that the balance of
commuter demand across the days of the week may be changing.

Young Londoners and lower income groups have been disproportionately affected
by slow wage growth and high housing costs. Trip rate decline has been
particularly pronounced among those aged 17-24 (by 29 per cent between 2007/08
and 2018/19), perhaps connected to the budget pressures particularly faced by this
cohort in comparison to previous generations.

Overall travel demand and mode shares

Total travel in London

A daily average of 26.9 million trips was made in London in 2018. This was a 0. per
cent increase on 2017, which, in turn, was 0.l per cent lower than 2016. Effectively,
total travel demand has been flat for the last three years. Over a longer timescale,
overall growth in trips in London has been 2.9 per cent since 2013.

The recent slowdown in the rate of demand growth is, however, unprecedented
over the longer term, may not be sustained given improved economic conditions,
and is affecting some days of the week and types of travel more than others,
particularly demand patterns on the bus network.

Therefore while there are shifts taking place in terms of the economy, lifestyle
and working patterns that are affecting overall travel demand, these are impacting
only specific kinds of travel and on certain days. Significant capacity issues on the
networks, particularly the rail networks, around peak travel periods are currently,
and are likely to remain, a key constraining feature in London for the foreseeable
future.

Active, efficient and sustainable modes

The active, efficient and sustainable mode share for travel in 2018 was 63.0 per
cent, a 0.3 percentage point increase on 2017 and a 0.4 percentage point increase on
2016. The mode share for private transport was 37.0 per cent in 2018, 0.3 percentage
points lower than 2017, and 0.4 percentage points lower than 2016.
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Figure 3 shows demand trends on the principal travel modes over the ten year
period since 2008. Over this period, total travel demand has grown by 9.1 per cent,
and the mode share for active, efficient and sustainable modes has increased from
58.8 to 63.0 per cent. This compares to the Mayor’s aim of an 80 per cent share for
these modes by 204l. It means that, compared to a case where car travel had
increased at the same rate as for all travel, there are 2.9 million fewer car trips per
day in London since 2000 than would otherwise have been the case.

Figure 3 Daily average number of trips in Greater London, by main mode,
2008-2018.
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Although the pace of change has notably slowed in recent years, the overall
trajectory of growing travel demand and a progressive shift towards active,
sustainable and efficient modes — familiar over the last two decades —is being
maintained.

Travel demand trends on the principal public transport modes

Within this overall trend, however, and as described in detail in the main text,
there are differences between the individual travel modes, between different
parts of London, and in relation to previously established trends. So, in terms of

journey stages, in 2018:

e Underground journeys increased by 0.9 per cent in 2018 compared to 2017, thus
reversing the decline of |.| per cent observed the year before.

e This pattern of return to growth on the Underground was mirrored on National
Rail services in London (defined by the Office for Rail and Road as London and
South East), which include some TfL-operated services. Journeys on these
National Rail services increased by 2.3 per cent with respect to 2017, with
demand in 2018 similar to 2016. It is likely that factors such as a recovery from
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the prolonged National Rail strikes of 2017, and the completion of the
Thameslink upgrade, partly underlie the recent recovery in rail demand.

e Bus journeys saw a decline of |.7 per cent compared to 2017. This level of
reduction is of the same magnitude as that observed in 2015 when bus demand
first ceased to grow after several years of continued growth, and it contrasts
with the slight increase of 0. per cent observed between 2016 and 2017. This
trend should be seen in the context of, and contrasts with, growth in London
Underground journeys over the same period.

Figure 4 Travel demand trends on key public transport modes, 2008-2018.
200
e Rail = Underground DLR Tram —Bus - Population Jobs
180
160
o
=]
n
=3
o
()]
2
T 120 —
100 —_ —
80
2008 2009 2010 2011 2012 2013 2014 2015 2016 2017 2018

Source: Strategic Analysis, TfL City Planning.

In summary (figure 4), over the past 10 years the population has increased by over a
million people and:

e Underground patronage has increased by 25.6 per cent;

e National Rail patronage (London and South East and including TfL Rail and
London Overground) has increased by 41.5 per cent;

e DLR patronage has increased by 8.7 per cent;

e Bus patronage has decreased by 0.6 per cent overall, with a period of increasing
patronage followed by a period of falling patronage.

Travel demand trends on active travel modes

At the London-wide level, the number of walking trips increased, by 0.9 per cent;
this increase largely reflecting population growth in 2018.

In 2018, cycled kilometres in London saw the highest growth recorded since
monitoring began in 2015, increasing by almost 5 per cent from the previous year
and exceeding for the first time an average daily volume of 4 million cycle-km.
This growth was particularly strong in central London (over 8 per cent) and outer
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London (over 6 per cent). Cycling accounted for a trip-based mode share of 2.5 per
cent, with 745,000 cycle stages made each day. There have also been positive
responses and user feedback to new cycling infrastructure.

Motorised road traffic

Total motorised road traffic London wide remained at the same level in 2018 as in
2017, following minimal growth of 0.l per cent in 2017. However, this stability was
not uniform across London, with traffic in outer London increasing by 0.5 per cent
while traffic in inner London declined by I.I per cent and there was also a
substantial further reduction of I.6 per cent, according to DfT figures, in traffic in
central London. There was no growth in car traffic, with levels the same as in 2016
(figure 5). The number of freight vehicles (HGVs) entering central London in the
weekday morning peak fell by 3 per cent with respect to the previous year.

Figure 5 Changes in car traffic levels by London area, 2000-2018.
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One particular factor affecting traffic levels has been the growth in private hire
vehicle (PHV) traffic. Recent data suggests that this could now account for around
I5 per cent of car traffic (Il per cent of traffic overall) in Greater London, with a
particular focus on central London where these vehicles accounted, in 2018, for
over 40 per cent of car traffic at certain times. New material in this report explores
the ‘market’ for PHVs in terms of user behaviour and preferences.

It is too early to give a robust view on the impacts of the removal of the
exemption from the Congestion Charge for PHVs on traffic levels and congestion
in central London. However, initial indications are that the number of unique PHVs
circulating within the Congestion Charge zone has reduced broadly in line with the
published expectations, which were a reduction of up to 45 per cent in unique
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PHVs entering the zone, translating to an average reduction of about | per cent in
total motorised traffic.

Travel by London residents

Average trip rates by London residents in 2018/19 increased slightly, by 0.6 per cent
on the previous year, to stand at an average of 2.14 trips per person per day,
following four successive years of decline (figure 6). Falling personal trip rates (the
average number of trips made per person per day) have been a key indicator of
changing travel patterns over recent years, although it is too early to say whether
the recent increase will be sustained.

The active, efficient and sustainable mode share of London residents’ (only) travel
has also increased from the previous year, to 64.2 per cent. This varies from year
to year but in recent years has typically been around 62.5 per cent. The recent
increase was driven by a decrease in the car driver and passenger mode share and
an increase in walking.

Figure 6 Residents’ trip rate and active, efficient and sustainable mode share,
2009/10-2018/19.
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It is significant that many of the trends affecting overall travel demand in London
have parallels at the national level and appear to be longer established at that
scale. Person trip rates at the national scale have declined in recent years, with trip
rates in 2018 some [0 per cent lower than the highest recorded, in 1996-98. Road
traffic volumes nationally grew by just 0.3 per cent between 2017 and 2018. Bus
patronage nationally (outside London) has fallen, although growth on National Rail
was 6 per cent in the latest year, following a fall in demand between 2016 and 2017,
which partly reflected industrial disputes, timetable changes and large-scale
infrastructure works.
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Progress towards Mayor’s Transport Strategy aims

This backdrop, combined with the short space of time that has elapsed since
publication of the transport strategy, are key to the review and evaluation of the
data and trends in this report.

Healthy Streets and healthy people

Active travel and physical activity

In 2018/19, the percentage of Londoners who achieved two ten-minute sessions of
active travel per day was 31.3 per cent, a slight increase on the previous year. The
trend in physical activity has tended to mirror overall travel demand, which also
increased slightly in the latest year, although this followed four successive years
of decline.

New guidelines on physical activity released in September 2019 by the UK’s Chief
Medical Officers recommend that adults should be doing at least I50 minutes of
physical activity per week (equivalent to our target of 20 minutes per day in
periods of ten minutes or more). However, new evidence shows that health
benefits are gained from even very short periods of physical activity, and so the
guidance no longer states that activity needs to be done in minimum periods of
ten minutes. In response, TfL will now measure whether London residents are
accumulating a total of 20 minutes of active travel or more per day, in terms of
how trips are recorded in our LTDS survey. According to this adjusted measure, 39
per cent of London residents aged 20+ achieved the target in 2018/19, an increase on
the value of 37.8 per cent for the previous year using the same methodology. As all
walking durations now contribute to achieving the target, multi-stage public
transport trips, which frequently include opportunities for walking, will have a
major role to play in achieving this aim.

Cycling

In 2018, cycled kilometres increased by almost 5 per cent from the previous year.
Cycling journeys, at an average of 745,000 per day in 2018, were 3.3 per cent up on
the 2017 value of 721,000.

In central London, the average quarterly growth in cycled kilometres in 2018 with
respect to 2017 was 6.2 per cent, also the highest recorded since surveys began in
Q4 2013/14, but this should be seen in the context of just 0.| per cent growth the
previous year. The most recent data from January-March and April-June 2019
continue to show signs of sustained long-term growth.

As London’s cycle network continues to expand, with II.5 per cent of Londoners
currently living within 400 metres of a high-quality cycle route (up from 9.9 per
cent last year), there is emerging evidence that there is stronger growth in cycle
volume and improvement in other transport strategy outcomes in areas where
investment is made in cycling infrastructure.

On the seven new cycle routes that opened in 2018, there was overall growth in
cycling when comparing the first ‘after’ counts with their respective pre-
construction baselines. Although these counts relate to specific routes and
locations and are subject to local factors (eg the extent of abstraction from
parallel routes), they show that in general, where investment is made, there is at
least corresponding local growth in cycling, which also tends to be above the

I5 Travelin London, report 12



Overview

average level for the area in which they are located (central, inner or outer
London).

Other results from these routes show overall user satisfaction with them as well
as a positive correlation between the provision of cycling infrastructure and the
perception of safety, with emerging evidence suggesting that this correlation may
be stronger where the infrastructure is segregated. However, further findings
suggest that the demographic profile of people using these new cycle routes is
not significantly different to that of the general population of people who cycle in
London, and hence further work is necessary to make cycling more representative
and accessible to a wider demographic group.

New survey of pedestrian activity in central London

In October 2018, TfL launched a new survey measuring levels of walking, initially in
central London. The survey responds to three related requirements to:

e |Improve the availability of quantitative data about walking in general,
historically poorly served by quantitative surveys.

e Provide, over the longer term, a means of tracking walking trends on a
consistent basis for the strategic evaluation of policy outcomes.

e Provide data for diagnostic, appraisal and evaluation stages in relation to
schemes intended to improve the pedestrian experience and encourage
walking.

Four quarters of data are currently available (up to Q2 2019/20). Initial results show
how pedestrian flows vary by street type and across central London. Pedestrian
flows are higher on ‘high streets’ and ‘city streets’. Flows tend to be lower on local
streets and footpaths. Noticeable also in the trend over the year is the gradual
increase of overall flows from the start of the year to the summer period, with
flows in Q2 2019/20 (Jul-Sep) 8.9 per cent higher than in Q4 2018/19 (Jan-Mar).
However, pedestrian flows were almost as high in Q3 2018/19 (Oct-Dec),
presumably reflecting an increase in pedestrian activity for shopping and leisure
related to Christmas.

Looking at pedestrian flows by area (figure 7), flows are highest in the West End
and the City. Areas of central London that are more residential tend to have lower
pedestrian densities, such as south of the Thames and particularly North of the
City. Some noticeable trends include high pedestrian flows in the West End in Q3
2018/19, reflecting an increase in shopping and leisure activity in the pre-Christmas
period. The biggest seasonal change occurred to the south of the West End,
perhaps due to the number of parks in this area, as well as the number of warmer
weather events that take place in this part of central London.

New Healthy Streets Mystery Shopper Survey

Last October saw the launch of TfL's new Healthy Streets Mystery Shopper
Survey. Now in its second year, the survey is beginning to reveal new insights
about our streets. A key output, based on the initial survey sample of locations, is
a summary of how London’s streets perform against nine of the ten Healthy
Streets Indicators. Figure 8 provides the beginnings of a new diagnostic toolkit to
guide future policy and investment priorities. The survey also provides a rich new
source of detail for the design and appraisal of individual street improvement
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schemes, when used in conjunction with our investment programme, as well as a
basis for evaluating outcomes against policy goals.

Figure 7 Pedestrian flows by area, central London, Q3 2018/19-Q2 2019/20.
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Figure 8 Cumulative Healthy Streets Indicator scores, Q3 2018/19-Q2 2019/20.
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Vision Zero

The Mayor’s Transport Strategy sets the aim to eliminate death and serious injury
from our transport network by 2041. The Vision Zero action plan sets out a series
of targeted interventions which are designed to deliver further reductions in road
danger on London’s roads and to achieve our Vision Zero road safety targets.

Despite the number of people killed on London’s roads falling to the lowest Llevel
on record in 2018, this still means that |12 people were killed and 3,953 people were
seriously injured. During 2018, people walking, cycling and riding motorcycles made
up more than 80 per cent of all people killed on London's roads, with 91 deaths,
which is why we will continue to focus efforts on making streets safer for the
people most at risk.

The number of people killed while walking fell from 73 to 57, but still made up half
of all deaths in road traffic collisions. Despite the number of people killed while
motorcycling falling from 3l to 22, they made up 20 per cent of all deaths although
accounting for less than one per cent of journeys.

The number of people seriously injured in road traffic collisions increased in 2018
when compared to 2017, from 3,750 to 3,953. There were increases in injuries to car
occupants and people cycling. In contrast the number of people seriously injured
while walking and motorcycling fell.

Air quality

On 8 April 2019 the Mayor of London launched the world’s first Ultra Low
Emission Zone (ULEZ). Six months on, our data indicates that the scheme is having
a substantial positive effect. The key highlights are as follows:

e The average vehicle compliance rate with the ULEZ emissions standards was 77
per cent in a 24-hour period (74 per cent in Congestion Charging hours). This is
significantly higher than 39 per cent in February 2017 and él per cent in March
2019 (during Congestion Charging hours).

e Trend analysis shows that NO; (nitrogen dioxide) concentrations at roadside
locations in central London are on average 24 micrograms per cubic metre
(ug.m) lower (figure 9), equating to a reduction of 29 per cent compared to
equivalent conditions where there was no ULEZ.

e Preliminary estimates indicate that NO, emissions from road transport in the
central zone have reduced by 3| per cent (200 tonnes), compared to a scenario
where there was no ULEZ.

e This is ahead of schedule to meet the 45 per cent NO, (nitrogen oxides)
emission reduction expected from the scheme in the first year. When
compared to 2016 this equates to a 54 per cent reduction, assuming the current
compliance rate continues for the remainder of the first year of operation.

e Preliminary estimates indicate that CO, (carbon dioxide) emissions from road
transport in the central zone have reduced by 4 per cent (9,800 tonnes)
compared to a scenario where there was no ULEZ. When compared to 2016 this
equates to a 13 per cent reduction, assuming the current compliance rate
continues for the remainder of the first year of operation.

e All of the air quality monitoring stations located on ULEZ boundary roads have
measured a decrease in NO; concentrations since the introduction of the ULEZ.

e Preliminary analysis of traffic flows indicates that the introduction of the ULEZ
has contributed to an overall observed reduction in traffic flows in central
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London in August and September 2019 of between 2 and 9 per cent when
compared to 2018, although further analysis is needed to better understand
changes in traffic flows as a result of the ULEZ.

Figure 9 NO, concentrations for central and inner London, 2010-2020.
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Natural variability in air quality trends, reflecting factors such as the weather, and
other things happening at the same time, such as the removal of the Congestion
Charge exemption for PHVs, will affect the detailed interpretation of these results
and further analysis is required. Nevertheless it is clear that there has been a
substantial and positive ‘step change’ in air quality in central London in the period
since the ULEZ was introduced.

Climate change

Climate change and the impacts of it present significant challenges. The average
temperature between 2009 and 2018 has been on average 0.3 °C warmer than the
[981-2010 average and 0.9 °C warmer than the [961-1990 average. All of the top ten
warmest years in the UK have occurred since 2002. Furthermore, our winters are
becoming wetter, with more extreme weather events. Projections indicate, under a
business as usual scenario, that summer temperatures could rise by between
3.7°C and 6.8 °C by the 2070s, and that the sea level rise around the UK’s coasts
could be up to one metre.

In December 2018, the Mayor produced his ‘Climate Action Plan — Zero carbon
London: A [.5°C compatible plan’. It will see London reduce its CO2 equivalent
emissions by 60 per cent on 1990 levels by 2030 and by nearly 80 per cent by 2040.

In the London Energy Strategy, the Mayor sets the overall goal for London to
reach zero carbon by 2050, and a trajectory for London’s emissions to reach this
target through a series of five-year carbon budgets. Figure 10 illustrates the
forecast TfL-specific contribution to this aim through to 2030/3I. Greenhouse gas
emissions from TfL’s operations have decreased since 2005, as reductions in the
carbon intensity of the grid-supplied electricity has offset the expansion of TfL's
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rail services. Emissions are forecast to reduce further in the next ten years, driven
primarily by the conversion of TfL buses to zero emission.

Figure 10 Trajectory for reductions in attributable CO, emissions for transport
in London, 2005-2030/3l.
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A good public transport experience

In 2018/19, London’s public transport networks operated services equivalent to
[14 billion place-kilometres in total, down by 0.3 per cent from 2017/18, but offering
an overall capacity 31.3 per cent higher than in 2009/10.

Public transport service supply, operational performance and reliability

In 2018, most indicators of bus performance and reliability showed improvements
with respect to the previous year (eg the proportion of scheduled kilometres lost
to traffic congestion decreased, from 1.4 per cent in 2017/18 to 1.3 per cent in
2018/19). While scheduled bus kilometres fell for the second year in a row, the
proportion of these operated increased very slightly, to 98.1 per cent, making it the
highest proportion on record.

On the Underground, scheduled train kilometres in 2018/19 increased by I.7 per cent
from the previous year, reaching the highest level on record. Of those, 95.8 per
cent were operated, a slight decrease in performance with respect to the previous
year (figure Il).
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Figure Il London Underground train kilometres scheduled and operated,
2000/01-2018/19.
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On National Rail services in London, both London Overground and TfL Rail
operated highest-ever levels of service in 2018/19, with a large increase in TfL Rail
operated kilometres mostly due to the expansion of the network to include
services to Heathrow Airport. Operational quality, in terms of the Public
Performance Measure, declined by 0.5 percentage points, from 94.4 per centin
2017/18 to 93.8 per cent in 2018/19 on London Overground but increased by 4
percentage points on TfL Rail. On the wider National Rail network in London there
is a mixed picture that varies by operator, some of which show increases and
others declines in the Public Performance Measure.

Safety, Care and customer satisfaction

There were 3,968 customer injuries reported during 2018/19 on the London
Underground, an increase of 226 (6 per cent) from last year. This was equivalent to
2.87 injuries per million journeys in 2018/19 compared to 2.76 the previous year, an
increase of 4 per cent.

On the bus network, 4,889 customers were injured in 2018/I9 compared to 5,348 in
2017/18, a reduction of 459 (8.6 per cent). This equates to 2.2 injuries per million
passenger journeys, compared with 2.38 in the previous year.

‘TfL cares about its customers’ is the measure we use to understand whether we
are meeting expectations and making Every Journey Matter for our customers.
Care measures Londoners’ overall perceptions of TfL, and is the best reflection of
how we meet expectations during every interaction with us (eg all journeys,
interactions with the Contact Centre and communications such as e-mail updates),
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not just the last journey. Recent measurements show a slowly increasing trend
with, typically, around 50 per cent of people agreeing with the statement.

Physical accessibility to the transport networks

Some Londoners require more time to complete journeys by public transport if
they are able to use the step-free network only. In some cases, their journeys may
not be possible.

In 2018/19, across all possible public transport journey permutations, trips using
only the step-free network (all buses and step-free stations) took, on average, 9
minutes longer than journeys that could be made using the full network —a time
differential of 12 per cent and an incremental improvement on the 2017/I8 values of
[0 minutes and I3 per cent respectively.

TfL collects a broad range of feedback to understand the travel experience of
disabled Londoners. ‘TfL is making it easier for disabled Londoners to get around’
is a measure that reflects awareness and effectiveness of our accessibility
programmes. For all people, the level of agreement with this statement has
typically been between 50 and 60 per cent, albeit with no evidence of a sustained
long-term change. For disabled people the level of agreement has historically
been marginally lower.

New homes and jobs

The transport strategy aims to provide for a future where, in 204[, London is
expected to have 10.8 million residents, around 30 per cent higher than in 20Il, and
one million more jobs.

The Greater London Authority sets housing delivery targets for London and the
boroughs. Across London there were more than 32,000 housing completions in
2017/18. This is below the adopted London Plan target of 42,000, and is a reduction
in housing delivery from the previous year, which saw the highest number of
completions recorded.

As one of the Capital’s largest landowners, TfL can play a pivotal role in addressing
London’s housing shortage. Since 2016, our development programme has been
gathering pace and we will deliver more than 50 per cent affordable housing
across the sites already brought to market. Our long-term development pipeline
will start to deliver 10,000 homes and two million square feet of offices, shops and
workspace. In 2019, TfL also announced a partnership to progress our Build to Rent
programme which will provide more than 3,000 quality rental homes, 40 per cent
of which will be affordable.

The location and quality of transport infrastructure has been fundamental to the
development of the city. Transport can help shape the location and enable more
housing density by improving connectivity and access to jobs and services. For
example, the London Docklands has developed into an area of high-density, high-
value employment, concentrated in the Isle of Dogs, 3 kilometres east of the City
of London. This has been supported by the development of the DLR from 1987 and
Jubilee line extension in 1999. In total, rail investment is expected to have unlocked
200,000 jobs around Canary Wharf. New analysis has also found higher rates of
delivery of new homes within 800 metres of rail stations in east London.

Given the high level of housing growth required in London, public transport
investment is needed to support sustainable, high density population growth in

22  Travel in London, report I2



Overview

areas that are currently not as well connected. Recognising this, recent bids to
government have been successful in securing funding to enable housing
development in areas where the current rail infrastructure would be unable to
meet increased demand at stations and on trains. This includes the Housing
Infrastructure Fund (HIF) for DLR improvements including new trains, depot
expansion and a new station to unlock 18,000 new homes. A further HIF for the
East London line will see investment to increase train frequency, provide a new
rail station, and upgrade a rail and bus station to support 14,000 new homes.

The Mayor’s policies aim to focus housing in areas that are well connected by
public transport. People living or working in denser areas close to public transport
infrastructure make more sustainable travel choices. Higher density housing is
being delivered in the more well-connected areas of London. Many developments
in well-connected areas are required to be car-free or car-lite, in support of the
Mayor’s aims of Healthy Streets and increased active, efficient and sustainable
mode share. There is more to be done to reduce car dependence in areas that have
fewer public transport options.

Summary

The transport strategy identifies clear and challenging aims to improve transport
to enhance overall quality of life. It is therefore to be expected that the starting
points may not be ideal and that progress will be difficult, and finding the most
effective way of working towards the aims is the essential task set for TfL by the
Mayor. Figure I2 is a visualisation of the current state of play in relation to the key
outcomes sought by the strategy based on the data and trends described in this
report. The categorisation is indicative rather than definitive, and should therefore
be interpreted as a periodic ‘health check’ on the progress of our journey from a
retrospective viewpoint. Our future business planning is being adjusted to take
account of those aspects where particular attention is called for.

Figure 12 Summary of progress towards Mayor’s Transport Strategy aims.
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Looking forward

New forecasts of future travel demand

TfL has produced new forecasts for travel demand in London, which can be used
to inform investment. Our reference case sets out expected conditions for travel
in London through to 204l. It assumes a central view of London’s economy,
funded transport schemes and consideration of the most likely set of other
conditions affecting travel demand. It matches the 2018 TfL Business Plan
assumptions.

Despite the decline in car travel, the growth that London is expecting will mean
the number of cars on the road will increase without intervention. There is strong
expected growth in cycling and walking, and rail trips are forecast to increase
significantly with the completion of the Thameslink upgrade and the opening of
the Elizabeth line. Underground travel is forecast to increase, but not to the same
extent, as the planned upgrade to capacity is less than has been delivered
historically.

The forecast changes in demand by mode mean that mode shares in London are
expected to be different in 2041 than in 2016. With current funded plans, the active,
efficient and sustainable mode share is expected to increase from 63 per cent in
2016 to 64 per cent by the end of the Business Plan; to 67 per cent in 203l, and to 68
per cent by 204l. While this is positive, more needs to be done to reach the
Mayor’s aim of having 80 per cent of travel by active, efficient and sustainable
modes by 204.

We are forecasting a short-term decrease in public transport crowding in the
period 2016 to 202I, as committed schemes such as the Elizabeth line come on
stream, followed by longer-term increases in crowding as demand continues to
grow. A limited pipeline of further committed enhancements will mean that by
2031, without further funding, crowding pressure is forecast to be greater than
2016, with widespread severe crowding by 204l and beyond.

Scenario planning: a way of future-proofing our forecasts and plans

The future, however, is uncertain. One innovation developed by TfL over the past
year is our use of scenario planning techniques. Scenarios are illustrative stories
about the wider context in which TfL could operate in future, to be used to
improve our business planning. They are not formal or definitive forecasts of how
future conditions may develop.

Our ‘central case’ forecast, used for our business planning and outlined above,
sets out how we expect London’s population, economy and travel patterns to
develop. London’s population is projected to continue to grow to nearly [l million
people by 2040, with record numbers of homes built in the city. London is also
expected to remain at the heart of the UK economy, with more jobs in highly
skilled sectors. This central case does not see technology making major changes to
where and how people work and travel, with increases in density continuing to
drive sustainable travel and demand for public transport. These factors mean that
we are forecasting increased crowding and congestion.

To allow us to explore the potential ‘envelope of uncertainty’ around our core
forecasts, three alternative, hypothetical scenarios have been developed (figure 13).
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Figure 13 [Llustrative scenarios demonstrating divergent possible futures.
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e Innovating London is the story of London re-inventing itself as a young, urban
innovator, where technology changes how people live and work, but leaves
some behind.

e Rebalancing London is the story of a more equal but ageing society with lower
economic growth, that focuses on self-sufficiency and liveability as world
power moves east.

e Accelerating London is the story of an ever-growing, expanding London which
acts as the beating heart of the world financial system, but struggles to deliver
a high quality of life for all.

The scenarios do not seek to predict or quantify the wider global, economic,
societal and technological trends underlying them, but to pose constructive
challenges to future strategic and business decision making. In simple terms, if our
proposals can be shown to be robust against most possible futures, we can have
greater confidence in them. If this is not the case, then we have the opportunity to
make adjustments at this point to improve their future robustness. Whatever
future unfolds, it is certain that London will continue to need transport
investment to meet the Mayor’s aims for the city.
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2. Overall trends in travel demand and mode
shares

2.1 Introduction

This section looks at overall travel demand trends in London, in terms of the
overall number of trips made and the mode shares for the different forms of
transport.

e Chapter 2 focuses on ‘top level’ annual measures of travel and mode share, in
Greater London by all people including residents and visitors, considered in
their recent historic context and in terms of the aims set out in the Mayor’s
Transport Strategy.

e Chapter 3 reviews recent trends in the two principal drivers underlying travel
demand in London — London's population and economy.

e Chapter 4 reviews recent data from TfL's London Travel Demand Survey
(LTDS), which provides a detailed data source on the travel behaviour of
London residents, this year focusing on trends in trip rates, the factors
affecting car ownership and parking, and travel patterns at night.

The evidence from chapters 2, 3 and 4 is that there has been a recent slowing of
the hitherto well-established trend of growing overall travel demand in London,
primarily reflecting slowing population growth and economic factors.
Furthermore, while positive progress towards the Mayor’s aim of an 80 per cent
share for active, efficient and sustainable modes by 204| continues to be made,
the rate of change over more recent years has been slower than typical of the
preceding ten years. These trends are of obvious importance for understanding
progress towards the transport strategy aims and for the formulation of future
transport policy more generally.

2.2 Historic and changing trends in total travel in London

The amount of travel in London has grown substantially over the last two decades
or so, over the earlier part of the current decade at a notably faster rate than
previously expected, albeit historically matched by a consistent shift in mode
share away from the private car towards walking, cycling and public transport.

In the period 2000 to 2016, total travel demand in London grew by [8.6 per cent,
largely reflecting population growth, and at the same time there was a 10.6
percentage point shift in mode share towards active, efficient and sustainable
modes, broadly reflecting investment in these modes. These long established
demand trends formed part of the evidence base for the Mayor’s Transport
Strategy.

At the same time London’s population was forecast to continue to grow strongly
into the future, and policies contained in the transport strategy have the broad
aim of effectively accommodating and providing for London’s further expected
growth in an efficient and sustainable way and continuing and accelerating the
positive mode share trends.

Over the last three years however, confirmed by most recent data for 2018, the
rate of growth in both population and travel in London has slowed. Because of the
way that this has played out between the different modes, progress towards
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active, efficient and sustainable modes has also slowed from historic levels,
increasing the effort required to meet the Mayor’s aim of an 80 per cent share for
active, efficient and sustainable modes by 204.

On the latest available evidence however London is still growing, and longer-term
projections forecast relatively strong population and economic growth over the
medium to long term.

2.3 Total travel in London
In 2018:

e Some 26.9 million trips were made on an annual average day (7-day week) in
London in 2018, a 0.1 per cent increase on 2017, but this occurred in the context
of a 0.1 per cent fall in 2016. The total number of trips across all modes in
London has therefore been effectively static for the past three years, despite
ongoing population growth, indicating a corresponding per capita decline in
average trip rates.

e The average number of trips in 2018 was, however, 8.5 per cent higher than in
2000, an average growth rate of 0.9 per cent per year. Over this period,
London’s population grew by 23.| per cent, an average growth of [.2 per cent
per year.

e Furthermore, the recent trends in overall travel demand are affecting the
different travel modes, different types of trips and different time periods in
different ways. Evidence is pointing to greater changes in leisure and other
‘discretionary’ trips, with a continued robustness in commuting demand —
alongside current and expected future capacity constraints affecting the
Underground in particular — which will act as an impediment to London’s
growth and quality of life.

e Asin more recent years, and alongside subdued growth in overall demand,
there was relatively little change in mode share, with public transport mode
share in 2018 remaining at 36 per cent, the same as in 2013.

e On an average day (7-day week) in 2018, the share for active, efficient and
sustainable modes (walking, cycling and public transport) was 63.0 per cent, an
increase of 0.3 percentage points on 2017. The Mayor’s aim of 80 per cent of
trips in London being made by active, efficient and sustainable modes in 204/
requires, on average, a yearly 0.7 percentage point shift towards public
transport, walking and cycling. It is recognised that this is an idealised
trajectory and that progress may vary from year to year.

2.4 Trips in London

Essential background and terminology

This section updates consolidated estimates of total travel in London on an
average day. A trip is defined as a one-way movement from an origin to a
destination to achieve a specific purpose, for example, to go from home to work.
Each trip may involve travel by one or more individual modes of transport. These
component parts of trips are referred to as journey stages. Key concepts relating
to trips, journey stages and main mode of travel were explained in detail in Travel
in London report 5, including the assignment of a main mode to each trip based on
the journey stage by which the longest distance is travelled (as part of a whole
individual trip).
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The Mayor’s Transport Strategy vision of an increase in active, efficient and
sustainable mode share to 80 per cent by 204l is based on trips, which are

explored in detail in this section, with trip-based mode shares discussed in
sections 2.6 and 2.7.

Total number of trips

Over the period since 2000, total trips in London have increased by [8.5 per cent
overall, with particularly notable increases of 78.0 per cent in rail trips and 54.1 per
cent in bus trips, with cycle trips (as main mode) increasing by 144.4 per cent.

The number of trips made in London in 2018 averaged 26.9 million per day, an
increase of 0.I per cent over the previous year (table 2.1). This reflects the slowing
down of travel demand growth in London in recent years, with an increase in trips
of just 0.8 per cent since 2014 compared with an estimated population increase of
4.3 per cent over the same period.

This comparison illustrates an important trend — observed across several different
indicators and indeed in other cities elsewhere — of a slowing in the rate of
demand for travel (in terms of the ‘trip rate’ for both residents and visitors); an
important factor bearing on recent demand trends for many individual modes.

Table 2.1 Estimated daily average number of trips (millions) in Greater London
by main mode of travel, seven-day week, 2000-2018.

Under- Bus Car

ground (incl.  Taxi/ Car passen- Motor
Year Rail' /DLR tram) PHV? driver ger cycle Cycle Walk Al
(2000) (1.7) (2.0) (2.4) (0.3) (6.8) (3.6) (0.2) (0.3) (5.5) (22.7)
2009 2. 2.2 3.9 0.3 6.2 3.5 0.2 0.5 6.0 24.8
2010 2.3 2. 4.0 0.3 6.1 3.6 0.2 0.5 6.1 25.1
2011 2.4 2.2 4.1 0.3 59 3.6 0.2 0.5 6.2 25.3
2012 2.6 2.4 4.1 0.3 59 3.6 0.2 0.5 6.3 25.8
2013 2.7 2.5 4.1 0.3 5.8 3.6 0.2 0.5 6.3 26.1
2014 2.8 2.6 4.1 0.3 59 3.7 0.2 0.6 6.4 26.6
2015 3.0 2.8 3.8 0.3 59 3.6 0.2 0.6 6.5 26.8
2016 3.0 2.8 3.7 0.4 58 3.6 0.2 0.6 6.6 26.9
2017 2.9 2.8 3.8 0.4 5.8 3.7 0.2 0.6 6.6 26.8
2018 3.0 2.8 3.7 0.4 5.8 3.6 0.2 0.7 6.7 26.9

Percentage change
2000 to

o 780 439 54/ 236  -I54 12 0/ 444 23/ 185
%8?89 © 4o 307 51 297 -67 27 43 438 122 8/
%8:; to /2 0.5 0 -68  -03 10 09 40 09 0/

Source: Strategic Analysis, TfL City Planning.

Notes: Trips are complete one-way movements from one place to another. Trips may include use of several modes of
transport and hence be made up of more than one journey stage. They are classified by the mode that is typically used for
the longest distance within the trip. Round trips are counted as two trips, an outward and an inward leg.

/- Includes London Overground.

2: Private hire vehicle.
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Included in these totals are all trips with an origin, a destination, or both, in
Greater London by London residents and by non-residents, including commuters
and day visitors from outside London as well as overnight visitors and tourists.

The London resident population in 2018 was 8.9 million, estimated to be 0.9 per
cent higher than in 2017 and 23.1 per cent higher than in 2000. The larger ‘daytime
population’ of Greater London, including non-resident visitors, was estimated at
[0.I million in 2018, 0.7 per cent higher than the previous year.

Figure 2. Estimated daily average number of trips, by main mode, seven-day
week, 2000-2018.
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Source: Strategic Analysis, TfL City Planning.

Over the most recent year there was an increase in National Rail trips of 1.2 per
cent, with Underground trips increasing by 0.5 per cent. There was a decline of I.0
per cent in bus trips, which are down by 0.2 per cent from the high in 2014. Car
driver trips decreased by 0.3 per cent.

2.5 Journey stages in London

Total number of journey stages

Table 2.2 shows the trend for total travel volumes and mode shares at the journey
stage level. Notable from the table is the I8-year trend, showing a 24.| per cent
increase in total journey stages from 2000, with National Rail stages up by 85.7 per
cent over the same period. Also notable is the 66.7 per cent increase in bus stages
since 2000, despite a fall in bus patronage in more recent years.

Daily journey stages in London in 2018 were 31.4 million, slightly down from 3.5
million in 2017 and 0.7 per cent lower than the recent high reached in 2015.
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Annual average journey stages increased on rail-based modes, with increases in
2018 of 0.9 per cent on London Underground and 2.3 per cent on National Rail
compared with the previous year. Bus journey stages decreased by |.7 per cent,
and are now 8.0 per cent below the 2014 high.

Car driver stages showed no change in 2018 for the third year in a row, although car
driver trips decreased slightly. Walk stages increased in 2018 by 0.9 per cent, while
cycle stages increased by 3.3 per cent, in line with the growth observed in terms of
cycling volume (cycle-kilometres) described in more detail in Chapter 6 of this
report.

Table 2.2 Estimated daily average number of journey stages (millions) in
Greater London by mode, seven-day week, 2000-2018.
Bus Car
Under- (incl. Taxi Car passen- Motor

Year Rail!' ground DLR tram) /PHV? driver ger cycle Cycle Walk
(2000) (1.8) (2.6) (0.1) (3.7) (0.4) (7.0) (3.8) (0.2) (0.3) (5.5)
2009 2.3 2.9 0.2 6.3 0.4 6.3 3.7 0.2 0.5 6.0
2010 2.5 3.0 0.2 6.3 0.3 6.3 3.7 0.2 0.5 6.1
2011 2.7 3.2 0.2 6.4 0.4 6.1 3.8 0.2 0.6 6.2
2012 2.9 33 0.3 6.4 0.4 6.0 3.8 0.2 0.6 6.3
2013 3. 3.4 0.3 6.5 0.4 6.0 3.8 0.2 0.6 6.3
2014 3.2 3.5 0.3 6.7 0.4 6.1 3.9 0.2 0.6 6.4
2015 3.4 3.7 0.3 6.5 0.4 6.0 3.9 0.2 0.7 6.5
2016 3.4 3.7 0.3 6.2 0.4 6.0 3.8 0.2 0.7 6.6
2017 3.3 3.7 0.3 6.2 0.5 6.0 3.9 0.2 0.7 6.6
2018 3.4 3.7 0.3 6.1 0.4 6.0 3.8 0.2 0.7 6.7
Percentage change
2000

85.7 41.8 227.9 66.7 16.2 -14.8 0.4 -0.5 160.0 23/
to 2018
2009

45.7 26.9 70.8 -32 215 -5.6 1.8 -4.9 45.0 2.2
to 2018
nI 25 09 w9 47 58 00 25 09 35 09

Source: Strategic Analysis, TfL City Planning.

Notes: A journey stage is a part of a trip made by a single mode of transport. Each rail interchange between train operating
companies is a new journey stage. Bus journey stages are counted by starting a new stage each time a new bus is boarded.
Underground journey stages are counted by station entries, interchanges within stations are ignored. Walks are counted
only when they form complete trips (ie walking all the way), not when they are part of trips using other modes of transport.
/: Includes London Overground.

2: Private hire vehicles.
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Figure 2.2 Estimated daily average number of journey stages, seven-day week,

2000-2018.
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Source: Strategic Analysis, TfL City Planning.

2.6 Mode shares in London

Introduction

Mode shares reflect the choices that people make for travel in London, given the
connectivity provided by the transport networks. The Mayor’s aim for 204l is for
80 per cent of trips in London to be made by active, efficient and sustainable
modes (walking, cycling and public transport). This section looks at historic trends
in mode share and recent changes to this. Section 2.7 focuses specifically on
active, efficient and sustainable modes.

Trip-based mode shares

Public transport accounted for 35.5 per cent of trips in 2018, up from 26.8 per cent
in 2000. Over the most recent year, the private transport mode share decreased,
down by 0.3 percentage points compared with 2017. Cycle and walk mode shares
both increased in 2018, to 2.5 per cent and 25.0 per cent respectively.

Over the longer term, the decrease of I1.8 percentage points between 2000 and
2018 in the private transport mode share in terms of journey stages is equivalent
to a decrease of [I1.0 percentage points in terms of trips. Similarly, the public
transport mode share, which increased by 10.7 percentage points in terms of
journey stages, increased by 8.8 percentage points in terms of trips since 2000
(note that public transport trips typically involve more than one stage). This is
equivalent to 2.9 million fewer car trips per day in London compared to 2000, if
the mode shares had stayed the same.
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Table 2.3 Trip-based mode shares by type of transport, 2000-2018.
Year Public transport Private transport Cycle Walk

(2000) (27%) (48%) (1.2%) (24%)
2009 33% 41% [.9% 24%
2010 33% 40% 2.0% 24%
201 34% 39% [.9% 24%
2012 35% 39% [.9% 24%
2013 36% 38% [.9% 24%
2014 36% 38% 2.1% 24%
2015 36% 37% 2.2% 24%
2016 36% 37% 2.4% 25%
2017 35% 37% 2.4% 25%
2018 36% 37% 2.5% 25%

Source: Strategic Analysis, TfL City Planning.
Note: Trips are classified by the mode that is typically used for the longest distance within the trip.

Figure 2.3 Mode shares of daily trips in London, 2018.
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Source: Strategic Analysis, TfL City Planning.

Journey stage-based mode shares

In 2018, 43.3 per cent of journey stages in London were made by public transport,
compared with 33.0 per cent by private transport. This reflects the historic
position of a well-established trend of a net shift away from private motorised
transport to the public transport modes in London. Since 2000 the public
transport mode share has increased by 10.7 percentage points. In the latest year,
the public transport mode share increased by a further 0.| percentage point while
the private transport mode share decreased by 0.4 percentage points. Cycling and
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walking mode shares at the journey stage level increased slightly, with cycle mode
share up to 2.4 per cent.

Table 2.4 Journey stage-based mode shares by type of transport, 2000-2018.
Year Public transport Private transport Cycle Walk

(2000) (33%) (45%) (1.1%) (22%)
2009 41% 37% [.8% 21%
2010 41% 36% 1.9% 21%
201 42% 35% 1.9% 21%
2012 43% 35% 1.9% 21%
2013 43% 34% 1.9% 21%
2014 44% 34% 2.1% 21%
2015 44% 33% 2.1% 21%
2016 43% 33% 2.3% 21%
2017 43% 33% 2.3% 21%
2018 43% 33% 2.4% 21%

Source: Strategic Analysis, TfL City Planning.

Note: Mode shares are calculated from the consistent series for journey stages given in table 2.2. Totals may not add up to
100 per cent due to rounding. Walks are counted only when they form complete trips (ie walking all the way), not when they
are part of trips using other modes of transport.

Figure 2.4 Mode shares of daily journey stages in London, 2018.
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Source: Strategic Analysis, TfL City Planning.
Note: Walks are counted only when they form complete trips (ie walking all the way), not when they are part of trips using
other modes of transport.

Trends in journey stages by mode

Figure 2.5 shows trends in demand on selected travel modes since 2000. Public
transport use has grown strongly over this period, with demand for all the public
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transport modes growing faster than population, reflecting changing mode shares,
and accompanied by substantial investment in improved public transport. Initially,
growth was strongest on the bus network, with a 35.4 per cent increase in bus
journey stages between 200l and 2004. Following slower growth of 8.1 per cent
between 2008 and 2014, bus stages have decreased over the last four years,
although they still remain 67 per cent higher than in 2000.

Growth in National Rail use (including London Overground) was initially slower
than bus use until 2009. Since 2009, National Rail journey stages have increased by
45.7 per cent, partly helped by the opening of TfL's Overground network, with
National Rail stages now 85.7 per cent higher than in 2000. However, growth in
National Rail patronage has started to slow in the last two years, with a net
growth of just |.I per cent since 2015.

In contrast, Underground passenger growth closely followed population growth
between 2000 and 2006, although use started to grow at a faster rate in more
recent years, reflecting completion of upgrades to several lines, which added extra
capacity to the network. Again, however, the rate of growth has slowed since 2015,
with net growth of just 0.3 per cent over the last three years.

Car driver stages in 2018 were 14.8 per cent below the 2000 level. Growth has been
highest in cycle journey stages, which have grown by [60.0 per cent since 2000,
albeit starting from a relatively small base.

Figure 2.5 Growth in journey stages on selected modes, 2000-2018.
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Source: Strategic Analysis, TfL City Planning.

2.7 Active, efficient, sustainable mode shares

Active, efficient and sustainable modes are defined in the Mayor’s Transport
Strategy as walking, cycling and public transport. For this purpose, public transport
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does not include trips by licensed taxi and private hire. The active, efficient and
sustainable mode share is calculated in terms of all trips, by all people (including
residents and visitors) travelling in London, on an annual average day. To be
included, trips must have at least one ‘end’ in the Greater London area. Trips are
assigned to a ‘main mode’ according to the stage of the trip on which the longest
distance was undertaken (an established convention).

Figure 2.6 shows the historic trend, with data up to 2018. There has been a
continuous year-on-year increase in the active, efficient and sustainable mode
share since 2000, averaging 0.6 percentage points per year. In 2017, the active,
efficient and sustainable mode share increased marginally, by 0.I percentage point
to 62.7 per cent. Growth was stronger in 2018, with an increase of 0.3 percentage
points to 63.0 per cent.

Although progress over recent years has therefore been at a slower rate than
previously, positive progress towards the Mayor’s aim continues to be made.

Figure 2.6 Proportion of all trips and journey stages in London made by active,
efficient and sustainable modes, 2000-2018.
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Table 2.5 Percentage of trips and journey stages in London made by active,
efficient and sustainable modes, 2009-2018.
Year 2009 2010 2011 2012 2013 2014 2015 2016 2017
Trips 59.0%  59.6% 60.7% 61.2% 61.9% 62.2% 62.6% 62.6% 62.7%

Journey stages 633% 640% 649% 654% 66.0% 664% 668%  668%  66.6%

Source: Strategic Analysis, TfL City Planning.
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Long-term trend: journey stage-based mode share

The trend in the active, efficient and sustainable mode share of journey stages has
broadly reflected that for trips, with a continuous year-on-year increase up to
2015, followed by a decline of 0.2 percentage points in 2017. In 2018, the active,
efficient and sustainable mode share of journey stages increased by 0.4
percentage points to 67.0 per cent. The stage-based measure of active, efficient
and sustainable mode share is higher than the trip-based measure, as public
transport trips are more likely to be made up of multiple journey stages.

Components of active, efficient and sustainable modes

Figure 2.7 shows the breakdown between active, efficient and sustainable modes
at the trip level since 2000. The proportion of trips made by sustainable public
transport modes (excluding taxi/PHV) has increased over the period, from 27 per
cent in 2000 to 36 per cent in 2018. The cycle mode share has doubled over the
period, albeit from a much smaller base, from [.2 per cent in 2000 to 2.5 per centin
2018. The mode share of walking trips has remained relatively stable, this reflecting
a growth broadly in line with increasing population, although this increased to 25
per cent in 2018.

Overall, the active, efficient and sustainable mode share at the trip level has
increased from 52.0 per cent in 2000 to 63.0 per cent in 2018.

Figure 2.7 Trip-based mode shares for active, efficient and sustainable modes,
2000-2018.
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3. London’s population and economy

3.1 Introduction

Chapter 2 reviewed overall travel demand trends in London in terms of
‘outcomes’ — the number of trips made by all people in London, whether residents
or visitors, alongside overall mode shares for travel. This chapter reviews trends in
London’s population and economy — two of the principal drivers underlying travel
demand and where recent developments are thought to be particularly significant
in explaining the trends described in Chapter 2. Travel demand trends over most
of the last two decades have reflected London’s population growth and economy,
both of which have seen a slowdown in growth over recent years.

3.2 London’s population

Long-term trend in London’s resident population

Following a period of decline between 1939 and the late 1980s, London’s
population grew rapidly — by over 1.3 million people in the two decades up to 20Il.
More recently, the rate of growth in London’s population has slowed, with
particularly slow growth in 2017, and recovering slightly in 2018, increasing by 0.9
per cent on 2017 (figure 3.1). Although based on the best available data, it should be
noted that there is considerable uncertainty attached to estimates of population,
especially in the latter half of the inter-Census cycle.

Historically, London’s population has been a good predictor of travel demand, in
that the rate of growth in London’s population has broadly mirrored the rate of
growth in the number of trips made in London, implying a relatively constant ‘trip
rate’ — the average number of trips made per person per day. This has remained at
2.7 trips per person per day since 2015, down slightly on the average of 2.8 in the
previous decade. Visitors to London who are resident in other areas comprise a
second group of travellers in London, whether ‘day visitors’, such as longer-
distance commuters, or those staying in temporary accommodation (eg tourists).
Together, these residents and visitors make up London’s ‘daytime’ population, and
it is this larger ‘daytime’ population to which the relatively constant trip rate
observation applies.

43  Travel in London, report [2



3. London’s population and economy

Figure 3.1 Long-term trend in London’s resident population, 1990-2018.
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Figure 3.2 Trend in the number of trips made in London and London’s
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More recently, however, the trends in London’s estimated ‘daytime’ population
and total travel demand in London have been diverging (figure 3.2), with travel
demand tending to grow at a slightly slower rate than population. This is an
important observation, for it suggests that the nature of the relationship between
the number of people in London, and the total travel demand, could be changing,
albeit relatively slowly, over time.

Short-term trend in London’s resident population

Between 201l and 2015, London’s population is estimated to have increased by
around |.4 per cent per year, with growth in net international migration
particularly driving the increase in population between 2013 and 2015 (table 3.1).
Between mid-2015 and mid-2016, however, the increase in population is estimated
to have been slightly less, at around .2 per cent, corresponding to a decline in net
international migration. Growth in 2017 was estimated at just 0.6 per cent, so
although, on the basis of that evidence, the population was in 2017 still growing, it
was at a markedly slower rate than typical of recent years. In 2018, growth
increased to 0.9 per cent, although this was still below the recent trend.

Most notably, there is evidence of a slowdown in the growth of London’s working
age population, with evidence, reviewed below, suggesting that housing costs are
now acting as a particularly significant barrier to in-migration to London.

Table 3. Components of change in London’s resident population, 2012-2018.
Year 2012 2013 2014 2015 2016 2017 2018
Population (millions) 8.3l 8.42 8.54 8.67 8.77 8.83 8.91
Natural change (thousands) 86.5 829 82.4 78.4 8.3 785 73.1

Internal net migration

(thousands) -51.7 -55.0 -68.6 -77.5 -933 -106.6 -103.2

International net migration

(thousands) 69.2 79.7 107.4 126.4 114.2 83.5 2.8

Source: Office for National Statistics.

Estimates of population change by age in London

The rate of population change varies by age group in London. Over the past few
years, the highest rate of growth has been among those aged 45-59, with increases
typically of around 2.5 per cent per year, although this rate of growth has slowed
over the last two years. The population of 5-16-year olds and over 65s have also
seen steady growth of around 2 per cent per year in recent years, the latter
possibly reflecting birth rate fluctuations following the Second World War. The
number of residents aged 25-44 has increased by just 0.2 per cent since 2015. This
age group makes up more than a third of London’s population, and make the
highest number of trips per person on an average day.
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Figure 3.3
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Figure 3.4  Trip rates by main mode and age, London residents, LTDS 2018/19.
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The latest population estimates show that there has been no growth in recent
years among |7-24-year olds and a more recent flattening of growth among the 25-

46

Travel in London, report [2



3. London’s population and economy

44-year-old age group. This lower rate of growth means that this age group now
makes up a smaller proportion of London’s population. Given the higher
frequency of travel and use of public transport among this age group (shown in
figure 3.4) this is likely to have had a disproportionate effect on recent public
transport patronage trends and trip rates.

Components of change

Figure 3.5 shows the trend in the components affecting London’s population over
the last few years. Between 2015 and 2017, the factors driving the slower growth in
London’s population were the increases in domestic and international emigration,
coupled with a decline in international immigration, with net migration in 2017
falling below zero.

In 2018, international net migration increased by 35 per cent, with international in-
migration up by 6 per cent and out-migration falling by |7 per cent compared to
2017. The volume of international migration to London in 2018 was still higher than
every year except 2015 and 2016. Domestic out-migration decreased, with a
domestic net migration figure showing an outflow of 103,000 people over the year.

Figure 3.5 Trends in natural and migratory change in London population, 2012-
2018.
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Figure 3.6 shows that more people leave London for the rest of the UK than move
the other way, with this internal outflow increasing from 2009 onwards to around
100,000 people per year in 2017 and 2018. In contrast, international migration to
London from outside the UK is a net inflow, which in 2018 added more than
100,000 people to London’s population.
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Figure 3.6 Change in migration in London, 2002-2018.
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Source: Office for National Statistics.

Migration (UK level)

The latest Office for National Statistics (ONS) figures on migration, not included in
figure 3.6, indicate that net migration to the UK as a whole decreased slightly in
the year ending March 2019, with net migration estimated at 245,000. European
Union (EVU) net migration was at its lowest level since 2010 but continues to add to
the UK population, with around 60,000 more EU citizens coming to the UK than
leaving.

Following previous reductions in the number of EU citizens coming to the UK
looking for work, fewer EU citizens are now coming to the UK with a definite job
offer. This could be because of uncertainty surrounding the vote to leave the EU.

However, non-EU net migration has increased, and is now at similar levels to 20II,
with most of the increase reflecting migration from Asia (figure 3.7). Of relevance
is the acknowledged high degree of uncertainty with these estimates —in most
cases greater than the indicated change — which adds to the difficulty of
estimating population trends over the relatively short term in between decennial
Censuses.
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Figure 3.7 Net UK migration by citizenship (year to date shown), 2009-2019.
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Leisure visitors: domestic day visitors in London

In 2018, there were an estimated 319 million domestic day visitors to London, a
decline of 2 per cent on the previous year (table 3.2). This is the second successive
year that the number of domestic visits has declined, and is thought to reflect a
combination of factors, primarily the high costs associated with leisure visits in
the context of recent pressures on disposable incomes. Significant disruption to
the rail network is also thought to have contributed to the decline. Despite this,
London had the greatest share of day visits for tourism and leisure among the
English regions and the UK’s top ten most visited attractions in 2018 were all in
London.

Table 3.2 Leisure visitors to London (domestic), 2011-2018.

Year Number of day visitors (millions)  Change

201 314 -

2012 362 5%
2013 301 -17%
2014 315 5%
2015 322 2%
2016 337 5%
2017 327 -3%
2018 319 -2%

Source: Great Britain Day Visits Survey.
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International visitors to London

The number of international visitors to London had increased each year since
2009, with a 4.0 per cent increase between 2016 and 2017 and an aggregate increase
of 40 per cent over the period (figure 3.8). However, in 2018 international visitor
numbers declined for the first time since 2009, down by 3.9 per cent. Half of all
international visits to London were for holidays.

Figure 3.8  Trend in number of international visits to London, 2002-2018.
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The number of visits to London for business and study remained similar to 2017.
The uncertainty over Britain’s departure from the European Union had previously
led to a decline in the number of business visits, and may also have affected
international students’ decisions about whether to study in London or not.
However, this latest data suggests that this decline may have stabilised, with
holiday visits still higher than in any other year except 2017, and the value of
Sterling remaining comparatively weak.

Summary assessment
To summarise key points from this section:

e London’s population grew in 2018, at a higher rate than in 2017, but still below
previous levels of growth. This slower growth is a significant factor underlying
recent travel demand trends; although London has also been the fastest-
growing region of the UK.

e EU-departure related uncertainty and all-time-high housing costs contributing
to a squeeze on disposable incomes (see also section 3.3 below) are thought to
be particularly significant factors deterring EU citizens and younger people
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from migrating to London, potentially affecting short-term public transport
patronage trends.

e The number of domestic day visitors to London and the number of
international visitors to London decreased, by 2 and 4 per cent respectively in
2018 compared to 2017. This was mostly driven by a decrease in leisure visits,
although the number of international holiday visitors remained higher than any
other year except 2017, and the value of Sterling remains comparatively weak.

e In addition, as shown by the evidence in section 4.2 of this report, resident
Londoners are, on average, making fewer trips per person per day — a slow but
progressive trend over the last decade.

The short-term picture is therefore one of population growth that is slower than
in recent years, contributing to trends in travel demand. Over the long term,
however, London’s population is still projected to grow strongly and therefore
these recent developments do not invalidate the assumptions in the Mayor’s
Transport Strategy or the measures required to meet the strategy outcomes over
the much longer time period to 204I.

3.3 London’s economy

Alongside and linked to population change, London’s economy is a key driver of
overall travel demand. While evidence of declining travel demand in terms of per-
person trip rates pre-dates the global financial crisis, the reduction in per-person
shopping and leisure travel has accelerated since 2008 amid slow wage growth and
high housing costs. Meanwhile, the UK'’s future relationship with the EU, and the
longer-term economic implications of the vote to leave the EU, remain uncertain.
Economic uncertainty has implications for the population trends explored above,
but also on the discretionary spending of London households, with effects on
their demand for travel.

London’s economic growth

Since the financial crisis of 2008, economic growth has been slow and many
Londoners have felt an unprecedented and prolonged squeeze on their personal
disposable incomes. This has been the result of near stagnant real wages and
increased living costs, especially housing costs, with many households also being
affected by reductions to welfare payments.

The UK’s GDP grew at a modest pace of .4 per cent in 2018 and growth per capita
remains lower than the pre-crisis rate. This sluggish rate of productivity growth
has meant that GDP per head is more than £5,000 lower than it would have been
had pre-crisis trends continued (figure 3.9).
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Figure 3.9 UK real GDP per head, 2000-2018.
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Figure 3.10 Change in commuting trip rate, London residents, 2009/10-2018/19.
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Employment trends

London’s labour market remains largely stable, with strong year-on-year jobs
growth and a historically low unemployment rate. This has led to a relatively
stable commute trip rate relative to other trip purposes (figure 3.10).

Figure 3.1l shows that while the number of jobs in London has risen by 22 per cent
since 2009, the number of trips during this time has risen by just eight per cent.

In addition, the net commuting inflow into London has grown faster than the
number of jobs. This means that an increasing proportion of workers in London
live outside of London’s boundaries. This has an effect on overall travel, as
London workers who live outside the Capital are likely to make a smaller
proportion of their non-commute trips within London.

Figure 3.11 Workforce jobs and total trips growth, 2009-2018.
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Nature of work and trip making

Following the 2008 financial crisis there were increases in self-employment, part-
time employment and ‘zero hours contracts’. The proportion of workers working
part-time has fallen slightly since it peaked in 2009/10 (figure 3.12). Self-
employment has been growing, and now represents |9 per cent of employed
Londoners. Meanwhile, there has been a dramatic increase in zero-hour contract
employment.

Data suggests that there has been little growth in formal flexible working
arrangements in recent years. But it is possible that remote working, facilitated by
the availability of personal computing and digital connectivity, along with
pressures to reduce the cost of office accommmodation in central London, is also
affecting the timing and location of travel in London for both commuting and
other trips.
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The long-term decline in average working hours has also stalled since the financial
crisis. Resolution Foundation analysis of Labour Market Statistics show that
nationally, we now work an hour a week longer than we would have done had the
post-1980s trend of declining hours continued. This potentially leaves Londoners
with less time for leisure activities and non-work trips.

Figure 3.12  Proportion of London workers by employment type, 2004-2018.
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Real wages

After a decade of poor growth since the global financial crisis of 2008, headline
data shows that 2019 has so far seen strong growth in real earnings.

The Annual Survey of Hours and Earnings shows that typical weekly pay grew by
3.3 per cent in London in the year to April 2019, compared to 2.9 per cent
nationally. Pay growth was stronger at the bottom of the pay distribution than at
a top, as increases to the minimum wage pushed up hourly pay for the lowest
earners, reducing pay inequality.

However, in real terms median weekly earnings are still 2.9 per cent (£18) below
their peak in 2008. In addition, 36 per cent of full-time employees experienced a
real-terms pay decrease or pay freeze in 2019. This means that many Londoners
continue to feel a significant squeeze on their personal disposable incomes. This
has an effect on consumer spending, particularly on ‘discretionary’ activities, such
as shopping and leisure. This could have contributed to the falling trip rates seen
across most income and age groups, but particularly among young Londoners who
have felt the biggest squeeze in their disposable incomes. Transport costs make
up Il per cent of household spending in London albeit that this has been relatively
constant in recent years.
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Housing costs

In recent years, London has seen unprecedented growth in house prices. This has
benefitted home owners, but left a large number of young and low income
Londoners reliant on an expensive and insecure private rented sector. Comparing
rents against earnings, the average renter in London spent 37 per cent of their
household income on housing in 2016/17, up from 30 per cent in 2010/I1.

Figure 3.13 shows significant declines in home ownership among Londoners in their
20s and 30s. While 58 per cent of those aged 25-34 owned their home in 1990,
today this has fallen to just 33 per cent. Connected to this, GLA analysis of the
Labour Force Survey shows that 23 per cent of Londoners aged 20-34 now live
with their parents, up from |7 per cent in 2000.

Figure 3.13  Proportion of home ownership by age group of household head,
[990-2018.
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Traditionally, young adults have moved to London when they enter the labour
market. Dense areas of inner London with good public transport connections have
proved particularly popular among young professionals.

But it is thought that London’s high rents and known difficulties getting onto the
property ladder are dissuading young adults from moving to the Capital and
causing those who do choose to come to London to live further from the centre
or to live with parents for longer. This could be contributing to changes in the
travel behaviour of young adults, as travel behaviours are conditioned in part by
residential location, and the distances between home, employment, social and
leisure activities.
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There are early signs that house prices are falling. In August 2019, the average
house price in London was £472,753, down |.4 per cent on the previous year. Flats
and maisonettes have seen a bigger year-on-year decline of 2.8 per cent.

Figure 3.14 shows that average private rents increased by 29 per cent between 2010
and 2018 in London. Meanwhile average wages rose just I3 per cent over the same
period, making housing more unaffordable. In the last couple of years, earnings
have been rising at a slightly faster rate than rents in London, causing a second
consecutive year of improvements to affordability. Despite this, rents are still
much less affordable than they were at the start of the decade.

Figure 3.14  Index of cumulative change in private rents, earnings and implied
affordability in London, 2008-2018.
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As a result, there is evidence that regional house prices are beginning to converge,
although a large gap remains between housing costs in London and the rest of the
UK. It is likely that lower income households will continue to feel ‘priced out of
London’, a trend that is contributing to population changes and squeezed incomes,
with implications for travel behaviour.

Summary assessment

To summarise key points from this section:

e Since the financial crisis of 2008, GDP and wage growth has been slow and
many Londoners have felt a prolonged squeeze on their incomes. This has
been exacerbated by high housing costs in London.

e These trends have had a knock-on effect on consumer spending; particularly
spending on ‘discretionary’ activities including travel for shopping and leisure.
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Commute trip rates have remained relatively stable, fuelled by a high
employment rate.

e There are early signs that London house prices may be stalling and a tight
labour market is finally contributing to wage growth. These two factors could
begin to reverse the squeeze on Londoners’ disposable incomes.

e Butreal wages remain below those seen before the financial crisis and housing
costs remain high relative to earnings. There is evidence that the cost of
housing in London, relative to the rest of the UK, might be contributing to a
flattening of population growth among young adults in London, and an
increase in commuting from outside London.

e The future of the UK'’s relationship with the EU remains the most pressing and
uncertain issue facing London’s economy, with potentially important short-
term repercussions for both the total population level and per-person travel
demand in London. Again, however, the consensus of longer-term forecasts is
for continued strong economic growth in London.

3.4 Further consideration of the factors underlying travel demand
trends

The factors underlying the recent travel demand trends across specific modes are
reviewed throughout this report. Chapter |4 of this report looks in more detail at
how travel demand in London has evolved over a longer timescale, including a
review of the factors historically leading to the demand and mode share trends
that have been observed. This chapter also considers our latest forecasts for
travel demand in London to 204, in the context of projections of London’s future
population and economic growth. It also describes how we are using scenario
planning techniques to help ensure that our future forecasts and plans are as
robust as they can be to future uncertainty.
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4. Travel by London residents

4.1 Introduction

This chapter looks in more detail at the travel demand and travel behaviour trends
and mode shares of London residents specifically, using data from the London
Travel Demand Survey (LTDS). LTDS is a continuous household survey of the
London area and has been running since 2005/06 with an annual sample size of
around 8,000 households. It captures information on households, people, trips
and vehicles and therefore allows for detailed analysis of trip making and its
relationship to socio-demographic factors over time.

Although residents account for the majority of all travel in London, it is also likely
to be the case that the travel patterns of non-residents are materially different
from those of residents. Consequently, estimates of total travel and mode shares
from this source will differ from those described in Chapter 2 of this report.
Nevertheless, LTDS provides a unique window on to the travel trends of
Londoners and, through capturing a wealth of associated socio-demographic and
travel behavioural data, allows connections to be made between overall travel
trends and the factors that are affecting them.

4.2 Travel by London residents: trip rates

Overall per-person trip rates by London residents

Trip rates are a basic indicator of travel — relating to the number of trips (or
journey stages) undertaken on an average day — by Londoners in general or by
more specific groups of people. LTDS has tracked a pattern of generally falling trip
rates over the decade-long lifetime of the survey, a trend that is mirrored at the
national scale (figure 4.1).

After rising from 2.40 trips per person per day in 2008/09 to 2.52 in 2013/14, trip
rates for London residents have fallen by an average of 4.| per cent per year for
the last four years, this reduction primarily affecting ‘discretionary’ trips, for
example trips for shopping and leisure.

In the most recent year (2018/19), however, the number of trips per day made by an
average London resident increased slightly, to 2.14, up by 0.6 per cent on 2017/18. It
is too early to say if this indicates the start of a longer-term stabilisation or an
increase in trip rates.

Resident trip rates are notably lower than the average for all travellers in London
(2.67 in 2018) but this difference is to be expected, given that the large majority of
non-resident day visitors are already (by definition) in the course of making at least
one trip on the day in question to get to or from London.
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Figure 4.1 Trend in per-person trip rate per day (annual average) by London
residents, LTDS 2005/06-2018/19.
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Source: Strategic Analysis, TfL City Planning.

Parallels at the national scale

The trends in trip rates seen among London residents have parallels at the
national scale. The National Travel Survey (GB, latterly England only) shows these
trends to have been well established. Although emerging results from the
National Travel Survey for 2018 suggest a small increase in per-capita travel in
England (excluding London) of | per cent, the trip rate remained 9 per cent lower
than in 2003. The London component of this survey shows almost no change in
London trip rates on 2017, broadly mirroring the trend reported in LTDS (figure 4.2).
It should be noted that there was a change to the way the National Travel Survey
collected data on short walks from 2016 onwards, so walks of less than a mile are
excluded from the trend to ensure comparability over time.
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Figure 4.2 Trips per person per year (excluding walks of less than a mile),
National Travel Survey, 2003-2018.
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Trip rates by mode

Over the long-term period of the LTDS survey, the most notable trends are the
decline in car driver trip rates and the fluctuations in walking trip rates since
2005/06. Car driver trip rates have declined by 35 per cent since the start of the
survey in 2005/06 and by 23 per cent since 2013/14 alone. This change needs also to
be seen in the context of changes to the overall composition of road traffic, as
described further in Chapter 9 of this report.

The trend in walk trip rate over the period mirrors the overall trip rate, declining
by 16 per cent since 2005/06 (compared to a |7 per cent decline in the total trip
rate). National Rail and Underground trip rates have shown steadier growth over
the period, increasing by 24 per cent and 25 per cent respectively since 2005/06.

In the most recent year, there has been a small increase in trip rates by National
Rail and bus (up | per cent respectively), although Underground trip rates fell by
| per cent. Car driver and passenger trip rates have both decreased since 2017/I8
and walking and cycling trip rates have both increased (figure 4.3).
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Figure 4.3  Trend in per-person trip rate per day (annual average), by mode,
London residents, 2005/06-2018/19.
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Source: Strategic Analysis, TfL City Planning.

Trip rates by journey purpose

By journey purpose, the average number of trips London residents make per day
for education and travel in the course of work (not commmuting) has changed very
little over the time period. In contrast, there have been substantial declines in the
average number of trips made for shopping and leisure purposes since 2011/12 and
2013/14 respectively. The number of trips made for shopping and personal business
has declined by 32 per cent since 2011/12 and leisure trips are also down by 23 per
cent since 2013/14. Commuting trips have seen a gradual decline over the period,
down by |7 per cent overall since 2005/06 (figure 4.4).

The reasons for these changes in travel by purpose are explored in more detail in
Chapter 4 of Travel in London report II. It should however be noted that the
declines in per-person trip rates took place in the context of a growing population,
which had the effect of partially masking their effect on overall travel demand.
Furthermore, it may be the case that changes to personal travel over the course
of a single day (‘trip chains’), such as increased working at ‘non-usual’ workplaces,
or evening leisure activity after work, affect the journey purpose assignment used
in LTDS (for example, commuting is defined, strictly, as a trip between ‘home’ and
‘usual workplace’).
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Figure 4.4  Trend in per-person trip rate per day (annual average), by journey
purpose, London residents, 2005/06-2018/I9.
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Source: Strategic Analysis, TfL City Planning.

Trip rates by age

London residents aged 25-44 and 45-59 make the highest number of trips per day.
The decline in trip rates that has occurred over recent years is evident across all
age groups, although the largest proportional decline in trip rates is seen among
|7-24 year olds (a decline of 23 per cent since 2013/14 compared to an average of |5
per cent across all people). Since 2017/18, trip rates among 25-44 year olds and 60-
64 year olds have increased slightly, whereas there were small declines across all
other age groups (figure 4.5).
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Figure 4.5 Trend in per-person trip rate per day (annual average), by age, London
residents, 2005/06-2018/19.

Source: Strategic Analysis, TfL City Planning.

Trip rates by working status

London residents who are in employment make the highest number of trips per
day — those in part-time employment make around 2.5 trips per day and those in
full-time employment make about 2.3 trips per day. London residents who are in
education, retired or not working make fewer trips on average. The decline in trip
rates that has occurred over the last four years is again evident across all working
status groups, but students and London residents who are not working have seen
greater declines in their trip rates since 2013/14 than the average London resident
(figure 4.6).
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