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Introduction1. 

1.1 Background

In recent years the bicycle has been experiencing increasing attention as important mode 
of transport in inner cities. There are various reasons, but the main issues are the flexibility, 
sustainability and low costs of the bike. However, it is mainly competitive on short distances. 
Public transport is also sustainable and there are a lot more good arguments for using it, es-
pecially on longer distances, but there are also some disadvantages – for example inflexibi-
lity – compared to the car. However, cities have to work on strict regulations regarding noise 
and pollution and there are some more reasons, why planners and scientists have started to 
think about alternative mobility options to the car, which has accompanied and influenced 
the mobility demands and patterns in modern societies for many years. 

A combined use of the bike and public transport – so called multi- or intermodal traffic 
behaviour (Franke 2004: 4) – is seen as a competitive alternative to the car, since it con-
nects the advantages of both modes. Good solutions have to fulfil the needs of customers 
in a society that has changed rapidly in the last decades. The topic intermodal connections 
between cycling and public transport includes three different parts: Bike parking at public 
transport stations ‚Bike & Ride‘, taking bikes into public transport and bike renting systems. 

However, the state of art of all of these topics could be improved in Stockholm compared 
to cases in other European cities and countries. First of all, there are only few possibilities 
to take along bicycles in Stockholms public transport system. Second, the parking facilities 
around public transport stations are too few and mainly in a bad condition. And at last, 
Stockholm‘s renting bike system ‚Stockholm City Bikes‘ - which is running since September 
2006 - is improving from season to season, but compared to other cases on a very low level. 
When the author of this paper was calling Krister Isaksson (who is responsible for planning 
for cycling in the Stockholm‘s administration) to ask for an interview about this paper’s 
topic, Isaksson answered: “Intermodal connections? That don’t exist in Stockholm!” (Isaksson 
2009). 

1.2 Aims of research

First of all, the primal aim behind the research lies on identifying best practice examples of 
each of the three topics – mainly from other European countries and cities – and secondly 
on comparing those findings with an analysis of the current situation in Stockholm, the case 
study of this paper. It became evident, that the possibilities to combine cycling with public 
transport in Stockholm are – compared to many other European cities – still on a very low 
level, although the Swedish capital has been working actively on planning for cycling since 
1998. The main goal of this paper is therefore to identify the reasons for that and to give 
recommendations to improve the current situation. This is why this thesis contains the follo-
wing aims regarding intermodal connections between cycling and public transport in the 
best practice parts: 

Identifying best practice examples and relevant scientific research for each topic in diffe-•	
rent countries and cities (mainly) throughout Europe. Trying to find examples from cities 
that have a size comparable to Stockholm.  

 Identifying and analysing relevant stakeholders. For example on different administration •	
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levels within a country, but also within a city. The importance of public transport compa-
nies will be highlighted.

Identifying, analysing and stating the most important obstacles and success factors for •	
each topic. 

For the case study part, this thesis has the following aims: 

Identifying and analysing the role of the different stakeholders in Stockholm and Sweden.•	

Analysing the current situation and state of art of each of the three topics in Stockholm by •	
identifying success factors, constraints and obstacles. 

Giving recommendations and illustrating possible improvements for the situation in •	
Stockholm. 

1.3 Research questions

The aims of research are translated into following research questions: 

 What are the reasons and arguments for the risen importance of the bicycle?•	

 What are the reasons for a high cycling share and where are best practice examples loca-•	
ted? 

 Why is a good connection between cycling and public transport so important and what •	
are the main issues? 

 Which stakeholders are important for combining cycling and public transport?•	

 What are success factors and constraints in other countries and cities? Which solutions •	
have been found to solve problems?  

 How is the situation for cycling in Stockholm? How are the preconditions? What are suc-•	
cess factors and what constraints can be found? 

 Which stakeholders in Stockholm have an interest in cycling, which stakeholders hinder a •	
better planning process?

 What are solutions to improve the situation in Stockholm? Which recommendations can •	
be given, especially by referring to the best practice examples? 

1.4 Thesis structure

Firstly, this paper will give in chapter 2 a brief overview about cycling as a modern mode of 
transport and some arguments for cycling. The development of a modern cycling policy is 
illustrated by explaining the changing importance and relevance of it in various cities and 
countries in Europe throughout the years. Chapter 2.3 is the introduction into this papers’ 
topic. The importance of combining cycling and public transport is elucidated and the three 
different parts of it are clarified. 

Stockholm, the subject of this paper‘s case study, is introduced in the following chapter 3 by 
giving a brief overview of the cities‘ cycling conditions (e.g. the city structure, weather and 
topography), its public transport system and its cycling policy. 

The following chapters 4 – 6 will each deal with one of the three different topics. Chapter 4 
is about bike parking at public transport stations, Bike & Ride, chapter 5 about taking bikes 
into public transport and chapter 6 deals with bike renting systems. Each of these chapters 
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is arranged as a comparison. At first, each topic is introduced with a general part that points 
out important success factors and constraints and which highlights and illustrates the most 
relevant studies and best practice examples. In the second part of each chapter, the current 
situation in Stockholm is analysed and discussed. At the end of each chapter, improvements 
and recommendations for Stockholm are given. The comparison of each topic on its own has 
been chosen as structure because each of it could be seen as a topic on its own with very 
specific aspects that have to be considered. The conclusion in chapter 7 is summarising the 
common points from all chapters and is giving recommendations that fit for all topics.   

1.5 Methodology and data sources

This paper provides a qualitative analysis of different best practice examples and the case 
study object Stockholm. It includes a review of the latest research and is emphasising best 
practice examples that were found in different studies or that have been presented on con-
ferences. Most of the information was limited to internet siteseh, since some aspects of the 
topic are developments of recent years. Therefore, a lot of sources that have been used are 
conference papers or presentations, short articles, studies and even grey literature that has 
not been published yet. 

The conferences with the most relevant presentations have been the first and second Meet-
bike conferences in Dresden in 2008 and 2009 and the Velocity conference in Munich in 
2007. Important additional information and contacts have been gathered while attending 
(as a listener) to the second ‚Meetbike‘ conference in Dresden in March 2009. One example 
for such additional information is the probably most comprehensive study about the condi-
tions of taking bikes into public transport in Germany (which is unpublished so far) that has 
been provided to the author by the research project from the Technical University Dresden 
that has been organising the Meetbike conferences (TU Dresden 2008b). 

Additionally, it was possible to benefit from information found in newspaper articles or on 
websites of federal and municipal departments, as well as on pages of other relevant stake-
holders, like public transport companies or providers of renting bike systems. The website 
of the federal ministry for traffic in Germany (www.nationaler-radverkehrsplan.de) has been 
one of the most important sources to gather more information of recent literature and pub-
lications, best practice examples, conferences and current developments. Finding examples 
for the general best practice parts has been limited to literature that has been available in 
the languages English and German. 

In contrast, most of the information about the Stockholm case study is in Swedish. Several 
administration documents from Stockholm’s traffic planning department (Trafikkontoret) 
about cycling have been analysed, additional information has been found in newspaper 
articles. Important additional sources are three interviews with different experts and stake-
holders in Stockholm that have been made at the beginning of 2009. At first, Krister Isaks-
son has been interviewed. He is responsible for cycling at Trafikkontoret. Secondly, Michal 
Stjärnekull from the consulting company Sweco has been interviewed. He has been working 
for Stockholm’s public transport company SL on the topic taking bikes into public transport. 
Thirdly, Johan Sundman from the advertising company Clear Channel (which is running 
Stockholm’s renting bike system) has been interviewed for the topic bike renting systems. 
Very helpful was also the information and support that has been allocated by Jonas Åker-
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man and Tom Petersen from the KTH in Stockholm, for example by providing useful docu-
ments, contacts and data of a survey that has been made among the users of Stockholm‘s 
renting bike system. 

1.6 Selection of the case study

According to Robert E. Stake, the Stockholm part in this thesis is an intrinsic case study, 
that “is undertaken because one wants better understanding of this particular case.” (Stake 
1998:88) The main reason for choosing Stockholm as the object was personal experience 
with the topic in other cities. I was living in Stockholm when I wrote this thesis. However, 
before my move to Stockholm I was living in Berlin for many years, where I used to take my 
bike into various public transport modes day by day. I experienced this as a very common 
and, in particular, comfortable and fast mobility option. I was very surprised that this was 
not allowed in Stockholm. The security reasons that were stated on SL’s website did not 
convince me. Though, I realised quickly that the rush-hours are very intense in Stockholm’s 
public transport system and that taking bicycles along would not be possible then. Appa-
rently, this was not the solution to solve all traffic problems. Adding Bike & Ride and bike 
renting systems to the topic was the consequence from that insight. Nevertheless, the ques-
tion remained, why taking bikes into public transport was not allowed in Stockholm beyond 
the rush-hours. It was obvious that the published ‘security reasons’ were not the main reason 
for this state of the art, but probably much more a different attitude towards cycling. The 
impression came up that things could be much better. 

The same impression came up, when having a closer look at Stockholm’s renting bike system 
Stockholm City Bikes. Before I moved to Stockholm, I saw the renting bike systems in Lyon 
and Barcelona (which are very successful and popular) and by comparing those impressions 
with the state of art in Stockholm, the conclusion arrived again, that things could be much 
better. 

These impressions were confirmed through all interviews that were made for the paper and 
through many more research and conversations about the topic. The situation for cycling – 
especially in combination with public transport – could be much better in Stockholm. This 
counts also for bike parking at public transport stops, as it will be shown later. It can be said 
that the Stockholm case is a very good example to exemplify the difficulties that develop, 
when planners, politics and important stakeholders (in this case the public transport compa-
ny SL) cannot find a common agreement how to work on planning for cycling. 

Information about different best practice examples has mainly been found through litera-
ture research, documented conferences and studies about the topic. Choosing particular 
cases was limited to information that was available in English or German. The best practice 
cases that have been chosen for this paper are either examples that illustrate the possibili-
ties of a topic in a very good way or they are outstanding examples that can be considered 
as a milestone. It was tried to find examples from cities that have a size comparable to Stock-
holm. Nevertheless, it is, of course, not possible to adapt all experiences from other cases wi-
thout considering the local conditions and preferences in Stockholm. Though, all examples 
have been chosen with the assumption that they might contribute to improve the situation 
in Stockholm. Delivering as many good arguments and ideas from other cases, that might be 
useful for the Stockholm case, can be seen as one of the main reasons for presenting many 
best practice examples. 
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Cycling: a modern mode of transport2. 

2.1 Arguments for cycling

Bikers name a lot of arguments for choosing their mode of transport: for example its fast, 
flexible, cheap, individual and comfortable usability and accessibility. They also name health 
and environmental reasons, but not as their main motivation. Especially in inner cities the 
bike is probably the fastest and most flexible mode of transport on short distances up to five 
or six kilometres. (BVBW 2004: 9) Much faster than walking, but also competitive to public 
transport and the car on short distances, especially if you add access and waiting times for 
public transport and access and searching times for parking spaces for the car (Holladay 
2002: 110). 

Cities also have a lot of good reasons to support riding a bike as much as possible. Not only 
that cities within the European Union have to work on strict regulations against noise and 
air pollution, also many had to realize that their inner cities have reached their maximum 
traffic capacity – regarding both individual and public transport (Weidmann 2009: 1). One 
strategy of reducing car traffic is to make it more expensive through parking fees and/or 
taxes. Some cities, for example London and also Stockholm, have even introduced inner 
city tolls. But it is rather obvious that making car driving more expensive without offering 
an adequate alternative cannot be a sufficient solution. In the past years, many cities have 
recognized that the bike has a big potential for reducing inner city car traffic. Many different 
studies prove that a lot of trips within a city are very short. Results from Switzerland show 
that about 50% of the car trips within a city could be done by bike in less than 20 minutes 
(Weidmann 2009: 1) and Berlin argues for its cycling-strategy by stating that 50% of all trips 
within the city are shorter than five kilometres. As nevertheless, one third of those trips is 
done by car, Berlin expects big potential for replacing some of those trips by bikes (Berliner 
Senat 2004: 3). These numbers may give an idea of the potential of the bike. But in fact, the 
proof for this potential has already been made by a lot of successful ‘cycling cities’, which will 
be referred to later in this paper. 

More arguments from a city’s point of view for cycling are: It needs less space than car traf-
fic, not only for parking, but also in use (Weidmann 2009: 1). Furthermore, investing in bike 
traffic is economically more efficient than investments in car traffic and public transport and 
therefore ‘comparably cheap’ (Berliner Senat 2004: 3). And it is of course also a benefit for the 
city, when its citizens are healthier because of more cycling.

2.2 Planning for cycling

All these arguments are reasons for the development of a very complex and integrated 
cycling policy that has lead to an comeback of the bicycle as an important mode of trans-
port in inner cities within the last ten to thirty years. For the planning of bicycle traffic it is 
very important to know about its quantitative relevance, as realistic shifting potentials from 
other means of transport to the bike are fundamental goals for the traffic development 
planning (BWBW 2004: 26). This quantitative relevance of the bike is measured through the 
‘modal split’, which shows the share of each mode of transport out of all journeys that are for 
example made in a specific region or by different customer groups. But until today the rel-
evance of the bicycle is very different between countries and cities in the European Union, 
as those developments have not happened simultaneously and historical, traditional and 
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cultural aspects play an important role for cycling. 

Although there “are no reliable international/European statistics showing comparable fig-
ures per country for bicycle use” (MVW 2007: 11), there are some data, which varies from pu-
blication to publication, but still has a common tendency: The Netherlands have the highest 
percentage of bicycle journeys in Europe with around 27% and Denmark with around 19%. 
In the Netherlands “the bicycle is the most popular means of transport, for distances up to 
7.5 km.” (MVW 2007: 10) In 2005 35% of those trips were made by bike and it is still regular-
ly chosen for distances of more than 7.5 km, for 15% of all journeys in the category 7.5 - 15 
km. Germany follows those countries with around 10%. Countries like Austria, Switzerland, 
Belgium, Finland, Sweden or Norway have a bike ride percentage of between 5 - 10%. Many 
other European countries, for example the East-European, Ireland, but also Spain and France 
are even below or around 5%1 (cf. figure 1; MVW 2007: 11 - 12, McClintock 2002: 9 - 10). In a 
worldwide perspective Great Britain, the USA, Australia and Canada are at the lowest level: 
around or below 1% (Pucher 2008: 497 - 498). 

It is important to note that huge 
differences exist within many of the 
countries as well. The best Dutch city, 
Groningen, for example, has a bicycle 
percentage of 38% of all trips and 
even the capital Amsterdam has share 
of above 30%, but Dutch cities with 
the lowest bicycle use – for example 
Rotterdam – have a share between 15 
- 20%2 (MVW 2007: 9 - 10). In Germany 
some cities have a higher share with 
20 - 30% of trips made by bike. The 
most popular example is the ‘bicycle 
capital’ Münster with a share of 35% 
in 2001 (BVBW 2004: 30). Furthermo-
re, there are some bigger German 
cities like Munich, Cologne and Berlin 
that have been working actively and 
very successfully at increasing bicycle 
traffic for a few years. The same 
counts for other countries like Swit-
zerland, Sweden or Belgium, where 
some cities are far better than the 
national average (MVW 2007: 11). One 
of the most popular examples as 
‘cycling city’ is Copenhagen with a 
modal split around 20%. The city has 
a long cycling tradition and is adverti-
sing itself as the ‘city of cyclists’. The 
administration is investing a lot of 

1 The successful introduction of public bicycles in France and Spain is a recent development. It has no influence on this data, as most of 
it is from the beginning of the 2000s. 
2 Which is, of course, still much more than the European average. 

Fig. 1: Bicycle Share in all journeys in some European Countries  
(collected from different sources during the 2000s) (Source: Ministe-
rie van Verkeer en Waterstaat)

Fig. 2: Development of injured cyclist and cycled kilometres in Co-
penhagen (Source: City of Copenhagen)
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effort and money in improving the conditions for cyclists and has been publishing the so 
called ‘Bicycle Account’ every other year since 1995. It offers detailed information about 
figures, plans and developments regarding cycling and measures that have been made. The 
city was, for example, successful at improving the share of employees that cycle to work 
every day from 30% in 1995 to 36% in 2006 – and is aiming at a percentage of 50% in 2015. 
Further examples of Copenhagen’s successful cycling policy are the amount of cycled kilo-
meters per day that has risen from 800,000 to 1.15 million or the number of killed and seri-
ously injured cyclist that decreased from 231 to 92 in the same period. (cf. figure 2; Copen-
hagen 2006: 2 - 5). 

But during the 1950s and 
1960s, the ideal of planning a 
city that should fit the needs 
of the car influenced the way 
many cities were built and 
traffic was planned throughout 
Europe – “car ownership surged 
and cities started spreading 
out.” (Pucher 2008: 502) The 
importance of the bike in inner 
cities decreased because it was 
often not recognized as a me-
ans of transport at all. “A study 
by the City of Berlin found that 

the number of bike trips there fell by 78% from 1950 to 1975.” (Pucher 2008: 502) And in the 
inner city of Cologne the share of the bike sank to only 3% of all travelled ways (and is today, 
thanks to an active cycling policy, back at around 16%) (cf. figure 3; BVBW 2004: 24). 

These brief figures give proof that it might be useful to have a look into cities (and countries) 
that have a high bicycle share. Especially the modal splits of cities that have worked actively 
at cycling and its development throughout the years, show the potential of cycling policies 
and can set the goals for other cities, although – as already mentioned – the huge diffe-
rences also reflect different cycling cultures and traditions. Explaining the importance of 
historic factors is stated in a paper from the Dutch traffic ministry: “Accepting the cyclist as 
a ‘normal’ traffic participant with equal rights in the ’50s and ’60s has been a crucial factor” 
(MVW 2007: 12) in cities like Amsterdam or Enschede. But nevertheless, a “good […] cycling 
policy as a part of broader transport and planning policy [is] […] a basic condition to make 
the most of the chances and opportunities for bicycle use.” (Wellemann 2002: 192). And no 
matter which preconditions are the state of art, in cities that work actively and professionally 
at planning for cycling, the results and success can usually be proved by statistics. (Welle-
mann 2002: 192 - 200)

But planning for cycling was not a complex system from the beginning on. Starting in the 
early 1980s, the main activities on the national level in Germany were only the setting of the 
general legal framework, the financing of some research and building of cycle lanes along 
national roads. Not until 2002 a National Cycling Plan 2002 - 2012 (Nationaler Radverkehrs-
plan 2002 - 2012) was published for the first time (BVBW 2002). This plan established general 
aims for the development of cycling and constituted measures and fields of activity. It is 
in particular an explicit order for decision makers on the regional and municipal level and 

Fig. 3: Historical development in bicycle share in 9 European cities 
(Source: A.A.ALbert de la Bruheze and F.C.A. Vervaart. Bicyle traffic in practi-
ce and policy in the twentieth century, 1999, taken from: Ministerie van 
Verkeer en Waterstaat)
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reflects the risen importance and awareness of cycling in the country (BVBW 2004: 57). Whe-
reas it has to be noted that some German cities and also federal states have started to work 
seriously on cycling policies much earlier than 2002. The Dutch Ministry of Transport started 
a comparable ‘Bicycle Master Plan’ project on the national level already in 1990. Whereas 
in the Netherlands the turnaround to consider cycling as an important mode of transport 
already took place “in the 1970s when the rapidly growing car monster started to bite its 
own tail.” (Wellemann 2002: 195) At first the planners in the cities realised “that the bicycle 
might contribute to solving the traffic problems that had arisen. Central government sup-
ported this process in the form of subsidies for the construction and improvement of bicycle 
facilities” (Wellemann 2002: 196) and by financing pilot projects. The ‘Bicycle Master Plan’ 
“was a logical continuation of developments in previous years, […] [although] there would 
not have been any new bicycle policy at all, […] [if the Dutch Cyclists’ Union] had not lob-
bied with their relevant knowledge among politicians” (Wellemann 2002: 198). The ‘Bicycle 
Master Plan’ consisted of three main elements: ‘Creating the right conditions’, ‘Developing 
arguments and instruments’ and ‘Promoting bicycle use’, whereas especially municipalities 
have been the most important target group for the promotion of cycling, because “Dutch 
citizens know what a bicycle is and how to use it.” (Wellemann 2002: 199) The result of this 
earlier development in the Netherlands is that very detailed measures for cycling can be 
found in every regional or municipal traffic development plan. Knowledge and experience 
about what works and what is needed for a successful cycling policy became more and more 
widespread in the Netherlands, among local and regional authorities, public transport com-
panies, consultancies and industry. This is why in the Netherlands the “quality of facilities for 
cyclists and for cycle parking is much better now than 10 years ago.” (Wellemann 2002: 201) 

Planning for cycling is not only building sufficient infrastructure, which is itself a very com-
plex topic that actually must be seen as a basic requirement to increase the number of 
bikers in a city. Planning for cycling also includes working on parking facilities, signing mea-
sures and – very important – safety issues. Furthermore invest ments in education, as well as 
in marketing and communication to promote cycling as attractive mode of transport, not 
only directly to potential bikers, but also to employers, schools, universities, landlords and 
– as mentioned above – municipalities. It means planning for very different target groups 
of almost all ages. Cycling is used for different daily (or regular) trips as well as for touristic 
activities. It is planned by different administration levels and departments of public adminis-
trations, actors on the national and federal level to set the general framework and municipal 
actors to work on the detailed planning, mainly in the planning and building departments, 
but also in different other ones. The keyword that described planning for cycling until the 
latest years was ‘cycling as a system’, it is now replaced by the term ‘integrated urban mobili-
ty’ (Nahmobilität). (BVBW 2004: 9 - 23)

2.3 Intermodal connections between cycling and public transport

Some of the above mentioned measures and activities regarding planning for cycling are 
called ‘quality aspects’ or ‘service elements’. The main topics of these ‘service elements’ are re-
lated – following a publication of the German traffic ministry – to the action field of parking, 
especially the parking of bicycles at public transport stations (Bike & Ride), furthermore the 
permission of taking bikes into the public transport, bike renting, as well as “consultation, 
information and orientation” (BVBW 2004: 69). These topics have developed to an important 
part in bicycle planning and a lot of experts expect in this field the biggest need for action 
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in the future. 

In particular a better integration of cycling and public transport – which is the main topic 
of this paper – is gaining rising attention recently. Most Dutch, Danish and German cities, 
public transport companies and city planners have “increasingly recognized the key role that 
bicycling plays as a feeder and distributor service for public transport.” (Pucher 2008: 518 - 
519) The ‘idealistic’ journey with both means of transport contains three parts: 

The way which is cycled from the starting point of the journey to a public transport sta-•	
tion, where the bike is either parked at the station – which is the first topic Bike & Ride – 
or…

…•	 taken into the public transport. This is the topic with the most contradictory needs 
that have to be considered. In recent years, a lot of public transport companies in Germa-
ny made increasing efforts to promote carrying bikes into their systems. This development 
was strongly supported by politics in Germany.  

The third part is the egress trip from a public transport station to the final destination. It is •	
either done with the bike that has been taken into the public transport or with a second 
bike which is parked at the final destination (this is sometimes called ‘Ride & Bike’, but 
still part of the topic ‘Bike & Ride’). Or – and this is the third topic – the trip is done with a 
rented bike. Renting bike systems experience increasing attention recently – not only 
regarding intermodal transport behaviour, but as a very popular and efficient transport 
mode in inner cities which complements and relieves the public transport systems there 
in an ideal way.

But a better connection of cycling and public transport is not only relevant from a per-
spective of a cycling policy that has become more and more complex. The topic is gaining 
a lot of attention within a broader framework of a new all-embracing traffic planning and 
research that is done on new mobility patterns and services in general. One main aspect 
of this development is that traffic planners and researchers more and more recognize the 
importance and relevance of multimodal and intermodal traffic behaviour. While monomodal 
traffic behaviour means the use of mainly one mode of transport for all ways, does multi-
modal traffic behaviour mean the regular and routinely use of different modes of transport, 
which includes intermodal traffic behaviour meaning the use of different modes of transport 
for one way. (Franke 2004: 4)

Intermodal transport solutions have to fulfill the needs of customers in a society that has 
changed rapidly in the last decades. The car has accompanied and influenced social trends 
such as ‘individualisation’ and has changed the mobility demands, as it “offers permanent 
and instant access […] [and] provides always the same familiar setting as well as a simple 
and comfortable usage. […] Individual plans and schedules rule.” (Maertins 2008: 72) 

“Citizens need flexible, individualised, seamless, comfortable and reliable mo-
bility services. Apparently this need goes beyond what traditional mass trans-
port services can deliver. In order to maintain or increase the competitiveness 
of sustainable transport modes as compared to the private car, urban trans-
port policies and stakeholders have to respond to the diverse mobility needs of 
very heterogeneous customer groups. This means new and efficient mobility 
services have to be developed, offering qualities that – from a user perspective 
– equal or even surpass those of the private car.” (NICHES 2007b: 20)

Cycling: a modern mode of transport
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Intermodal transport behaviour was always an individual choice to optimize the way of tra-
velling, but it is gaining a lot of scientific and practical relevance now. Intermodal transport 
solutions are important as they offer a more sustainable transport solution than the private 
car without lessening the quality of mobility needs. They “combine the attractive features 
of individual means of transportation (flexibility, independence, privacy) with the advanta-
ges of public transport (area-wide service, general accessibility, low prices).” (Maertins 2008: 
72) Working on the integration or combination of different means of transport “can help to 
make access to and changes between the modes easier. People should be able to choose 
[…] the suitable combination of means of transport according to given circumstances.” (Ma-
ertins 2008: 87) This includes in the broader framework of new mobility services also – besi-
des the already mentioned topics – flexible on-demand bus or taxi services and ‘car sharing’. 
In the latter are acting meanwhile for example in Germany even companies like Daimler, Sixt 
and German Railways (Die Zeit 2009: 31).

But especially the intermodal connection of cycling with public transport “strengthens the 
whole system and makes it more attractive by providing more transport options.” (NICHES 
2007c: 9) It should therefore “be seen as a perfect competitor for car use.” (Voerknecht 2008: 
188). One important factor of a successful integration of both modes is of course the com-
pany that runs the public transport system. But quite often public transport companies 
considered or still consider cyclists as their competitors. “Instead of the desired cooperati-
on, competitive behaviour and defensive strategies against bicycle use could be observed.” 
(Ahrens 2008: 117) Of course, the bike and public transport do compete on short distances, 
but this “mainly affects […] bus services on respective routes” (Horn 2009: 20). “For the NS 
(Dutch Railways) [however] the reason for investing in good cycle parking facilities is clear: 
it brings on clients.” (Voerknecht 2008: 190) The same counts for Copenhagen, where the 
“Copenhagen Transport Public Transport Plan (1998) takes a highly favourable view of com-
bining cycling and public transport and targets cyclists as potential customers to a greater 
extent than in the past.” (Copenhagen 2002: 28) Following those arguments it is no surprise 
that one result of French research is that the “success of intermodality between bicycle and 
public transport depends mainly on political decisions and investment choices […] [even 
though] research can contribute to the improvement of the knowledge, which could help to 
do the right choices for the future.” (Claude 2008: 128) 

One evidence for the growing 
scientific interest is the interna-
tional conference ‘Meetbike’ that 
was held 2009 for the second 
time in Dresden with around 180 
participants only dealing with 
the interdependencies between 
bike and public transport use. 
This conference was organised 
by the ‘Chair of Traffic and Infra-
structure Planning’ (Lehrstuhl für 
Verkehrs- und Infrastrukturpla-
nung) at the Technical University 
in Dresden in the context of the 
research project ‘Interdependen-

Fig. 4: Meetbike conference in Dresden 2009 
(Source: Own Picture)
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cies of Bicycle and Public Transport Use’ which was financed by the federal ministry of traffic 
and transport in Germany (cf. figure 4; TU Dresden 2008a). A further example is the project 
NICHES that has done – financed by the European Commission – research on “New and 
Innovative Concepts for Helping European transport Sustainability”. Among several other 
innovative topics in the context of traffic planning, logistics and transport, NICHES analysed 
bike renting systems   (NICHES 2007b: 1).

To conclude, the knowledge for a successful integrated policy exists already, through both, 
research and practical experience. Hans Voerknecht, a Dutch participant of the ‘Meetbike’ 
conference in 2008, analyses the success factors as follows: “We need a good cycling system 
in the densely populated areas, an excellent interchange at the public transport hub with 
good cycling storage facilities and a way to help people to use a bicycle for the last part of 
the trip.” (Voerknecht 2008: 189) 

The case study: Stockholm 3. 

For analysing the intermodal connections between bike and public transport in Stockholm 
it is important to know more about the city in general, its conditions for cycling, its cycling 
policy and the public transport system. Of course it is not possible to have an influence on 
all the general conditions that are relevant for cycling, like the climate, the topography and 
– from a present perspective – the given structure of urban development. Specific characte-
ristics of these factors in Stockholm are illustrated below.

3.1 Statistics, weather, topography and city 
structure

Stockholm is the capital of Sweden with 810,120 
inhabitants at the end of 2008 (Statistika cen-
tralbyrån 2009). The municipality covers an area 
of 209 km2 whereof only 188 km2 are land area 
(4,163 inh./km2). The whole urbanized area of 
Stockholm3 (that has no administrative function, 
but is a statistical boundary) had a population of 
1,252,020 inhabitants in 2005 and covers around 
377 km2 (3,318 inh./km2). Ten further communi-
ties, for example Solna, Danderyd or Huddinge, 
belong to that area (Statistika centralbyrån 2006). 
The whole metropolitan area or county of Stock-
holm (Stockholm län) (which has an administra-
tive function) has 1,981,263 inhabitants on an 
area of 6,488 km2 (304 inh./km2) (cf. figure 5 and 
6; Statistika centralbyrån 2009). The urbanized 
area of Stockholm is constantly growing, which 
leads, for example, to a serious housing shortage 
in the inner city and a constant increase of traffic 
(Stockholm News 2009).

3 Swedish: ‘tätort’

Fig. 5: Stockholm municipality and county
(Source: Wikipedia Commons) 
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The annual climate differences in Stockholm are a bit more extensive than in the southern 
parts of Europe. The daylight varies from about 18 hours during summer to only six hours 
during winter time, where the weather conditions are often severe due to snow and/or ice 
on the pathways. The average temperature from December until March is below or around 
zero degrees. Snowfall usually occurs from January to March, rainfall can occur through-
out the year, though July and August tend to be the wettest months. (Wetter.com). The 
main obstacle for cycling in Stockholm can be stated as severe conditions after snowfall or 
through iced pathways during the winter time, which is why cycling can be uncomfortable 
and sometimes unsafe for a certain amount of days (Stockholm 2006b: 10). However, it is not 
completely impossible to cycle during the winter time. According to a study among Stock-
holm citizens, there are at least some inhabitants (7%) who still cycle once or more often per 
week during winter-time.4 (Stockholm 2006a: 5) Experiences from other countries show that 
especially regular bikers continue to cycle even during the winter – when the right condi-
tions are allocated (this will be illustrated later in more detail). During the rest of the year, 
Stockholm’s climate is perfect for cycling as it is seldom too hot, often sunny and rainfall is in 
the European average. 

The topography and city structure of Stockholm is quite special. The inner city is located on 
an archipelago of 14 partly quite hilly islands between the Baltic Sea in the east and the lake 
Mälaren in the west (cf. figure 6). The location of the different islands influenced the spatial 
structure of the city on the one hand and on the other hand the construction of the subway 

4 compared to 42% during the summer-time (April - September)

Fig. 6: The inner-city districts of Stockholm (Source: Open street map) 
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(Tunnelbana). Especially the development of the wider urbanized Stockholm area is charac-
terized by that. The distinct structure of these parts of the city “had its foundations in two 
decisive documents Det framtida Stockholm (the Stockholm of the future) from 1945 and 
Generalplan 1952 (the 1952 Master Plan). […] The new housing areas were to have no more 
than 10 - 15,000 inhabitants […] and were to be grouped round a suburban subway sta-
tion.” (Andersson 1998: 153) The main idea was to have working, living and a centre densely 
around each station and more sparsely areas further to the outside. This concept was called 
‘ABC-Stad’5 (ABC-City) and influenced the Swedish urban development of the following dec-
ades. The spatial exclusion from other ‘ABC-cities’ should “create a feeling of being at home, 
and promote a greater feeling of togetherness among the people who lived there.” (Anders-
son 1998: 153) This idea is still working very successful, although sociologists would now use 
the term ‘segregation’ to describe the situation in some of those suburbs. A recently pub-
lished study of the University in Uppsala deals with those problems. (Neveling 2009) Quite 
a lot of the suburbs were built as a part of ‘Miljonprogrammet’ (The Million Programme), 
which was an ambitious housing programme between 1965 and 1974 aiming for one million 
new dwellings in Sweden within that period (Friman 2008: 188 - 201).

The topography and the structure of the city lead to dense parts and short distances in 
many parts of the inner city on the one hand. However, on the other hand, even there it is 
possible that starting and destination point are far away from each other – particularly when 
they are on different islands. The water gives Stockholm its characteristic view, but some-
times it is also a huge spatial barrier. Very steep street sections in parts of the city could also 
be a barrier for some cyclists. Nevertheless, most of the distances within the inner city are 
below five kilometres and therefore well adapted for cycling – apart from some topographi-
cal specialities and some days during the winter. 

However, this is very different outside of the inner city. The spatial border (and even the 
administrative, cf. figure 5) is in some parts of Stockholm very abrupt between the denser 
inner city parts and Stockholm’s wider urbanized area wich is characterized by a constant 
change between dense and very sparsely urbanized parts. This is somethimes caused by the 
topography, but it is often also a consequence of planning or political decisions. This means 
that many distances are short within the inner city on the one hand, but, on the other hand, 
distances into the inner city are often very long and therefore time-consuming and unat-
tractive for cyclists. However, usually the distances within most of the suburbs and to the 
next fast public transport station are also very short, which is why they are attractive for the 
combination of cycling and public transport. 

3.2 The public transport system

The public transport system in the county of Stockholm is organised by ‘Stockholms Lo-
kaltrafik’ (SL) which is owned by the county. There is also a lot of boat traffic, mainly run by 
the organisation Waxholmsbolaget, which is also owned by the county, but boat traffic shall 
not be considered in this paper. The public transport system of SL consists of seven subway 
lines (Tunnelbana) with 100 stations, two commuter train lines (Pendeltåg) for longer dis-
tances with 51 stations, ten different local trains (trams (light rail) and railway) with another 
98 stations (for example the Roslagsbana, the Saltsjöbana or the Tvärbana) and 450 different 
bus lines. SL has various private contractors who are responsible for the daily operation of 

5 Arbete - Bostad - Centrum – Stad, ‘Work - Housing - Centre – City’
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the traffic. Most of the railway traffic is leading into the centre of Stockholm, all the Tunnel-
bana-lines and the Pendeltåg meet at Stockholm’s main station T-Cen tra len/Cen tralstation. 
A big exception is the recently built Tvärbana, a light rail tram line. It connects different 
Tunnelbana-lines and the Pendeltåg in a quarter ring line in the south-west of Stockholm (cf. 
figure 7; SL 2008: 28 - 35; Urbanrail.net). A total of 417 million public transport journeys were 
made with SL during 20076. This amount is continuously rising. The most used transport 
modes are the Tunnelbana with 1,094,000 boardings and the busses with 975,000 boardings 
per day (SL 2008: 28 - 32). This paper will focus on the intermodal connections between pub-
lic transport and cycling in Stockholm in a general way and will highlight a few examples. 

3.3 Planning for cycling in Stockholm 

The city administration of Stockholm is working actively on cycling since 1998. Trafikkonto-
ret (‘The traffic department’) is responsible for the planning of cycling in the city, whereas 
the responsibility for Stockholm County is at Vägverket (‘The Swedish Road Administrati-
on’). The responsible person for cycling at Trafikkontoret is Krister Isaksson, who has been 
interviewed for this paper. The first, very simple ‘Cykelplan 1998’ (‘Cycling Plan 1998’) was 
published in that year. Objectives of the plan were: creating a basic cycle lane network and 
more parking facilities and – of course – increasing the number of cyclists in the inner city 
(Stockholm 1998). A plan that included also the suburbs of Stockholm was not published 
until 2005. In the time from 1998 to 2006 the budget for cycling was about 60 million SEK7 
per year, but this budget has been dramatically decreased to around 15 million SEK when 
a new conservative government got the power in the municipality. Their vision of a city’s 
transport system is, according to Isaksson, mainly a transport system for cars. He illustrates 
this argument by referring to the government’s goal of creating more parking spaces for cars 
in the inner city and plans for taking away some cycling lanes at the beginning of the gover-
ning period. However, this is about to change, “as the reality is catching up to them” (Isaks-
son 2009), which can be seen by latest decisions for new cycling lanes and a small increase 
of the cycling budget. (Isaksson 2009)

Isaksson criticises further aspects that make his work at a modern cycling policy more dif-
ficult. First, data of a modal split for the inner city of Stockholm does not exist. It exists only 
for the traffic behaviour in the whole region, which does not tell  much about the inner city 
situation. Furthermore, cycling and walking are combined together as one mode of trans-
port in those datas. Cycling data is only collected from 32 stations that count cyclists every-
day in and around the inner city. Those numbers show, indeed, a huge increase in cycling of 
around 70% between 1998 and 2008. This development leads – according to Krister Isaksson 
– to some problems in the inner city, for example congestions and problems with parked 
bikes. (Isaksson 2009)

When Trafikkontoret started to work on cycling, they were confronted with a lot of argu-
ments that feared an increase of injured cyclists and more traffic accidents. In fact, the 
number of accidents is still the same like in 1998, which means, that the risk of having an 
accident is much less today than ten years ago. (Isaksson 2009) This development can be 
seen as a great and very important success for Trafikkontoret, because safety and security 
in traffic are very important issues in Sweden – as will be seen later in this paper. This ef-

6 Dates for 2008 have not been published yet. 
7 In April 2009, ca. 5.5 Mio. EUR, in the time before the financial crisis around 6.3 - 6.5 Mio. EUR. 
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fect – considerably less accidents with bikers or at least a lower risk of getting injured – can 
usually be observed in cities that work actively on cycling, which has already been shown at 
the example of Copenhagen in chapter two (cf. figure 2). That the planners of ‘Trafikkontoret’ 
had to argue against critics that feared the complete opposite, tells a lot about the political 
mentality towards cycling and concerns regarding traffic safety in Stockholm or rather Swe-
den. This aspect will be further discussed later.

Another problem seems to be the collaboration with Vägverket, which is – as mentioned – 
responsible for the cycle network in the county of Stockholm. According to Isaksson, Vägver-
ket does not handle this responsibility very well, which leads, for example, to collaboration 
problems regarding a common cycle network in Stockholm and its neighbouring commu-
nities. As collaboration between Vägverket and the city does work well regarding car traffic 
and public transport, “it is more a ‘mental’ problem than a financial or economical one. But 
in time and when the number of cyclists increase, [they] […] have to take the responsibility.” 
(Isaksson 2009) 

This impression becomes confirmed when having a look at the website of Vägverket.  
Cycling and walking are combined as one sub-menu in the menu ‘Trafik’ (‘traffic’), where – 
among some other points – the aspect ‘Vägverkets uppdrag’ (Vägverket’s mandate) can be 
found. A link leads from there to another site where the national cycling strategy – which 
was published in 2000 – can be downloaded. The document is found in the sub-menu ‘Traf-
fic security’. (Vv.se 2009). The main goals of the cycling strategy are: ‘Making cycling safer 
and an increase of cycling travels’ (Vägverket 2000). However, having just a brief overview 
through the document and on the website, the impression conveys that the cycling-topic is 
not handled with a very high priority. The content of the website is very limited, especially 
compared to federal sites from other countries, for example Germany, where a whole webi-
ste only about cycling topics offers a lot of information (nationaler-radverkehrsplan.de). The 
interview with Isaksson already illustrated, that the idea for a cycling policy in Stockholm 
was not initiated by Vägverket. In contrast, almost all current documents about cycling in 
Germany refer to the National Cycling Plan 2002 - 2012 (BVBW 2002). 

Despite those difficulties, Trafikkontoret’s cycling policy seems to be successful and has 
been realised in a very professional way. Cyclists are visible in most parts of the city (also 
during winter times) and signs, service stations with bicycle pumps for self-service, parking 
slots and lanes for cyclists can be seen at many places along the streets in the inner city 
(and also some suburbs). From April to October the Stockholm City Bikes – those of the bike 
renting system in Stockholm – can be seen around the city. A free map for cyclists has been 
published and a website that offers information has been set up. It is obvious that Trafik-
kontoret puts a lot of effort in improving the situation for cyclists. Though, improving the 
physical situation in the city and promoting cycling is only one part of this work. ‘Lobbying’ 
and arguing for a better position of cycling within the administration or towards the poli-
tics is the second part. This part of the work is done with the help of surveys, publications 
and papers that have been produced in the department in the last years. Those documents 
have partly already been quoted in this paper and will be quoted more often. They illustrate 
the knowledge about measures that could further improve the situation for cyclists and, of 
course, also the problems that still exist. Trafikkontoret’s goal is to create its own guidelines 
for cycling. Nevertheless, they, of course, also have a look at good examples in other coun-
tries, mainly the Netherlands, Denmark and the northern parts of Germany. (Isaksson 2009) 
This paper will also refer to best practice examples from other countries, mainly to give 
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recommendations and suggestions for further developments in Stockholm. 

However, next to those positive aspects, another obstacle for the development of cycling in 
the city does exist that hasn’t been mentioned yet. It is the topic of this paper: The intermo-
dal connections between cycling and public transport. Just two short sentences of Krister 
Isaksson illustrate the situation in Stockholm very well. When the author of this paper was 
calling him to ask for an interview about this paper’s topic, Isaksson answered: “Intermodal 
connections? That don’t exist in Stockholm!” (Isaksson 2009). 

Bike & Ride4. 

4.1 General background

The offering of good parking facilities at public transport stations, Bike & Ride, is the oldest 
and most standardised topic. Riding with a bike to a public transport station enlarges the 
catchment area of a public transport station around nine times compared to a walking dis-
tance (Holz-Rau 1996: 81). It might also be taken to skip another mode of public transport 
to avoid more waiting times or to skip a tariff zone that is more expensive. In chapter two, it 
has been written yet, that transport companies in the Netherlands, Germany and Denmark 
have changed their opinion about cycling and cyclists since they realized that investing in 
related measures attracts new customers.

The Netherlands can be considered as the country with the longest ongoing experience and 
the highest amount of facilities and parking racks. Bicycle stations in other countries are of-
ten modelled on Dutch systems (for example: Copenhagen 2002: 28). Nevertheless, all coun-
tries are still working to further improve the situation. This field is even one of high priority, 
as the stakeholders still have to handle some unsolved or new emerged problems – and a 
continuously rising demand for parking facilities. The federal state of North Rhine-Westpha-
lia was the first one in Germany where cities worked consequently on the topic, starting in 
the beginning of the 1990s. Bicycle stations in this federal state – among others also the 
biggest one in Münster – are the ‘benchmark’ for others in Germany (Aurich 2009: 11). Bigger 
German cities like Cologne, Munich and Berlin are also working for many years on improving 
the Bike & Ride facilities and that topic is in Amsterdam – despite a cycling share above 30% 
– still the action field with the highest priority (MVW 2009: 31).  

For the planning of Bike & Ride facilities it is important to know about the expected de-
mand. Indications for that could be the number of bicycles that are already parked around 
the station, but also characteristics of the station regarding its location, the number of pas-
sengers, the public transport service that is offered and the destinations that can be reached 
from the station. The more distance a public transport mode covers and the faster it is, the 
more attractive is the station for Bike & Ride. According to this, it is particularly attractive 
for some suburban railway stations and especially regional train stops, whereas the topic 
also has relevance for inner cities stations. However, experience shows that the offering of 
good parking facilities creates a demand itself: “So far, the number of (anticipated) bicycles 
at stations has always been underestimated. At its peak there are now some 10,000 bicycles 
at Amsterdam Central Station” (MVW 2009: 49). In Munich, where approximately 21,000 Bike 
& Ride racks are located at most of the subway and railway stops throughout the city and 
another 26,000 in the surrounding communities, “8% of the customers of public transport 
normally use the bicycle on their way to the station. This percentage has been increasing 
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continuously over the last years” (Zorn 2008: 153). For further information about the correla-
tion between the capacity of parking facilities, the number of parked bikes and the resulting 
satisfaction of railway customers one should read the results of a Dutch long term study that 
was presented at the 1st Meetbike conference in Dresden 2008 (Givoni 2008: 159 - 169). 

4.1.1 Requirements of parking facilities 

The most important requirements for parking facilities and possible measures to fulfil those 
needs are listed below: 

High protection against theft and vandalism: The possibility to lock up the bicycle at the 
frame and at least one tire must be given. The facilities should be lightened, visible and ma-
ybe also video controlled. Further possibilities are guarded facilities, facilities with individual 
access cards or lockable boxes. It is known that cyclists are willing to pay for secure facilities, 
although they are very price-sensitive. (Holz-Rau 1996: 94)

Effective weather protection: Measures are the roofing of the facilities and the installing of 
side and back walls – whereas this measure might contradict with a good visibility of the 
station. The establishing of parking buildings is also a measure that has been made in some 
cities. (Holz-Rau 1996: 94)

Avoidance of damages: The quality of bicycle stands should not be underestimated. The bike 
should be hold at least at two different points, preferable at the frame. Facilities that just 
hold the front wheel of the bike must be refused. Such equipments are usually avoided and 
very much disliked by cyclists as they are considered (and meanwhile more or less termed) 
as ‘front wheel killers’ (‘Felgentöter’) (RMW 2000: 8). Therefore, they are not used for new 
installations anymore and cities even work on a replacement of those old parking facilities 
(Möllers 2009a: 27). Observations in North Rhine-Westphalia showed that already the instal-
lation of new bike racks (instead of those holding the front wheel) lead to a risen demand of 
parking facilities. (Holz-Rau 1996: 94 - 100)

Comfortable parking: The distance between the different bike racks should be adequate, 
so that neighbouring bikes do not hinder or cant over while another bike is parked. There 
are a lot of publications that offer detailed information about suitable construction data 
(for example: INZELL-Initiative 2009: 10). In general, the facilities should be designed with a 
minor risk of injury and as already mentioned – those bicycle stands, where the bike must be 
attached with its frame to the rack, are preferred. (Holz-Rau 1996: 94)

Further aspects that have to be considered for bicycle parking areas are the integration in 
the urban development, the connection to the cycling network and a close location to the 
public transport station, as the acceptance of a parking facility is highly dependent on the 
distance to the latter. The facilities in Germany are mostly within 60 metres to the public 
transport station (Aurich 2009: 11). All characteristics of a station can be perfect, regarding 
theft, vandalism and weather protection, if it is located at the wrong place, it will not be 
accepted by the cyclists (INZELL-Initiative 2009: 7).

4.1.2 Different parking facilities

“The strength of the bicycle and train combination very much depends on the facilities for 
storing and parking the bicycle at the station. Here cyclists may choose between a free (un-
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guarded) place and a safe, paid and guarded place. The better bicycle parking facilities meet 
their needs, the more often travellers will opt to use the bicycle-train chain than the car.” 
(MVW 2009: 49) 

The first type of parking facilities can be considered as conventional parking facilities. These 
are not kept under surveillance and therefore comparably cheap to install. Nevertheless, it 
is important to offer these facilities in a quality that fits the needs of the customers. The best 
experiences have been made with simple steel tube racks that allow locking the bike with 
the frame and at least one wheel to the rack. (cf. figures 8 and 9; RMV 2000: 8)  

The second parking facility is lockable bike-boxes. They offer a very high protection against 
theft, vandalism or bad weather and run without the dependency to opening hours. Fur-
thermore, the cyclist can leave bike bags or other stuff in the box as well. A disadvantage is 

the higher demand of space per bike. Anyway, 
there are different possibilities for lock systems. 
The first system – which is preferred by the City 
of Munich – is run automatically, comparable 
to luggage lockers in train stations (INZELL-Ini-
tiative 2009: 11). In the second system – which 
is, for example, used in Cologne – a contract 
is signed between the supplier and the user 
of the bike-box. Boxes are preferably rented 
to time-card holders of the public transport 
system and the minimum renting time is one 
month to keep the administration work on a 
low level. In many cities there are waiting lists 

for such boxes. The number of persons on such a list doubled in Cologne within 1 ½ years, 
which is the reason for installation plans of further 350 boxes in the next 3 years. (cf. figure 
10; Möllers 2009a: 15, 39)

The third topic is secured bicycle stations with staff and automatic bicycle parking buildings. 
The concepts for those stations were developed in the Netherlands. They are mainly located 
at public transport stations with a high Bike & Ride potential. A very detailed analysis of the 
required demand is therefore necessary. There are bicycle stations with automatic systems 
and others with staff. The latter have opening hours and offer bicycle related services. Pos-
sible service elements of those stations are a repairing service, renting bikes or the selling of 

Fig. 8 and 9: Bike & Ride - facilities in the Rhein-Main-region and in Cologne (Sources: Kranz and Möllers) 

Fig. 10: Lockable bike-boxes in Cologne 
(Source: Möllers) 
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bike-related products. In bicycle stations, a small fare has to be paid for the secure parking 
of the bike, whereas it has to be said that the tariff structures differ quite a lot between the 
existing stations in Germany. They vary from 0.50 - 1.50 EUR per day to 30 - 120 EUR per year. 
The research project ‘Interdependencies of Bicycle and Public Transport Use’ located at the 
Technical University in Dresden (which organised the Meetbike conferences) suggests tariffs 
of 0.70 EUR per day, 7 EUR per month and 70 EUR for a yearly subscription (Aurich 2009: 10 - 
11). From an economical perspective, a potential of at least 300 - 500 bikes should be given 
(INZELL-Initiative 2009: 11). Stations in the Netherlands, which are only destined for parking, 
work financially sustainable from a number of 1,000 - 2,000 daily parked bicycles, whereas 
the losses of smaller stations are seen as a necessary customer service (cf. figure 11; INZELL-
Initiative 2009: 11; Holz-Rau 1996: 97). 

The experiences with bike stations are different. The highest acceptance has been expe-
rienced in the Netherlands, whereas in Copenhagen the “cycle centre capacity is not fully 
exploited, perhaps because Copenhageners are reluctant to pay for bicycle parking” (Copen-
hagen 2002: 28). Especially for smaller bicycle stations it is quite difficult to find an opera-
tor who runs the facility (Marx 2009). Therefore, electronically managed facilities become 
more and more popular. Advantages of those are independency regarding opening hours 
and minor costs for staff. (Holz-Rau 1996: 97; RMV 2000: 10 - 11) In Munich for example, “a 
two-storey parking facility for 280 bicycles was established at the underground train station 
Kieferngarten in 2003. […] A section of the parking facility is locked by a door that can only 
be opened with an electronic key. Following the positive experience with this building, ad-
ditional two-storey bicycle parking facilities will be erected at other popular train stops and 
railway stations in the future” (Zorn 2008: 155). 

Fig. 11: The biggest German bicycle station in Münster for 3,300 bicycles (Source: Muenster.de, Picture: Presseamt 
Münster / Joachim Busch) 
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This paper cannot give a detailed overview about the financing of bike parking facilities. A 
lot of publications offer detailed information about the costs of the different facilities (for 
example: INZELL-Initiative 2009). As the preferable locations of the parking facilities are 
often owned by the local transport companies, investments for buying areas are usually not 
necessary. Thus, a good collaboration between the planning departments and the public 
transport company is much more important. In the best way, investing in Bike & Ride facili-
ties is seen as a common task. For the operation of bicycle stations it is important to have a 
good concept for a long run, as they have higher annual costs than ordinary parking facili-
ties (INZELL-Initiative 2009: 11). 

4.1.3 Problems & obstacles

Despite a lot of investments and efforts regarding Bike & Ride, there are still some problems, 
the planning departments and other stakeholders have to deal with. One of the biggest 
issues is left bicycles. Estimates from Munich show that up to 20% of the capacities are filled 
with left bikes. However, for the operator of a station it is very difficult to decide if a bike 
can be removed from a station or not. A very precise documentation of every bike which is 
removed by the operator is necessary in every case because of legal reasons. Detailed infor-
mation about the handling of left bicycles is offered by a publication of the ‘INZELL-Initiative’ 
– a working group of different stakeholders (public transport companies and other trans-
port companies, planning departments of different levels, researchers and many more), that 
wants to further improve the Bike & Ride situation in the Munich region (INZELL-Initiative 
2009: 12; 22 - 23). 

A further problem – especially in inner cities – is a lack of space at many railway stations that 
does not allow a further expansion according to the demand. The already mentioned two-
storey facilities become more and more common and might offer at least a small improve-
ment of the situation. The ‘INZELL-Initiative’ also recommends thoughts about taking away 
parking places for cars, as there is space for 8 - 10 bicycles on one car parking place (INZELL-
Initiative 2009: 7). 

The City of Munich describes the cooperation with the Deutsche Bahn AG (German Railways) 
as ‘often difficult’ (Zorn 2008: 157). It is not the case that Deutsche Bahn does not see cyc-
lists as their customers, since taking bikes on trains – excluding ICE’s – is allowed and the 
company is the main supplier of renting bikes in Germany. However, it seems that parts of 
the cycling topic are not handled with the required relevance. An indication of that is also 
that the headquarters of Deutsche Bahn cancelled the participation in the second Meetbike 
conference in a way that caused dissatisfaction among the organisers. 

The last problem affects also a collaboration issue: The City of Munich for example cannot 
build Bike & Ride facilities in surrounding communities, because those are exclusively res-
ponsible for their building regulations. Munich has developed an interesting solution for this 
problem: The city offers those communities “20% of the construction costs for new bicycle 
racks […]. More than 3300 Bike & Ride facilities at 17 railway stations have been promoted 
since 2001” (Zorn 2008: 153). This problem illustrates – although the solution in Munich 
seems to be successful – the necessity for a superior planning level in some issues related 
to planning for cycling. The above mentioned working group ‘INZELL-Initiative’ in Munich is 
such a solution. It is not an own planning level, but it is a collaboration of public and private 



25 Intermodal connections between cycling and public transport

stakeholders from different fields and levels who search for solutions to improve the current 
situation. The already quoted publication from March 2009 (INZELL-Initiative 2009) targets 
directly at other stakeholders in the region (for example other communities) that might (or 
should) work on the topic. 

4.1.4 Success factors & possible improvements 

Studies about Bike & Ride show the same important result: Bike & Ride users are very con-
stant cyclists and loyal customers. The variety of parked bicycles during a year fluctuates 
much less than the total amount of cyclists in a city. Monthly studies at 22 different stations 
in Cologne between the years 1998 and 2001 showed a variation between 85% in July (and 
around 90% from December until February) and 112% in August from the annual average 
value (which was set as 100%). These results demonstrate – according to Jürgen Möllers 
from the planning department in Cologne – that Bike & Ride users act much more indepen-
dently from weather influences than other cyclists, since those numbers fluctuate much 
more within a year. Bike & Ride users obviously value the advantages of a comfortable Bike 
& Ride trip higher than the influences of severe weather conditions. (cf. figure 12; Möllers 
2005: 12)

As mentioned, working on improvements of the Bike & Ride facilities is still one of the key 
action fields. Nevertheless, a certain standard has been reached and should be communica-
ted in a better way. Many cities and public transport companies have started to foster their 

marketing activities for a better combination of bike and public transport, examples for that 
in Germany are Berlin, Cologne, Dresden or Munich. Those cities publish brochures with 
detailed information and they also offer ‘Bike & Ride maps’ (cf. figure 13) – comparable to 
ordinary public transport maps – with the number and sort of bike parking facilities at each 
public transport station (INZELL-Initiative 2009: 14). 

Möllers summarises the success factors of the cities’ Bike & Ride policy as follows: An “inten-

Fig. 12: Monthly utilisation development of Bike & Ride facilities in Cologne (Source: Möllers)
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Fig. 13: Bike & Ride facilities in Berlin 2007 (Source: Senatsverwaltung für Stadtentwicklung Berlin-)
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sive demand analysis + studies of potential [and continuous] comprehensive accompanying 
studies + success control” (Möllers 2009a: 37). Furthermore, the City of Cologne did several 
checkups about the acceptance of the facilities. A further success factor, according to Möl-
lers, is the offering of small-scale units like bike boxes on the one hand, but also bicycle 
stations on the other hand. By this, the city provides demand-oriented and flexible parking 
facilities in a high quality for cyclists. In 2009, 15 years after starting to work on Bike & Ride, 
the demand for parking facilities exceeds the anticipated potentials by far. An utilisation 
of more than 100% (including wild parking) was measured in Cologne for the first time in 
2008 (Möllers 2009b) – despite a continuous increase in the number of the facilities. (Möllers 
2009a)

4.2 In Stockholm

One of the main future topics for cycling in Stockholm is – according to Krister Isaksson – 
“modern high class parking” (Isaksson 2009). For analysing the bike parking situation in 
Stockholm it is quite useful to just have a look at the facilities on the one hand and on the 
other hand, to read the paper ‘Cykelparkering i staden’ (‚Bike parking in the city‘) which was 
distributed by Trafikkontoret in September 2008. The paper analyses the parking situation 
in Stockholm and gives recommendations for those who have to plan for cycle parking like 
other planners, consultants, entrepreneurs etc. It starts with the statement, that new par-
king facilities are strongly needed in the city, because the number of facilities has not risen 
in the last years at the same pace as the number of cyclists has. As this increase was so huge 
(cf. chapter 2), furthermore, the need of new suggestions and guidelines is given, especially 
because some huge infrastructure constructions and changes are planned and built in the 
city at the moment (Stockholm 2008: 3). The need for more and better parking facilities can 
also be noticed in the survey among Stockholmers about cycling, as the satisfaction with 
the current situation (in general) was – compared to the results of other questions – only 
low average (Stockholm 2006a: 4). However, the paper ‘Cykelparkering i staden’ and also the 
interview with Krister Isaksson clarifies that Trafikkontoret has a good knowledge about the 
requirements and needs of the cyclists, and about the present situation. The paper names 
three different main action fields for the future: Firstly, ‘long-time parking’, secondly, ‘parking 
along streets and squares’ and thirdly, ‘parking at public transport hubs’ (Stockholm 2008: 4). 
It offers very detailed information about how to develop good parking facilities and refers 
to several best practice examples, mainly in other countries like the Netherlands, Denmark, 
Germany, Switzerland, but also in some Swedish cities like Uppsala and Lund (Stockholm 
2008: 4, 24). As this thesis is only about the theme Bike & Ride, it will focus on the subjects 
‘parking at public transport hubs’ and ‘long-time parking’. 

4.2.1 The current situation

Trafikkontoret’s diagnosis is, that today’s parking situation around ‘almost all’ (bigger) public 
transport stations is very unsatisfactory. The facilities are primarily in a bad condition and, 
furthermore, hardly available, which means that they are overburdened with bicycles most 
of the times (Stockholm 2008: 4). The same conclusion arrived at a spot check of the author: 
The bicycle stands were in almost all cases neither protected against theft and vandalism, 
nor against the weather. Furthermore, the so much disliked ‘front wheel killers’ were found 
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at most of the stations.8 The acceptance and implications of those facilities could be seen 
at almost all stations: They were mainly filled with bicycles in a very poor or non-functional 
condition – given up by their owners or in such a bad state that nobody wants to make an 
effort in stealing it. Moreover, canted over bikes were spotted at all stations with front wheel 
holders, as well as bikes, whose owners tried to avoid an attachment with the front wheel to 
the facility. Wild parked bikes were often found, too. (impressions from a control sample; but 
also: Stockholm 2008: 16)
In ‘Cykelparkering i staden’ it is stated, that better facilities are in high demand. A survey 
from 2007 among cyclists who parked their bikes at Pendeltåg-stations came to the con clu-
sion, that half of them were willing to pay for better parking facilities.9 To back up this result, 
Trafikkontoret refers to surveys and experiences in other countries with the same results and 
exemplifies the different options and requirements for good par king facilities, that are also 
illustrated above in this paper (Stockholm 2008: 16 - 19). 

4.2.2 Problems & constraints

One might wonder why the Bike & Ride situation in Stockholm is as it is stated above, alt-
hough the city is working on cycling since 1998. The answer for that delivered the interview 
with Krister Isaksson. It became very apparent that the collaboration between Trafikkontoret 
and SL does not work very well. Trafikkontoret is – as explicated – very aware of the demand, 
necessity, requirements and also the potential of good Bike & Ride policy and very intere-
sted in offering more and better parking facilities for cyclists at public transport stations. 
They are even willing to bear the expenses, as SL is neither interested in planning nor in fi-
nancing anything. However, SL is not against such plans in general, but they usually own the 

8 Stations, the author made the check-up: T-Universitetet, T-Bergshamra, T-Centralen / Central station en, J-Karlberg, J-Solna station, 
J-Mörby, St. Essingen, T-S:t Eriksplan, T-Liljeholmen, J-Årstaberg. 
9 10 SEK per day and 100 SEK per month were considered as acceptable. 

Fig. 14: Wild parked bikes at St. Eriksplan      Fig. 15 - 16: ‚Front wheel killers‘ at the central station in Stockholm

Fig. 17 - 18: At least good bicycle racks at T-Liljeholmen, but also                 Fig. 19: More ‚front wheel killers‘ at
bicycles in a non-functional condition.          J-Karlberg. (Sources: own pictures)   
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land around the stations, which is the most preferred for bike parking from Trafikkontoret’s 
point of view and SL does not want to have any bike parking facilities on this ground. On the 
other hand, Trafikkontoret does not want to spend money for facilities that will not be used, 
because they are too far away from the station: “It would be crazy to invest in a solution that 
nobody uses.” (Isaksson 2009). 

Corresponding to Isaksson, this attitude of SL is mainly a ‘mental and cultural’ problem, as 
they do not consider cyclists as their customers. He substantiates this opinion by referring 
to the ongoing plannings and constructions for a new Pendeltåg- and train-station at Oden-
plan10, which is a cooperation between SL and the Swedish Rail Administration (Banverket). 
The budget for cycling in this project is around 40 million SEK for creating bike stations and 
boxes. An agreement which was made between Banverket and SL regarding those facilities 
says that SL does not want to be concerned with this. (Isaksson 2009) 

Isaksson complains that SL does not have any active Bike & Ride policy at all: “It creates 
HUGE problems when the operator of the public transport states, that their customers do 
not cycle. SL does not look around in Europe; there is a completely different culture in Den-
mark and other countries. It is quite sad, that we cannot do anything more, for example at 
T-Centralen. This discussion is going on for ten years, but we cannot reach an agreement to 
do more.” (Isaksson 2009).

4.2.3 Recommendations & conclusion

It has been illustrated, that offering good and enough parking facilities is one of the most 
important aspects to improve the transport chain between cycling and public transport.  
However, the amount and quality of Bike & Ride facilities in Stockholm is very unsatisfactory. 
Although Trafikkontoret is very aware about this situation and is willing to improve it, they 
are not able to do so, since it is not possible for them to reach an agreement about the topic 
with Stockholm‘s public transport company SL. 

In such a situation it is quite difficult to give recommendations for a better handling of the 
Bike & Ride policy in Stockholm. It is obvious that a huge necessity and demand for high 
quality bike parking exists. The public transport network of SL is optimal for Bike & Ride, as 
almost all of the railway services cover long distances in a fast way and most of the traffic is 
leading into the city. This counts for example – in downward order – for all the Pendeltågs 
and Tunnelbana-lines, the Roslagsbana, the Saltsjöbana and furthermore some fast overland 
bus lines. It is important to note that the necessity for Bike & Ride is not only valid for the 
administrative city of Stockholm, but for the whole region (Stockholm county). This iden-
tifies another obstacle: the responsibility of Vägverket, which is the superior authority for 
Trafikkontoret. Vägverket does not handle its responsibility for cycling very well. This hinders 
a better collaboration about cycling between Stockholm and its surrounding communities 
and this might be one reason why SL is not getting enough political pressure to think about 
their attitudes towards cycling, although this is “not the modern way of looking at the trans-
port in a city” (Isaksson 2009). Isaksson describes his job in fact also as informing the politi-
cians in the city hall and in the management of SL about the importance of cycling issues. 
The numerous publications of Trafikkontoret that have been mentioned in this paper can 
be seen as one tool of this work. The right solutions and the knowledge for improving (not 
only) the Bike & Ride facilities in Stockholm exists already. 

10 Which is in the inner city.
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Taking bikes into public transport5. 

5.1 General background

Taking bikes into public transport is in this paper maybe the topic with the most contradic-
tory aspects that have to be considered. It is on the one hand a very practical possibility for 
cyclists to substantially expand their coverage with the own bike and it could be used for 
leisure trips and cycling tours, for regular work or study related trips or in cases of average 
like bad weather, breakdowns or a lack of condition. Allowing this opportunity might contri-
bute furthermore to a cycling friendly image of the transport company, as well as to a better 
capacity utilisation and further revenues. However, on the other hand, the needs and safety 
of other passengers, possible capacity overloads and further challenges have to be conside-
red as well. (TU Dresden 2008b: 1 - 2, Hegger 2007: 40)

The relevance of the topic is quite different from country to country. Whereas it is not a big 
topic in the Netherlands, it is gaining more attention in Germany, Copenhagen and even in 
the USA – in the latter mainly regarding taking bikes on buses. Though, most of the infor-
mation which has been used for this chapter is dealing with German examples – cases from 
other countries will be mentioned only shortly. 

The German National Cycling Plan 2002 - 2012 could be considered as an important driving 
force regarding a further encouragement of the topic. The plan asks for better possibilities 
for taking bikes into public transport, for example standardised (low) prices and terms, 
but also better and convenient constructions, as well in the vehicles as in the stations. The 
biggest potential is seen in regional and long-distance rail traffic, whereas subway, tram and 
bus services just need a basic offer. (BVBW 2002: 50) 

Probably the most comprehensive study about the conditions of taking bikes into public 
transport in Germany has recently been done by the research project from the TU Dresden. 
Thomas Böhmer, research assistant in the project, was so kind to provide the results of the 
project’s interim report for this chapter’s topic (TU Dresden 2008b).

5.1.1 Study results – current situation in Germany

Between October and November 2007, the project analysed the terms and conditions of 
most of11 Germany’s public transport associations12 (Verkehrsverbünde) due to their arran-
gements regarding taking bikes into their systems. The analysed aspects were: if the carriage 
of bikes is allowed or not, the conditions in the terms of carriage, possible off-times and the 
variation of tickets and their prices. The study distinguished between different modes of pu-
blic transport as follows: regional trains, suburban railway (S-Bahn), subway, tram, city buses 
and regional buses. (TU Dresden 2008b: 2 - 9) 

Taking bikes into the public transport is possible as well in the majority of public transport 
associations as in the majority of each different mode of transport. A complete ban exists 
only for 3 (out of 26) tram services, 9 (out of 53) city bus and 10 (out of 54) regional bus ser-
vices. Only one association has a limited offer for its regional trains. The carriage of bikes 

11It was not possible to get detailed information of all public transport associations. Therefore only 53 associations have been analysed 
in more detail. 
12 There are several different translations used for the German word ‚Verkehrsverbund’. The term means a collaboration between diffe-
rent public transport companies in a region with consistent tariffs and conditions. 
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for regional trains in the mor-
ning and 50 do not have any in 
the afternoon. Although regio-
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Fig. 20: Taking bikes into public transport in... (Source: TU Dresden 2008)

with restrictions not possible

Fig. 21: Ban times in public transport modes (Source: TU Dresden 2008)

Fig. 22: Taking bikes into public transport for free 
(Source: TU Dresden 2008)

with restrictions not possible
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as well in the morning as in the afternoon exist for example in bigger cities like Munich and 
Hamburg. (TU Dresden 2008b: 6)

One can find a huge variety of special conditions in the different terms of transportation: 
A majority of associations prohibits a transportation of bikes if there is not enough space; 
a bike is only taken along, if the safety is assured and other passengers are not disturbed; 
employees are licensed to take the final decision if a bike is carried or not. Furthermore 
wheelchairs and children’s push chairs take usually priority over bicycles. Some associations 
have a minimum age for taking bikes into public transport. (TU Dresden 2008b: 4 - 5) The 
public transport associations and companies also offer detailed information in their terms 
and conditions and on their websites about how and where to place a bike or the right be-
haviour towards other customers. Furthermore it is often stated that bike owners are res-
ponsible for any harms or damages caused by bikes. (e. g. RMV 2009, HVV 2009, MVV 2009)
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The variety concerning bike tickets 
and their prices is also high. Figure 
22 shows that carrying a bike is 
completely free in 12 public trans-
port associations (23%), while this is 
not the case in 23 associations 
(43%). In between, one can find 18 
associations (34%), where it is pos-
sible to take the bike into the sys-
tems for free, but with exceptions 
and restrictions. These restrictions 
are, for example, that carrying bikes 
is charged at particular times (e. g. 
in the morning), or that it is for free 
only in regional trains, in specific 

regions or certain lines (TU Dresden 2008: 7). In some associations, taking along bikes is for 
free for holders of specific tickets, for example various season tickets like monthly or yearly 
passes, student semester tickets etc. (cf. figure 23). This additional benefit on seasonal 
tickets might be a good bargain for some customers to buy such tickets, especially when a 
bike is regularly taken along. The variety of bike tickets reaches from specific single bike 
tickets to weekly, monthly or yearly bike tickets. The price range differs from 0.80 - 3.50 EUR 
for single bike tickets or additional bike fees for single trips, 2.50 - 5.00 EUR for daily tickets 
and from 8.50 - 43.70 EUR for monthly tickets. The two available yearly tickets cost 356 and 
420 EUR respectively. (TU Dresden 2008)

5.1.2 Practical examples and experience 

Berlin: Berlin is probably the most extensive example for taking bikes into public transport 
– at least in Germany. About 60,000 bicycles are carried with the S-Bahn alone (urban or 
suburban railway) during summer times – per day, with increasing tendency. Around 18 mil-
lion bicycles were carried in 2008 in total and despite risen prices, 20% more monthly bike 
tickets have been sold (Tagesspiegel 2009). Punctual capacity constraints occur meanwhile; 
however, according to Burkhard Horn from the Senate Department of Urban Development, 
there are only few customer complaints (Horn 2009: 13).

Fig. 23: Different kinds of bicycle tickets (Source: TU Dresden 2008)
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This form of intermodality has a 
very long tradition in Berlin, which 
is intensely promoted by the S-
Bahn Berlin GmbH13 as a part of a 
broader strategy to improve the 
interdependencies between cy-
cling and public transport – with 
strong support and request of the 
Berlin Senate. Although taking 
bikes on trains is already used 
very frequently, the city calls in 
its cycling strategy particularly on 
this company for enabling further 
improvements regarding the to-
pic. Furthermore, a more intense 
collaboration is intended with the 
cities’ surrounding federal state 

Brandenburg regarding taking bikes on regional trains. Earlier measures of the S-Bahn Berlin 
GmbH regarding a better connection between cycling and public transport (for example 
bicycle parking) are positively highlighted in the plan. (Berliner Senat 2004: 3 - 4, 8) It is also 
allowed to take bicycles in most of the transport modes14 offered by the second transport 
company in Berlin, BVG. However, the utilisation is clearly below the S-Bahn, although there 
is no current data available. The main reason for that is seen in access problems and a lower 
attractiveness on longer distances. In Berlin no ban times apply, the ticket prices range from 
1.00 EUR for a short trip and 1.50 for a single trip to 4.40 EUR for a daily pass and 8.50 EUR 
for a monthly pass. (Horn 2009: 12 - 14) Students are enabled to take along a bike for free 
with their student pass (which is compulsory for all students). 

Tilman Bracher did extensive studies about taking bikes into the S-Bahn and regional trains 
in Berlin in the middle of the 1990s. During that time, already 12 million bicycles were carri-
ed per year – 11.5 with the S-Bahn and 0.5 with regional trains. Analyses about the various 
utilisation of the service were made. Results were that in “the S-Bahn more bicycles are carri-
ed per day on weekdays than during the weekend. In regional trains demand depends main-
ly on the structure of the area and […] the route. Highest peaks […] have been on Sundays 
in summer with good weather. […] On weekdays most bicycles are not taken for leisure trips 
but for going to work, training or education.” (Bracher 2000: 19) The share of passengers with 
bicycles within the whole S-Bahn-network reached up to 3.8% on weekdays and 5.4% on 
Sundays. Whereas peaks on specific lines or parts of specific lines or single trains reached up 
to 20% or sometimes even more than 30%. During the week, most passengers travel alone, 
at weekends more travel in groups. (Bracher 2000: 19) The main reasons for combining cyc-
ling and public transport were – not very surprisingly: the covering of far distances (31% of 
the answers) in short time (26%). (Bracher 2000: 21) 

The S-Bahn Berlin GmbH is also a good example for a successful promotion of taking bikes 
into trains. The company collaborates since many years with the biggest German cycling as-

13 There are two public transport companies in Berlin, the BVG, responsible for the subway, tram and bus services and the S-Bahn 
Berlin GmbH – a subsidiary of German Railways – which is running the S-Bahn. 
14 it is allowed in the subway and tram, but not in busses. Bikes are only allowed in night busses that replace subway lines in night 
times. 

Fig. 24: Comfortable, popular and regularly practised in Berlin: Taking 
bikes into the S-Bahn (Source: own picture)
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sociation ADFC. A cycling tour-guide is published by the association annually and is availab-
le for free at every S-Bahn sales centre. It contained around 500 cycling tours in 2007, which 
all start at a suburban or regional railway-station (S-Bahn 2007). 

There are some specific aspects in Berlin that favour such an intensive utilisation: Firstly, 
Berlin is a very polycentric city and furthermore, it is (as its public transport system) planned 
for many more inhabitants than the 3.4 million that currently live there.15 These are only two 
factors (amongst others) for lower intensities of peak times in the cities’ public transport 
system. These aspects make it a bit difficult to compare the Berlin-case with other cities, ne-
vertheless, the experiences and solutions from that city are an important information source 
for others. 

VVO : Another example of transporting bikes with public transport is the Upper Elbe Re-
gional Transport Association VVO (Verkehrsverbund Oberelbe GmbH) with its biggest city 
Dresden. This case was presented at the second Meetbike conference in Dresden in 2009. In 
the VVO, around 7,500 passengers take their bike into the different modes of transport, for 
example regional trains, ferries, cable railway, trams and also buses. (Dehnert 2009: 8)

The VVO has done a lot of efforts to promote the chain between cycling and public trans-
port, for example through intensive marketing and information, by introducing a new tariff 
structure for taking bikes into their public transport modes, but also in providing more and 
better parking facilities. Different utilisations of carrying bikes along on weekdays and week-
ends respectively are also experienced in the VVO. More bicycles are transported during 
the weekends, which reflects the high importance of touristic and leisure traffic in Dresden. 
Problematic bottlenecks are experienced on very sunny days – especially on a promoted ‘cy-
cle bus’, on routes climbing up a hill and on some lines that transport pupils. Nevertheless, 
the VVO is working on further constructions of barrier-free access to platforms. In 2007 new 
regional trains have been ordered with more multi-functional cabins which are very suitable 
for bicycles. (Dehnert 2009: 8 - 14) 

The TU Dresden research project examined possible conflicts regarding the transportation 
of bikes in the VVO. The results were also presented at the Meetbike conference. Hardly any 
conflicts have been detected by the project, whereas the sample study has been made only 
during two days in one bus line. Recommendations of the project for a continuous success 
of transporting bikes are an intensified communication of the rules and a promotion of 
alternatives. Three recommendations are made for cases of capacity constraints: The intro-
duction of ban-times during peak-hours, adjustments of the tariff structure or the expansion 
of capacity. (Aurich 2009: 18) 

5.1.3 Recommendations, success factors & constraints

The utilisation of taking bikes into public transport highly depends on its attractiveness – 
not only regarding a suitable price offer. Further important factors are the access to and 
from the platform, how the bike can be stored in the cabin and the distance that is covered 
by the public transport mode. According to that it is quite obvious that the attractiveness 
highly varies between the different modes of transport.  

15 around 4.5 million inhabitants were living in Berlin at the beginning of the 1940s. This number was shuttling between 3 and 3.5 million 
since the end of the second world. Though, the Senate was estimating an increase up to 4 - 5 million inhabitants until 2010 after the 
reunion in 1990. These estimations had, of course, an influence on the planning in the city. (Wikipedia 2009a; Dummy 2009: 21)
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Tickets: The price for bike tickets determines the demand. In 2004, free transportation of 
bikes was introduced for holders of monthly and yearly passes in the VVO. The utilisation of 
this service increased within one year about 56%. On the other hand it was possible to mini-
mise capacity problems with too many pupils by regulating the ticket price. (Dehnert 2009: 
11) Free transportation of bikes on season tickets is an additional bargain for regular users. 
By offering this service to students, the company might win more customers in the long run, 
when people continue to use this form of intermodality. It is also important to have tickets 
for occasional users that only sometimes use such mobility offers. Anyway, taking bikes into 
a public transport mode can be a serious potential regarding additional revenues and new 
customers. 

Access to and from the platform: Access to the platform is mainly a relevant topic due to the 
various railway services and the subway – not so much regarding bus or tram services. A 
lot of cyclists carry their bike on stairs, although this is not very comfortable. However, it is 
often the only or at least the fastest possibility to access the stations. Specific stations might 
be identified as important for the bike into public transport use (for example for leisure traf-
fic outside of city centres). Particularly for those it should be considered to design stations, if 
possible, with “a hindrance free (step free) entrance from the street to the platform and into 
the train.” (Bracher 2000: 22) 

While using elevators is usually allowed, it is forbidden to use escalators. Though, eleva-
tors are often slow or occupied by prams or wheelchairs, which is why the attractiveness 
of taking a bike into subway systems is not very high, especially when they are deep in the 
underground. It takes very long to bring the bicycle up or down a station, which is why this 
makes only sense on longer distances that have to be covered. If the station is deep in the 
underground, access to the platform through normal stairs is often even not available, as 
there are only escalators and elevators. This is for 
example the case in a lot of Tunnelbana-stations in 
Stockholm. 

A spontaneous informal interrogation among some 
participants of the Meetbike conference, offered no 
suitable solution to improve this problem: Accessing 
the platform with a bike on the escalator was jud-
ged as too dangerous, although doing so is more or 
less tolerated in Berlin – according to informal infor-
mation of one BVG-employee.16 This is probably why 
there are not many examples for taking bikes into a 
deep subway system. However, there is at least one 
very deep system where it is allowed to take bikes 
into the trains. It is located in Washington D.C. (cf. 
figure 25), where it is as well not allowed to take 
bikes on the escalator – bikers have to use the ele-
vators. Though, nevertheless offering the possibility 
to transport bikes also in the subway system harmo-
nises with the general cycling friendly policy of the 
local public transport company in Washington. They 
promote intermodality between biking and public 

16Whereas the subway-stations in Berlin are not very deep in the underground. 

  Fig. 25: Subway in Washington D.C.: not allowed 
  to take bikes on escalators, but no problem in 
  an elevator (Source: own picture)
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transport through a lot of further measures, for example an active Bike & Ride policy and 
taking bikes on buses. (WMATA 2009a)

Design of the cabins: In the Berliner S-Bahn, big bicycle-icons at the windows of several 
multi-function cabins relieve the orientation to such parts of the trains since 2004 – also 
for passengers with luggage, wheelchairs or prams that, of course, still have priority over 
bicycles (cf. figure 24 (in the background at the window); S-Bahn 2004). Though, experience 
showed that many passengers used the multi-function cabins because of more comfortable 
legroom. The S-Bahn Berlin GmbH decided therefore in 2009 to remove tip-up-seats on one 
side in the multi-function cabins. This measure was backed-up by a customer survey and its 
main aim is to further improve the convenience of taking bicycles along in the trains. (Horn 
2009: 13, Tagesspiegel 2009) Other public transport companies offer detailed information on 
their websites about where to place the bikes in their wagons and sometimes also a maxi-
mum capacity per cabin (e. g. WMATA 2009a). 

Different solutions exist for buses. The VVO offers on some lines a so called ‘Bike Bus’ (Fahr-
radbus) from March till October (cf. figures 26 - 27). The bikes are stored on a trailer. How-
ever, there are some difficulties with this solution. It is time-consuming as the driver is 
responsible for the load safety, which is why he/she has to leave the bus every time when 
a bike is loaded or unloaded. Furthermore capacity problems occurred – for the trailer, but 
also for the bus – as only buses with 12 meter length could be used for this service due to 
legal reasons. (Dehnert 2009: 18 - 20) A different solution for buses is very common and 
popular in the United States: Buses are featured with bicycle racks at the front or back of 
the vehicle. These facilities can be used without the help of the driver. The public transport 
companies offer detailed information on their websites how to use such racks. (e. g. WMATA 

2009b) However, these illustrations already indicate that taking 
bikes on buses is a suitable solution on longer distances and 
usually not in inner cities, whereas solutions for cases of aver-
ages should be considered for that as well. 

The configuration of low floor vehicles with sufficient multi-
purpose cabins is preferable regarding railway transport modes 
and, if applicable, possibilities to attach bikes, whereas cont-
radictions to the needs of other passengers have to be consi-
dered (cf. figures 28 - 29). Capacity problems might be solved 
through restrictions regarding the number of bikes per door or 
cabin. The obligation (in the terms of transport) for the cus-
tomer to hold the bike during the trip might be a solution for 

Fig. 26 - 27: Taking bikes on buses 
in Dresden (Source: Dehnert)

Fig. 28 - 29: Regional trains in Dresden with bike symbols and multi-function 
cabins (Source: Dehnert)
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insufficient possibilities to attach the bike. Though, this solution is only applicable for short 
distances, for example in trams or as well in buses. As new constructions of stations and new 
design for wagons are associated with notable investments, possible expensive adjustments 
should be arranged in the course of necessary changes. 

5.1.4 Conclusion

One crucial aspect becomes evident by discussing the advantages and constraints of taking 
bikes into public transport: This idea has its limits. An employee of a Dutch cycling consul-
ting company summarized that point in a request to speak during the 2nd Meetbike confe-
rence in Dresden 2009 as follows: “Taking bikes on trains can collapse because of too much 
success.” Public transport is, primarily, for passengers without a bike. Those passengers who 
carry luggage, take a buggy along or have to use a wheelchair are, of course, prioritised 
towards those who want to take a bike along. In many public transport systems capacity 
problems occure during the rush-hours – even without bikes, although it is possible to find 
creative solutions also for those times. This is illustrated by an example from Copenhagen, 
where “the most recent development is that bicycles are now allowed on commuter trains in 
rush hours when travelling in the opposite direction to the main traffic.” (Copenhagen 2002: 
28) 

However, it is no surprise, that taking bikes on trains is not very common in the Netherlands: 
there are too many cyclists. Offering suitable possibilities for everyone who wants to trans-
port a bike by public transport would be an unsolvable contradiction towards the demand 
of other passengers. This makes it obvious why the offering of attractive alternatives is man-
datory. It is even in the interest of those customers who would like to take their bike along, 
because they “seem to avoid taking a bicycle in trains, with a regular occupation of too many 
passengers (because this is uncomfortable).” (Bracher 2000: 21) This statement was found in 
the study about the Berlin-case and reflects pretty much the long lasting individual experi-
ence of this texts’ author: Taking a bike along in a crowded train is even worse than being in 
an overcrowded cabin without a bike.

The solution for these constraints is quite simple. When Tilman Bracher did his studies about 
taking bikes into the S-Bahn and regional trains in Berlin in the middle of the 1990s, scenari-
os existed, that proposed a high increase in taking bikes on trains. Therefore the author sug-
gested that on the one hand “multi-purpose capacity on trains should be optimised to cater 
for this cycle demand by providing more space and more carriages. [However, on the other 
hand] alternatives [to taking bikes on trains] should be improved, especially for weekday 
commuting […].” (Bracher 2000: 21) These proposals were backed-up with the estimation 
to win more customers: “There should be a tailor made offer of lines with sufficient capacity 
and reasonable tariff for bikes taken by regular and occasional customers.” (Bracher 2000: 21) 
The proposals for attractive alternative offers reflect the findings of this paper and a modern 
integrated planning for cycling: “these should include high-quality storing facilities, bike-
renting, servicing facilities and improved cycle-routes.” (Bracher 2000: 21)

Nevertheless, most of the public transport systems do have available capacities apart from 
their peak-times. The permission of taking bikes along when the possibility is given is a very 
attractive additional quality offer, even with potential to win more customers and gain addi-
tional revenues. Several aspects have to be considered for a safe, attractive and comfortable 
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offer. The most important aspects are attractive ticket offers, comfortable access to and from 
the platform, suitable design of interior cabins, but also a comprehensive communication of 
the offer among all passengers. 

Insufficient facilities are no reason for not allowing taking bikes into public transport. If the 
political will is existent to offer this service element to customers, it can be introduced very 
easily. The proposed improvements are measures to increase the attractiveness of the offer. 
If the possibility is given to take a bike into public transport, but the handling is not very at-
tractive, it will probably only be used by few people. Nevertheless, even the given possibility 
might contribute to a positive image and might attract new customers. 

5.2 In Stockholm

Michael Stjärnekull from the consulting company SWECO has been interviewed for this 
chapter. In 2008 and 2009, he worked on behalf of SL at improving the possibilities of taking 
bikes along on different bus lines. His final report is meanwhile available on SL‘s website. 
Since it reflects the information which has been presented in the interview, quotations will 
be taken from there. 

5.2.1 Current situation & developments

Current situation: In Stockholm, taking bikes into public transport is allowed without addi-
tional costs in the Saltsjöbana and the Pendeltåg (cf. figures 30 - 31) – with restrictions re-
garding rush hours in the mornings and afternoons, but no restrictions during the weekend. 
However, it is never allowed to take a bike on or off a train at Stockholm’s central station. (SL 
2009: 10) This means that there are three stations in the inner city, where it is allowed to take 
a bike on or off a train: Karlberg and Stockholms Södra with the Pendeltåg and Slussen with 
the Saltsjöbana. SL is going to introduce taking bikes on some selected bus lines in summer 
2009 (SL 2009: 13 - 25).

Bicycles are never allowed in the different Tunnelbana-lines and none of the other local 
railway-, tram- or bus-lines. On SL’s website, this is mainly justified with a lack of capaci-
ties and security reasons. Very detailed it is elucidated, that the pedals or handlebars of a 

Fig. 30 - 31: Bikes allowed: Saltsjöbanan and Pendeltåg  (Source: own pictures)
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bike might cause any accidents on escalators, 
elevators or doors. Emergency exits and doors 
might be blocked by bikes or other passengers 
might get harmed. It is allowed to take along 
up to two fairy cycles, but only those without a 
bicycle chain. At last it is also allowed to carry a 
folding bicycle, whereas this must be stored in 
a cycling bag. (SL.se 2009b) 

Accordingly, the situation in Stockholm is 
almost completely different than in most of 
the German transport associations. Offering 
this possibilitiy only in such few lines, means 
the exclusion of this mobility option for daily 
patterns for all the passengers who do not live 
close to a station of those lines. Stockholm has 
indeed very intense peak-times, which is why 
ban-times are definitely necessary. However, it 
is an challenging question, why taking bikes is 
not allowed more often apart from them. 

Current developments: In March 2008, SL de-
cided to analyse the possibilities of taking bicy-

cles into their transport system, with the goal to increase such options. However, the pre-
condition was to exclude the inner city, since – according to SL – most of the ways could be 
done solely by bike. The main intention was to improve the possibilities of taking a bike into 
public transport on longer distances. In the end, the mandate was to suggest some overland 
bus lines for taking bicycles along, preferable lines that operate in areas, which are attrac-
tive for leisure cycling tours and which are not covered by the Saltsjöbana or Pendeltåg. All 
other modes of transport in the SL-system are considered with lower priority in the short 
run. The report lists conditions, costs, measures and possibilities for taking bikes into public 
transport, as well as the suggestions for the bus lines, where bikes will be allowed from sum-
mer 2009 on. In a comprehensive appendix, some national and international regulations for 
taking bikes into public transport are illustrated. Furthermore, political petitions are listed 
that were made regarding this topic in Stockholm and Sweden. At last, the current condi-
tions and guidelines of SL are illustrated for taking bikes into their different transport modes 
of SL. (SL 2009: 1 - 7) 

One precondition is made for the report: SL assumes that five kilometres are an acceptable 
distance to a Pendeltåg- or Saltsjöbana-station. (SL 2009: 8) This precondition is used to ana-
lyse in which areas SL already offers possibilities to take bikes into public transport. Howev-
er, not only SL’s offer is considered, but also the area which is covered by offers of the boats 
of Waxholmsbolaget, on which it is also allowed to take along bicycles (SL 2009: 14 - 15). This 
method is very effective to identify those areas, which are not serviced so far and therefore 
are the most preferable for the new bus line offers. In the end, 15 bus lines (some on similar 
routes) are suggested in total (SL 2009: 17 - 25).

For security reasons it will not be allowed to take bikes into the buses. Similar to the case 
in the VVO in Germany, the driver will have the responsibility for the correct loading of the 

Fig. 32: Bikes are not allowed in the Tunnelbana, be-
cause there is no capacity and it is unsecure. Though, 
there are exceptions for other ‚modes of transport‘...   
(Source: own picture)



40 Intermodal connections between cycling and public transport

bikes, which is why the service will have an influence on the time-schedule. A service to 
pre-book a rack space for the bike is recommended. It is also mentioned that a collective 
traffic information system of Vägverket, Stockholm and SL is planned, which will also favour 
a combined use of different modes of transport. (SL 2009: 9 - 12) 

5.2.2 Arguments against the transportation of bikes

These suggestions and the plan to offer transporting bikes on buses are highly supportive. 
This development can maybe even be seen as a first step to introduce even more possibili-
ties in the long run. However, this is not very probable in short and medium terms. Transpor-
ting bikes is cautiously taken into consideration only for the Roslagsbana, where new trains 
will be purchased in the near future (SL 2009: 6).  In the appendix of the final report, more 
detailed reasons are exemplified why it is only allowed to take bicycles into the Pendeltåg, 
the Saltsjöbana and soon some bus lines. As it is important to know about the argumenta-
tion of SL, some of the aspects – differentiated by selected other transport services in the 
SL-system – are  illustrated below: 

Tunnelbana: The measures of the Tunnelbana-trains are the same as of the Saltsjöbana. 
Nevertheless, it is not allowed to take bikes into these lines. According to SL’s security de-
partment, this is because most of the stations are below the ground17.  Since bicycles might 
be taken from stations that are above the ground into the tunnel system, it is not allowed 
to take bicycles in any Tunnelbana-trains. Bikes in the tunnel system are – according to SL’s 
security department – dangerous in cases of fire or other accidents. They might blockade 
either the doors of the trains or the space between the train and tunnel, where the passen-
gers have to escape in a case of emergency. There are further aspects exemplified: It might 
happen that the tires of a bike get between the doors during the ride of the train which 
might cause an accident. Another security risk is seen in the possibility that a bike might 
get into contact with the power line of the train, which is led alongside the track below the 

trains. (SL 2009: 35)

Roslagsbana: The problem of the Roslagsbana is the 
width of its trains, which is not suitable for bikes. The 
wagons are smaller than others in the system and the 
configuration is furthermore not up to date without any 
multi-function cabins. However, new constructions are 
planned, which is why the report states, that possibili-
ties of taking a bike into this line might be considered 
after theses measures are completed. (SL 2009: 36)

Tvärbana and Nockebybana: Those trams use the same 
type of wagons, which are a bit smaller than the trains 
of the Saltsjöbana. The platforms of the stations and the 
interiors of the trains are considered as too small (cf. 
figure 33), which is why bikes are not allowed on those 
lines. A further aspect is, that the distances between the 
stations are considered as short enough to use the bike 

17 Which is not true – at least according to the Swedish Wikipedia, where it is stated that 53 stations are above the ground and 47 
below (Wikipedia 2009b).

Fig. 33: Bikes are not allowed in the Tvär- 
bana, because it is considered to be too 
small (Source: own picture)
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to get to the next Pendeltåg-station, from where a bike can be transported in a train. (SL 
2009: 36)

Lindingöbana: Small and old wagons with narrow, high floor doors are used on this line, 
which is why bikes are not allowed on this line. Furthermore, the platforms are considered as 
to small as well. Furthermore, the distances between the stations are also very short, which 
is why the bike could be used for travelling. (SL 2009: 36)

5.2.3 Discussion and possible improvements

Security issues and potential conflicts were also considered by the TU Dresden research 
project. One result of a survey among 101 public transport companies was presented at 
the Meetbike conference: 64 companies saw no serious potential conflict at all, which was 
the result with the most mentions. The most mentioned conflict was shortage of space, 
named by 27 companies. This issue was extensively discussed in the first part of this chap-
ter and is, of course, also an aspect that is very relevant for Stockholm, as illustrated above. 
The disturbance of other passengers was mentioned by eleven companies, getting dirty or 
possible damages by eight and a slower entry or exit by ten companies (Aurich 2009: 15). 
These results illustrate a pretty relaxed attitude of many of the interviewed public trans-
port companies regarding the topic and reflect a strong contrast compared to the attitude 
of SL – especially when also taking the illustrations in chapter 5.1 into account. However, 
on the Meetbike conference it has mainly been stated in requests to speak (for example by 
an representative of the public transport company in Dresden) and in informal conversa-
tions: security issues are, also in Germany, serious aspects regarding taking bikes into public 
transport. Though, the risk of any incidence seems to be calculated in a way that the result is 
usually different than in Stockholm. 

Most of the explanations that can be found in the report, were also elaborately explained by 
Michael Stjärnekull during the interview. However, most of the concerns of SL are difficult to 
understand for someone who has a yearlong practical experience in taking bikes into vari-
ous modes of transport in Berlin. In around five years of regular using this possibility, almost 
no critical or dangerous situations or complaints of other passengers have been experienced 
by the author of this text; neither when a bike was carried by him, nor by other passengers. 
Uncomfortable situations that occurred mainly in occupied trains, have always been solved 
by communicating with other passengers. Especially this experience enforces the impressi-
on, that some of the concerns are caused by an undefined fear of not knowing exactly one 
will get involved in, when bikes will be allowed on more lines. The impression may arise, 
that some of the security risks and arguments are randomly constructed. It is, for example, 
impossible to find arguments against all security risks in the Tunnelbana, since it is probably 
unfeasible to exclude all worst case scenarios from the eventuality that they might happen. 
Concerns against taking bikes into a tunnel system are at least comprehensive, because risks 
regarding possible fires or other emergencies have to be evaluated more cautiously. Never-
theless, some of the above described eventualities are very hard to imagine and therefore 
more an evidence for a distinct fantasy than a realistic security risk.  

Though, the arguments against allowing bikes on the other railway services like the Tvär-
bana etc. exemplify even more the impression of a general denegation of the idea. It lacks, 
for example, any realistic background that the platforms of the Tvärbana are supposed to 
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be too small for bicycles. Actually, this line was built in recent years and has very common 
platforms (cf. figures 34 - 35); some of them are even very broad, compared to tram-line 
platforms in Berlin. In general, it is hard to imagine that a platform is suitable for prams and 
wheelchairs, but not for bicycles. Such argumentations just reveal a lack of interest to think 
about possible improvements or solutions that might increase the attraction of the current 
services. The same counts for the argumentations regarding the interiors of the trains (cf. 
figure 36). As exemplified in the first general part of this chapter, if the political will is given, 

solutions and possibilities can be found. Of 
course, every case has to be examined indi-
vidually, but it is quite probable that taking 
a bike along would be possible in all of the 
above mentioned lines that do not run in a 
tunnel system – at least for a small number of 
bikes per train. It would be possible to regula-
te the demand for such an offer with suitable 
ticket prices, rules about the amount of bikes 
per train and the obligation that the owner of 
the bike has to hold the bike during the ride 
(cf. figure 31). The BVG in Berlin allows, for ex-
ample, at least one bike on each night bus that 
replaces a subway line and it is also allowed to 

take bikes into trams – even in those with a high floor entry. Though, the latter offer is com-
paratively seldom used by cyclists, since trams do not cover long distances in short time and 
it is not very comfortable to take them into the train, although there are even possibilities to 
attach the bike. However, the offers are sometimes used and contribute to a cycling friendly 
image of the public transport company BVG and the city, because it is valued as an attractive 
additional service element. 

After introducing the new bus services, it is now possible for SL to constitute, that almost 
the whole county is covered with the possibility to take a bike along in public transport – at 
least, by taking the five kilometres radius precondition into account (cf. Chapter 5.2.1). This 
makes it easy to argue, that further possibilities of taking bikes into public transport are 
not needed. In fact, taking bikes into public transport is considered by SL mainly as a mobi-
lity option and service for leisure activities – this is mentioned several times in the report. 
Though, by doing so, SL reflects only one side of the coin. The other side is, that some cyc-

Fig. 34 - 35: Two platforms of the Tvärbana - too small for bicycles?

Fig. 36: The interior of the Tvärbana
(Sources: own pictures)
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lists like to take a bike into a public transport mode, when this is faster than the monomodal 
trip only by bike or public transport. Excluding several different lines completely, means the 
exclusion of this offer for a huge amount of customers. This statement is done by assuming 
that cyclists that regularly use the excluded lines, have to make considerable detours to use 
the possibility of taking a bike along. Detours that would minimize the saving in time and 
therefore the attractiveness of the offer. Almost 1.100.000 boardings were made in the Tun-
nelbana in 2007, 242.000 in the Pendeltågs and 123.000 in the other local train services like 
the Saltsjöbana, the Tvärbana etc. (SL 2008: 11). These numbers illustrate the regular travel 
habits of Stockholm’s citizens. The argument, not to allow bikes in the Tvärbana, because a 
station of the Pendeltåg can be found within the five kilometre radius, does neither reflect 
the actual daily mobility behaviour nor the routeing of the line. Its characteristic routeing 
as a quarter ring line is very different from most of the other railway services in Stockholm, 
which is why the possibility of taking a bike into this line would probably be an attractive 
additional offer. This idea has also been highlighted by Krister Isaksson in the interview.  

However, this highly different evaluation of the topic is probably also caused by a  different 
culture regarding security and (traffic) safety in Sweden compared to, for example, Germany. 
One reflection of this difference (but not its origin) is, for example, the ‘Nollvision’ (‘Vision 
Zero’) of Vägverket. Nollvision describes the goal of Vägverket that no one should be killed 
in traffic accidents (Vägverket 2009). However, „philosophically, this is easy to comply with, 
but it is all the more difficult when it comes to economics.“ (Petersen 2009) This is only one 
reason, why Nollvision is also seen critical. One popular critic of Nollvision and the Swedish 
relationship to safety and security in general is the Swedish psychiatrist and author David 
Eberhard. A few years ago, he published a book called ‘I trygghetsnarkomanernas land’ (‘In 
the land of the ‘security narcotics’’). In this book, he compares the Swedish society with pa-
tients that suffer from the panic syndrome. Those patients see dangers in everything which 
theoretically can be dangerous, but, in fact, usually is not dangerous at all. He explains that 
this leads in the end to a complete paralysis of activities and illustrates examples for that he 
has identified in Sweden. Eberhard states in an essay for a Swedish newspaper, that Sweden 
has an exaggerated need for security and control and recommends his fellow countrymen 
the insight, that living is indeed dangerous (Eberhard 2005). Vägverket’s Nollvision is valu-
ed by Eberhard as one bad example of the ‘Swedish panic syndrome’ (Eberhard 2005), as he 
states that this goal is impossible to achieve and it just has to be accepted and stated that it 
is possible to die in traffic (MSB 2009: 16).

5.2.4 Conclusion & future outlook

The latter illustrations about the Swedish attitude towards security might explain a bit, why 
SL is acting and deciding like they do. Since the peak-times in Stockholm are quite intense, 
it would be impossible to allow taking bikes into public transport around the clock in all 
modes of transport, which is why ban-times would be required. Though, there is usually 
no capacity problem in SL‘s traffic system aside the rush hours. By balancing risks and ad-
vantages in a different way than so far, the conclusion might arrive, that allowing bikes on 
some more lines would be an important additional benefit and service element for some 
customers and maybe even for some cyclists who are not a customer yet. Possible measures 
have been illustrated in the first general chapter, which is why they do not have to be re-
peated here. If the political will is given, a serious analysis for each different line should be 
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done – also for the Tunnelbana. By taking into account that more than 50% of their stations 
are above the ground (cf. Footnote 17), it is maybe possible to find a creative solution that 
allows taking bikes on such parts. Whereas such a solution is only necessary, when taking 
bikes into the tunnel system will still be valued as too dangerous – despite examples where 
these issues have been evaluated differentely (cf. Washington D. C. and all subway systems 
in Germany). A trial period on one line for some weeks with accompanying research about 
appearing risks, constraints and dangers would be an idea to start to work on the topic. 
Such a measure should be introduced by a comprehensive information campaign about 
the intentions of such offers, the right behaviour when travelling with a bike and informa-
tion about the accompanying research. SL operated exactly like that in the course of a test 
period for a new wagon interior in the trains of the Tunnelbana at the beginning of 2009. At 
each time two cabins of two old trains of the red line have been arranged with different new 
multi-functional interiors. This test period was accompanied by a research study that evalu-
ated possible improvements, for example regarding a better utilisation of the cabins for 
passengers with wheelchairs or prams. However, according to Michael Stjärnekull, this test 
has not at all been done because of a possible utilisation also for bikes. (Stjärnekull 2009) 
Indeed, it seems to be a long way, until possible improvements will arrive. 

Actually, it is even probable that a worsening of the current situation of taking bikes along 
especially in the inner-city will occure. In the course of the already mentioned building of 
the new Pendeltåg-station in Odenplan, the current station in Karlberg will be closed. As 
Odenplan is going to be an underground station, it is the plan of SL to forbid taking bicycles 
on and off at this station – like it is already the situation in the main station. (Isaksson 2009) 
This would mean a massive decline in the possibility of taking bikes into or away from the 
inner-city by public transport. The only stations in the northern part of the city would then 
already be located in Solna and Sundbyberg, two cities of Stockholm‘s urbanized area, but 
not a part of the city anymore. 

The latter illustrations exemplify once more the difficulties and constraints that are connect-
ed with this topic in Stockholm. As elucidated above, public transport companies in other 
countries have a completely different approach to such issues. SL‘s attitude towards them 
is even more a serious obstacle for a successful cycling policy, since chapter four already il-
lustrated that the company is neither active nor supportive in offering suitable alternatives 
to taking bikes into their public transport modes. A massive change is needed regarding 
SL‘s engagement towards cycling. The last recommendation of this chapter targets there-
fore directely towards the responsible persons of SL: Please make research trips to some of 
the cities that are illustrated in this text. The author of this paper gladly offers guided tours 
through Berlin with bike and public transport if asked for.

Bike renting systems6. 

6.1 General background

As exemplified above, it is neither always possible to take a bike into public transport, nor 
to have a second bike at the final destination point of a journey. The solution for having the 
ability to use a bike for the egress trip is called ‘renting bike systems’, ‘public bikes’ or ‘bike 
sharing’. In the past, some attempts have been made to introduce bike renting systems, but 
most of them were not very successful. Yet, the serious relevance of this topic did not start 
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to grow until the beginning of the 2000s. The launch of the German scheme Call a Bike and 
the Dutch system OV-Fiets18 in 2002 were precursors, but the concept turned into an immen-
se boom after the French city Lyon introduced their renting bike system Vélo’V in 2005. Only 
a few years later, renting bike systems are a worldwide phenomenon, particularly since Paris 
and Barcelona started their meanwhile probably most popular schemes Vélib’ and Bicing in 
2007. 

Most bike renting systems are planned and designed for short term trips within a city, as 
they are very cheap, fast and easy to use. Due to this conception, they are an extension of 
(and partly alternative to) traditional public transport services and can be considered as a 
new mode of public transport for inner cities. Gilles Vesco, the vice-président of Grand Lyon 
described the new systems – very decent regarding the role of Lyon in that process – as 
follows: “Very quickly, we’ve moved from being a curiosity to a genuine new ur ban transport 
mode. We invented the public-individual transport.” (NICHES 2007d: 3) This new public-indi-
vidual transport has proven both, the potential and ability to change mobility patterns and 
the “transferability […] to cities with appropriate framework conditions for cycling” (NICHES 
2007d: 2). Public Bikes are a very important part in the chain of public transport and cycling. 
Most systems can be used and are used for intermodal mobility behaviour, although only 
the Dutch renting scheme OV-Fiets – meanwhile a subsidiary of Dutch railways – is so far 
mainly designed for egress trips from public transport stations.

There exists a huge variety of bike renting schemes. However, this chapter will mainly focus 
on such systems, which use the same technology as Stockholm City Bikes. These renting 
schemes can be distinguished from traditional leisure oriented renting services as they tar-
get mainly at customers who need a mode of transport for short, regular mobility patterns. 
Furthermore, they are organised through a network of stations, where the bikes can be ren-
ted for one-way trips. The first station-bound systems were relatively simple: The most po-
pular one is named Bycyklen. It was introduced in 1995 in Copenhagen and is still working. 
It just requires a “coin deposit to unlock a bicycle.” (NICHES 2005: 23) Though, those systems 
failed almost everywhere else due to theft and vandalism as it is not possible to track the 
bikes. Nevertheless, some useful experiences have been made that were used for the deve-
lopment of the next generation of renting bikes. The Stockholm City Bikes are based on a 
modern smart card technology, which is why those simple systems will not play any further 
role in this paper. 

Bike renting systems are subject of major scientific interest and research. A lot of serious and 
interesting presentations, papers, surveys and studies deal with the topic. Though, the alrea-
dy quoted various publications of the European Commission research project NICHES can be 
seen as the most comprehensive, because information, data and best practice experiences 
were collected from most of the relevant schemes within the project.19 The structure and 
content of this chapter is therefore often based on publications of this project. Furthermore, 
Johan Sundman from Clear Channel Sweden – responsible for the Stockholm City Bikes – 
was interviewed for this part of the paper. 

18 OV= public transport, fiets = bicycle
19 NICHES did research not only on renting bike systems, but also on other “promising new concepts, initiatives and projects, to move 
them from their current ‘niche’ position to a ‘mainstream’ urban transport policy application. [The projects’ goal was] to stimulate a wide 
debate on innovative urban transport and mobility between relevant stakeholders from different sectors and disciplines across Europe.” 
(NICHES 2007c: 26)
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6.1.1 Suppliers & preconditions

There are different sorts of suppliers who offer public bike services: Mainly rail or public 
transport operators and street furniture or advertising companies (NICHES 2007d: 3). The-
re are two examples for railway companies, that expand their mobility offers. A subsidy of 
Deutsche Bahn, DB Rent GmbH, has a system named Call a Bike, the system of Dutch Rail-
ways is called OV-Fiets. The bikes of the latter can be hired nationwide at around 160 bigger 
public transport stops for 2.85 EUR per 20 hours and a yearly subscription fee of 9.50 EUR. 
In 2008, the OV-Fiets bikes were rented approximately 350,000 times. Surveys had the result 
that “35 percent of subscribers travel more frequently by train and 12 percent sometimes or 
regularly leave their cars at home.” (MVW 2009: 48). “OV-Fiets is one of the few public bicyc-
le schemes that is expected to be profitable in the near future as it can reach economies of 
scale.” (NICHES 2007d: 9) Although it is mainly designed for intermodal transport behaviour, 
it will not be a further topic in this paper as the organisational layout is too different from 
Stockholm City Bikes. 

Call a Bike is as well different from Stockholm City Bikes. However, there are also a few simi-
larities, which is why this system will be briefly illustrated in the further context. Generally, 
the appearance of public transport companies as suppliers of renting bike systems high-
lights the importance and relevance of the topic in the context of intermodal connections 
between bike and public transport. A common aspect of OV-Fiets and Call a Bike is, that 
their service is not limited to one city and can theoretically be expanded nationwide. 

Besides that, there are two big outdoor advertising companies that can be seen as the major 
suppliers of renting bike systems. First, the French company JCDecaux who is running its 
concept Cyclocity currently in 17 different cities (for example in Paris, Lyon, Vienna, Mar-
seilles, Bruxelles, Luxembourg and Séville) (JCDecaux 2009). The second scheme is called 
Smartbike20 and offered by the US company Clear Channel. Presently, they are operating 13 
systems worldwide, for example in Barcelona, Milan, Zaragossa, Oslo, Rennes, Stockholm 
and Washington D.C. (Clear Channel 2009). Both companies offer their systems only for sin-
gle cities and not nationwide - it is not possible to use bikes in Lyon with a card from Paris.
Those companies are offering additional benefits to cities, since advertising is seen more 
and more critical. Bike renting systems are the newest service development, which is offered 
in connection with advertising. Bus stations and public toilets were earlier ideas, now is the 
time for bike renting systems. Though, the combination of cycling and advertising might 
already give a hint for possible conflicts and different financing models.

An important factor and precondition for the successful operation of a bike renting scheme 
is the collaboration between the supplier and the local authorities and the cities’ attitude 
towards cycling. “A strong commitment [of the municipality] to sustain able urban transport 
planning and to the promotion of cycling as a serious transport mode […] [is necessary, 
as a] minimum standard of bicycle infrastructure for safe and convenient cycling” (NICHES 
2007d: 3) is an essential requirement for the acceptance and success of such a system. Cities 
should also be aware about the fact, that the success of a scheme very much depends on 
its scale and that therefore sufficient resources are needed to achieve a real impact. A fi-
nancial back-up is for example needed to compensate a lack of profitability. In addition, the 
need for space is given for parking racks, “to guarantee the accessibility of bicycles.” (NICHES 
2007d: 3) Johan Sundman exemplified, that the unbureaucratic receiving of building permits 

20 NICHES uses this name also as the general name of modern renting bike systems.
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for parking stations at the beginning, was the key factor for a successful implementation in 
Paris and Barcelona. With strong political support in both cities, it was enforced that parking 
slots for cars were replaced through bike stations (Sundman 2009). Most operators of ren-
ting bike systems state, that the minimum size of a city for a renting bike system is 200,000 
inhabitants. (NICHES 2007d: 3)

6.1.2 Business models

Way of financing

As just mentioned, the “majority of solutions available are not financially self-supporting at 
the moment.” (NICHES 2007d: 4) This is because most of the systems have a pricing that ena-
bles the use of a bike for short-term trips either for free or at least for very low rates (more 
details are stated below). The only systems that might work in the long run without further 
financial back-up are – according to NICHES – OV-Fiets in the Netherlands and Call a Bike in 
Germany. Nevertheless, both systems also only work, because Dutch Railways and German 
Railways value their systems as an important image factor and service to their customers, 
which is why losses are taken and cross-financed (NICHES 2006: 49 - 55). 

In most other cases, the systems are subsidised “by public resources (direct funding or indi-
rectly through PPPs). […] [The] billboard company receives the right to use specific public 
spaces for advertisements and in return implements and operates […] the scheme […], 
which means foregone revenues for the local authority.” (NICHES 2007d: 4) An exception is 
Barcelona’s system Bicing which is operated by Clear Channel without advertising, but with 
financial support from the city from revenues of parking fees (Sundman 2009). “Principal 
cost factors to consider when implementing a public bicycle scheme are: Staff for operati-
on, service and maintenance (e.g. more than 30 in Lyon)” (NICHES 2007d: 4), bicycles, racks 
and service terminals. Johan Sundman noted for example, that all bike stations need cons-
tant electricity, which sometimes produces high costs in the construction phase (Sundman 
2009). Nevertheless, bike renting systems are – compared to traditional public transport – a 
relatively cost-efficient solution. (NICHES 2007d: 4)

Ticket offers

The pricing of the systems differs quite a lot – although OV-Fiets with daily rates and Bycy-
klen with its free deposit system are already excluded. However, the common aspect is that 
they are all very low priced for short trips of only a few minutes. The biggest differences 
exist between Call a Bike and the other systems. Call a Bike has the most differentiated pri-
cing, but is in the long run also the most expensive. Most of the prices vary, dependent on 
the ownership of a customer card (Bahncard). The fees for the renting process are charged 
per minute (8 cents without, 6 cents with a Bahncard)21, but Call a Bike offers also flat fees for 
daily (9 EUR) or weekly (36 EUR) rents. Furthermore, they offer 30 minutes free of charge at 
every renting process for a flatrate price between 25 and 99 EUR per year (DB Rent 2009: 2). 

In most other systems, a certain period of time is free of charge (the most common duration 
is 30 minutes) after paying a registration fee. The offers differ a lot from city to city, but they 

21 With exception of Stuttgart, where the first 30 minutes are for free. 
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are all in the long run considerable lower than those of Call a Bike – due to financial back-
up from other resources, as elucidated above: There are daily cards (Vélib’: 1 EUR), weekly 
cards (Vélib’: 5 EUR, Vélo’V: 1 EUR, Bicing: 1 EUR) and yearly subscription or registration fees 
(Vélib’: 29 EUR, Vélo’V: 5 EUR, Bicing: 30 EUR, Citybike Wien: 1 EUR). A notable offer exists in 
Lyon, where holder of public transport passes are enabled to use the same card for the bike 
renting process, with the additional benefit that the use of a bike is free for one hour. This 
example shows how sustainable intermodal transport behaviour can be supported. Unlike 
Call a Bike, the costs for renting a bike increase progressively in most of the other systems. 
(Bicing 2009, Vélo’V 2009, Citybike Wien 2009, Vélib’ 2009) 

The very low prices in some cities might be raised moderately in the future (or have alrea-
dy been risen, for example in Barcelona), as it was the main goal in many municipalities to 
promote cycling as a good and sustainable mode of transport (NICHES 2007d: 10). In cities 
like Paris and Barcelona, important “changes towards sustainable mobility by bicycle have 
taken place […], where only a couple of years ago, cycling was by most inhabitants not even 
considered as a mobility option.” (Burckhart 2009)

6.1.3 Techniques

There are two different kinds of systems: On the one hand, “systems [that] are bound to fixed 
bicycle parking terminals and [are] very easy to use via smart cards” (NICHES 2007d: 6) and 
on the other hand the ‘highly flexible, unbound system’ of most of the Call a Bike schemes22 
where bikes can be rented by mobile phone and can be left as picked up at all intersections 
or squares within a specific area as well (for example in Berlin within the ring line of the 
public transport) (cf. figure 37). Furthermore it is possible to lock the bikes – which is a big 
difference to the other systems. It is very easy to leave a bike in the unbound system of Call 
a Bike when it is either temporarily or entirely not needed anymore, however, one never 
knows exactly where the next bike is parked, which is problematic, since it “is crucial for the 
success of public bicycle schemes that users find them in convenient locations in sufficient 

numbers. This […] means to plan […] 
with a high number of bicycles and 
pick up points that are well visible in 
the city. […] [In addition, Call a Bike] 
is not intuitively to use, applying the 
mobile phone as access medium” (NI-
CHES 2007d: 6). Systems with the smart 
card technology are easier and faster to 
use – and furthermore, it is visible for 
others how users fulfil the renting pro-
cess, which is why this system is easier 
to imitate. 

“Rack-bound systems need sufficient 
locations for bikes to be picked up and 

left, to increase the probability that users will find a bicycle when they need it and can drop 
it off close to their destination.” (NICHES 2007d: 6) Experience shows, that the distances bet-
ween each terminal within the network should be on an average between 300 - 500 metres. 

22 With the exception of Stuttgart. 

Fig. 37: ‚Flexible‘ Call a Bike in Berlin (Source: Own picture)
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A disadvantage of the rack-bound 
system is an unbalanced distri-
bution of the bikes throughout 
the city, which might lead either 
to overfilled or empty stations – 
whereas overfilled stations are 
worse since bicycles cannot be 
brought back. Though, modern 
technology might help the user 
where to find either a station of 
his/her need (in the smart card 
technology) or a free bicycle (Call 
a Bike). Nonetheless, the active 
“re-distribution of bicycles is nee-
ded [in many cities] to guarantee 
the availability of bicycles and 
avoid frustration for users that do 

not find any bicycle or cannot drop it off at full racks.” (NICHES 2007d: 8)

It is interesting to note that Call a Bike started to experiment with a rack-bound system in 
Stuttgart in 2007 (DB Rent 2007: 9) and is going to expand its existing service in Berlin with 
such an organisation in the district ‘Mitte’ within 2009. It is foreseen to install around “70 
renting stations with 1,200 new public rented bikes […]. [The stations will] be located near 
public transport stations and relevant destinations” (Horn 2009: 26). A stepwise integration 
into the public transport tariff is furthermore attempted to integrate the public bikes as a 
part of the public transport system (Horn 2009: 26 - 28). 

6.1.4 Customer groups & statistics

In some cities, tourists (or visitors) are excluded from using the public bikes – for example in 
Barcelona, where a residential address is needed to get the smart card. And the author ex-
perienced 2007 in Lyon a terminal manual exclusively in French, which prevented him from 
using the service.23 In most cases of the systems are also available for tourists and they are 
in some cities a very relevant customer group. NICHES concentrates the results from several 
surveys among public bike system users as follows: 

“Public Bicycle schemes are targeted at […] young, active and urban users. […] Most of 
them live in dense areas of large urban agglomerations, are between 18 and 34 years old 
and maintain an active and flexible lifestyle. Many of them do not dispose of a private car 
and are frequent public transport users, but maintain a high level of mobility. […] During 
weekdays, trip purposes are to a large extent work- or study-related […]. The focus during 
evenings and weekends shifts to shopping and leisure-oriented activities, often with a 
peak during night hours, when public transport services have lower frequencies. All large 
Public Bicycle schemes show high user satisfaction rates.” (NICHES 2007d: 5)

The experiences from several successful cities – especially those from the biggest schemes 
in Paris, Barcelona and Lyon – show that public bikes are able “to establish cycling as a seri-

23 The website exists meanwhile at least also in English.

Fig. 38: Rack-bound renting system Bicing in Barcelona 
(Source: Lynch)
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ous transport option in cities that still lack a “bicycle culture”.” (NICHES 2006: 17) They have 
accordingly the ability to change mobility patterns of a cities’ population.

It is very difficult to compare the various schemes by utilisation statistics. The number of sta-
tions and bikes differs a lot, some schemes are discontinued during winter time, some stop 
their service during the night, rack-bound and unbound systems are difficult to compare, 
especially when there are also differences in the pricing. Furthermore, the (cycling) precon-
ditions have not been the same in various cities (or countries) – which is why OV-Fiets in 
the Netherlands has a different concept than other schemes. In general, no information has 
been found, which reported about a failure of a (modern) renting bike system. All sources re-
fer to increasing user rates, state numbers that are much higher than expected and illustrate 
effects that are the opposite of what has been expected. A few notable statistics are briefly 
listed below. 

Some numbers from Barcelona have been published in a study lately: Bicing has reached its 
maximum extension with 6000 bicycles and 400 stations. The most optimistic forecast was 
to have 85,000 subscribers after three years. After two years in 2009, Bicing has more than 
186,000 subscribers, which is more than 15% of the mobile population of the city. Further-
more, “a decline of the demand for [traditional] rental bicycles was forecasted. But, contras-
ting with these negative predictions, […] the public bicycle has contributed to the growth 
of this market segment. In average, each day, 35.000 trips are realized by public bicycle in 
winter […] [and] up to 58.000 trips in summer.” (Burckhart 2009) The number of private bicy-
cles has increased and different studies show that “30% of the subscribed persons combine 
the bicycle with the subway, the bus or the tramway.” (Burckhart 2009) 

Barcelona is the second biggest bicycle scheme in Europe, but it is still by far exceeded by 
the one in Paris. Vélib’ was started with around 10,000 bikes at 750 stations in July 2007 and 
soon enlarged to 20,600 bikes with 1,451 stations until the end of the same year. Statistics 
from a survey in May 2008 are impressing: within less a year, 20 million trips (average per 
day: 70,000) were made. The average trip time was 18 minutes. A total of 190,000 pass hol-
ders have registered, 42% are female, 58% are male (which is a quite good result), 17% of the 
users are older than 46 and 94% of the users like the service. (Bike sharing blog 2008) Paris 
is summarizing one result and experience (which was also made in Barcelona or Lyon) with 
a short formula: ‘1 + 1 = 3’: “1 existing cyclist + 1 self-service bike user = 2 + 1 third cyclist in-
spired through imitation!” (Couval 2007: 14). Similar to Barcelona, the city had not had a big 
cycling culture before, although Paris invested in cycling since 2001, which already led to an 
increase in the bicycle share. (Vélib’ 2007: 2; Couval 2007: 14) Unfortunately it was not possi-
ble to find any information about a modal split development since a public bike scheme was 
introduced in a city. 

Compared to the station-bound systems with the first 30 minutes free of charge, it is no 
surprise that the utilisation numbers of Call a Bike are a bit different. It is furthermore quite 
difficult to find statistics about the actual utilisation frequency of Call a Bike. In the midd-
le of 2007, Call a Bike was active in five cities24 with around 5,000 bikes (in total). The total 
number of customers was around 130,000 – whereas Stuttgart had just started at that time. 
The number of rents is continuously rising and reached in the middle of 2006 a maximum 
number of 80,000 rents per month – even though the increase from 2003 (60,000 maximum) 
to 2006 was quite moderate. The total number of rents in Berlin in 2006 was 135,000 which 

24 Berlin, Cologne, Munich, Frankfurt and Stuttgart; Karlsruhe started in 2008
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was the same level than the year before. A notable aspect is that only one quarter of the 
customers is female. Anyway, a very detailed customer analysis has been made by a Berliner 
research institute, whose results can be found online. As explained above, it is difficult to 
compare the different schemes, but the introduction of the station-bound system in Berlin 
shows that Call a Bike also seems to expect more potential with its renting system. (DB Rent 
2007; WZB 2008)

6.1.5 Conclusion

To conclude, there are some preconditions and barriers that have to be taken into account 
before introducing a public bicycle scheme. A “lack of a bicycle friendly urban environment 
can be a severe barrier for the successful implementation […]. Other barriers frequently re-
late to their financing.” (NICHES 2006: 56) Though, these points can be summarized with the 
statement, that cities’ who introduce such systems, must commit themselves for this project. 
A scheme cannot reach its full potential, if the collaboration between the city and the opera-
tor does not work. 

If those preconditions are fulfilled, it can be stated that public bike schemes have the ability 
to change mobility patterns in a massive way. They also contribute to more justice and effi-
ciency in a city. Several parked bikes require less space than one car. If car parking slots are 
substituted through bike stations, the same space can be used by a higher amount of peop-
le. Public bicycles are used as image factor, the cities promote themselves as sustainable and 
cycling-friendly and “may also strengthen the local identity of a city25, when they become 
established and visible in urban space.” (NICHES 2006: 17) 

Cities like Paris, Barcelona and also Lyon are the best and most popular examples for cities 
that have not had any (or a big) cycling culture before. The bike renting schemes were suc-
cessfully used as a ‘door opener’ to promote cycling as a regular mode of transport in inner 
cities. This is shown by the fact, that an increase also in private cycling was experienced in all 
cities. It has also been proved, that bike renting schemes can be transferred to other coun-
tries and cities – even London is now planning to introduce a scheme with 400 stations and 
6,000 bikes in May 2010 (FR-online 2009). 

6.2 In Stockholm

For this part of the paper, information from the interviews with Krister Isaksson and Jo-
han Sundman is used. Furthermore, documents from Trafikkontoret were analysed, as well 
as articles from newspapers. Additionally, this paper will refer to a few results of a survey 
that was made among 1,514 ‘Stockholm City Bike’ users at the end of 2008 and beginning 
of 2009. The survey has been made among those users who bought a season card on the 
website of Stockholm City Bikes. Only those customers signed a condition in the sales agree-
ment that allowed making such a survey, which is why the results reflect mainly the beha-
viour and opinions of Stockholm citizens or regular visitors. 63% of the respondents were 
male, 37% female. The survey was carried out for the European-wide project ‘OBIS – Optimi-
sing Bike Sharing in European Cities’ (Obis 2009). Tom Petersen and Markus Robért from the 

25 Several inhabitants from Barcelona and Paris, the author met in Stockholm, were talking about the schemes very excited, with bright 
eyes and a big smile – it seemed that they were talking about a good friend: “Vélib’? It’s the best thing in the world!!” 
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department of ‘Transport and location analysis’ are working at the KTH for this project. They 
were so kind to permit the utilisation of the data for this paper. 

6.2.1 Supplier, precondition & business model

The operator of Stockholm’s bike renting system Stockholm City Bikes is Clear Channel. The 
administration of Stockholm had set a competition for a renting scheme that was won by 
the company. Clear Channel started their service in September 2006 with around 200 bikes 
at 20 stations, which was already a suboptimal beginning since the start of the project was 
late and with considerable less stations and bikes than initially planned (1,000 bikes at 80 
stations). Problems to get building permits for the stations were the main obstacle. (DN.
se 2006) Stockholm City Bikes runs only during the warm season of the year from April to 
October. The system is financed by user fees and incomes from advertising posters at the 
stations; the city does not have any expenses. In fact, as Clear Channel has to pay rates for 
the advertising income, the city actually gets money for the service. (Sundman 2009) One 
administration document states that this amount would be around 1.5 million SEK per year, 
when the number of 80 stations is reached. (Trafikkontoret 2007a: 2 - 3) 

6.2.2 System & technic

Until the beginning of May 2009, the station-bound system in Stockholm was running from 
six o’clock in the morning until six in the evening – which was a bit curious as no other 
system had comparable closing times. Call a Bike, Vélib’ and some other systems are even 
running without intermission and are experiencing increasing rents during the night. How-
ever, they experience also higher problems with theft and vandalism, which Johan Sund-
man, among other things, traces back to the fact that the system in Stockholm closed at six 
(Sundman 2009). Anyway, almost 50% of the survey participants valued the early closing 
of the system in the evening as the most important aspect to improve (Survey 2009). These 
opening hours were, according to Sundman, a requirement that was stated by the municipa-
lity. However, changes arrived, as parts of the administration had discussed possible positive 

aspects of longer opening 
hours (Norrmalms Stadsdel-
förvaltning 2009: 3). Since 
the beginning of May 2009, 
the Stockholm City Bikes are 
running from six o’clock in 
the morning until ten o’clock 
in the evening (City-bikes.se 
2009). 

Two to three cars regulate 
the mismatching of bikes 
between the stations. Espe-
cially during the rush hours, 
some stations are always 
either completely empty or 
completely full (Sundman Fig. 39: The Stockholm City Bikes (Source: own picture)
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2009). As the latter is of course problematic, Clear Channel wanted to introduce a ‘near-by-
station’ service that shows customers the closest station of their demand. Though, with the 
beginning of the season 2009, this service did not work; at least, since the beginning of May 
2009, the service worked at 60% of the stations. (City-bikes.se 2009)

It is not known, if one critical aspect will change with the ‘near-by-station’ service.  Until now, 
the only map that shows the spreading of bike terminals offered by Clear Channel is a very 
simple one, as well analouge as online (cf. figure 40). It is not possible to locate the exact 
position of a station. Furthermore, the stations are numbered in an order which is confusing. 
Other bicycle schemes offer, in contrast, very detailed maps and real-time information about 
the occupation status of each station on their website – and probably also at their terminals. 
Hopefully this service will be introduced when the ‘near-by-station’-function is going to 
work completely. Nevertheless, it is not really comprehensible, why this has not been intro-
duced yet, as the City bikes have yet started into their third full season. Maybe never-ending 
negotiations about places for new stations absorbed the working capacity for such additi-
onal services. Further possibilities to spread information are digital information systems or 
mapping sites like Google Earth or Google Maps, Eniro.se or Hitta.se. 

6.2.3 Ticket offers, target groups & statistics

The system in Stockholm is available for inhabitants as well as for tourists, who are actually 
a very important customer group. In 2007 one third of the sold cards were short time pas-

Fig. 40: The only map that shows the location of the different bikes stations in Stockholm (Source: city-bikes.se)
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ses and two thirds season cards, in 2008 the ratio between the different cards was even. 
The minimum age to rent a bike is 18, which has legal reasons. Clear Channel has just two 
different price offers, a three-day card for 125 SEK and a season card for 200 SEK (on the 
website) or rather 250 SEK (at a distributor in the analogue world). A one-day pass for 25 
SEK was abolished as the administration costs were too high. The bikes can be rented up to 
three hours – as often as the customer wants for no additional costs, which is, compared to 
other schemes, an incredible good offer, in any case if the bikes are rented more regularly. 
The average renting time is around 31 minutes, which is considerable higher than in other 
schemes. Though, a huge difference can be identified in the renting time, by looking at 
three-day passes and season-cards separately. As well the statistical data of Clear Channel 
Johan Sundman referred to, as the survey show that the bikes are often used just for very 
short trips – probably by inhabitants. Therefore it seems that the long renting period for free 
is mainly used by tourists or for leisure activities. Almost all customers in the survey valued 
the price as acceptable or even cheap. (City-bikes.se 2009, Sundman 2009)

The fact, that the bikes can be rented three hours for free, reflects the perception in the ad-
ministration about tourists as an important target group of the bike renting system – which 
is contrary to some other cities. However, in several private conversations with inhabitants, 
the impression emerged, that even many of those consider the bikes as an offer mainly for 
tourists – which is completely contrary to other cities with renting bike systems. This very 
different perception is made, as mentioned, also in Trafikkontoret. Krister Isaksson states, 
that the Stockholm City Bikes are “not that kind of system you use to commute every day. 
If that should work on a regular basis, you need a system that is much larger. Stockholm 
City Bikes is more for tourists or spontaneous trips, NOT for a regular basis. One of the most 
important benefits is indeed, that it shows, that Stockholm is a city for cycling” (Isaksson 
2009). Isaksson is of course right on the one hand, when he says, that the system must be 
much bigger, to be a more serious mode of transport on a regular basis for the inhabitants. 
On the other hand, Isaksson underestimates the fact, that renting bike schemes do have the 
ability to become such a mode of everyday use and in fact, the Stockholm City Bikes already 
are such a mode for at least some Stockholmers: Almost 15% of the survey respondents are 
using the bikes at least five days per week and additional 42% at least once per week. That 
means, that more than half of the survey respondents already use the bikes very regularly. 
This is backed up by information that Johan Sundman stated for a press release on the web-

Fig. 41: Very suitable also for leisure trips... (Source: own picture)
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site of SL: Clear Channel recognized in 2009 for the first time, that customers bought their 
season cards already before the service started at the beginning of April (SL.se 2009a). 

Of course it is difficult and probably not possible to offer a renting bike system that fulfils 
the mobility needs of all customers during the rush hour. However, as stated at the very 
beginning, the society has changed rapidly, traditional time structures diversify and mobi-
lity patterns adapt to that, which is also happening in Stockholm. Therefore, the Stockholm 
City Bikes meet the regular needs of this flexible, urban and mobile customer group. The 
main reason, why the Stockholm City Bikes are not that much considered as an offer for the 
inhabitants, might be indeed the current size of the system. It was illustrated in chapter 6.1 
that the success of a renting scheme very much depends on the availability of bikes and a 
dense network of stations. As stated introductorily, the main problem for Clear Channel at 
the beginning in 2006 was to get building permits for the stations. In fact, this is the major 
problem until today. Although the city exercised already in 2007 the option to enlarge the 
system to 160 stations with 2,000 bikes in 2008 (Trafikkontoret 2007a: 1 - 4), the season in 
2009 started with a number of stations that was still below the ambitions of the first opti-
on (73 stations were available in April 2009). It is no surprise that the utilisation numbers 
in Stockholm did not take the same development like in other cities – although, they were 
continuously rising. In the whole season 2007, with around 50 stations and 600 bikes, 12,000 
passes were sold, which were more than expected (DN.se 2008). In 2008, 15,000 customers 
registered for the service, 800 bikes at 67 stations were available (SL.se 2009a). 

6.2.4 Problems & constraints

The amount of rents for a station rises, the denser the network of stations becomes in its sur-
rounding. Despite this knowledge, getting building permissions for new stations is still the 
main obstacle for Clear Channel. This has many reasons. First, the political culture and way 
of decision-making in Sweden is different from, for example, Barcelona and Paris, where the 
introduction of the public bike schemes was put on top of the agenda, as decisions were in 
some cases directly taken by the mayors. The completely opposite happened in Stockholm. 
Johan Sundman stated that the political rivalry between two political opponents in different 
inner city districts was the main reason for not getting building permits in one district in the 
first year. (Sundman 2009).

Secondly, the political culture and attitude towards cycling in the city is not only supportive 
in Stockholm – this has been illustrated before. The political decision makers are, for examp-
le, neither willing to take away car parking space for new bike  racks, nor for bike stations 
– although this utilisation of space would be much more efficient. The current government 
(in May 2009) is even supporting the idea of creating more parking spaces for cars. However, 
another obstacle for new bike terminals is mentioned by Isaksson: they do often compete 
with (new) parking places for private bikes that are planned by Trafikkontoret. Therefore it 
can be stated that finding enough space for bike parking is in general a major problem in 
Stockholm (Isaksson 2009). Though, as Barcelona and Paris managed to find solutions, it 
should also be possible in Stockholm. However, that this is in fact such a problem proves a 
lack of the right political attitude and courage.

However, another reason for the difficulties to get building permits for Clear Channel has 
been indicated at the beginning of this chapter, it is the advertising. Krister Isaksson states 
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that there often has been a contradiction between the places that the administration va-
lued the best for the cyclists and those favoured by Clear Channel. Though, it was known 
before that Clear Channel is a profit-oriented advertising company. The example of Barcelo-
na shows, that the exclusion of advertising is possible – by giving a financial back-up from 
other resources, a method which is also favoured by NICHES. They suggest – backed up by 
another NICHES research project on this topic – the utilisation of the incomes from inner-
city-tolls for public bike schemes (NICHES 2007e). This would be a very easy possibility in 
Stockholm, as a toll-system already exists. 

It seems that the situation in Stockholm will continue to be difficult, as the following exam-
ple might show: Gamla Stan26 is an area, where advertising is prohibited, which is why it is 
not possible to place more stations there – although this would be favourable, because this 
is one of the most frequented areas and furthermore a very narrow chokepoint between the 
northern and southern parts of Stockholm. Sundman said that Clear Channel would be will-
ing to abstain from advertising for example at the Royal Palace, but of course, compensation 
has to be found for such a solution. Sundman illustrated further examples for stations that 
were not allowed, because they do not fit to the cityscape. This situation is commented by 
Sundman as follows: “The politicians are not prepared to take the consequences which fol-
low their decisions to have the public bikes.” (Sundman 2009) The author’s impression from 
the interviews and the development until now backs this impression up.

6.2.5 Collaboration with SL

It is Clear Channel’s plan to install bicycle stations at every Tunnelbana-station in the inner 
city and at around 30% of the stations in the outer districts. This plan is working actually 
quite well so far, as many bicycle stations are indeed located close to Tunnelbana-stations. 
Though, a signing to those terminals in the stations is missing so far. A measure that was 
introduced in Barcelona some time after the scheme has started. In general, the collaborati-
on between SL and Stockholm City Bikes seems to work very well. Johan Sundman illustra-
ted that SL was supporting Stockholm City Bikes almost from the beginning on, since they 
published information about the bikes in SL publications and on their website. Furthermore, 
since 2009 it is possible for SL-customers to activate their public transport season-cards as 
well for the renting bikes since they are using the same technology. In addition, SL is selling 

26 The old city of Stockholm.

Fig. 42 - 43: Signing to bicycle stations in Barcelona (Source: Lynch)
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the smart cards in their six SL centres. 

Sundman illustrated, that it might be an option for the future to discuss about substituting 
some very low-frequented bus lines by offering the bike service. (Sundman 2009) Whereas it 
has to be taken into account that the bikes cannot be used neither by those who are under 
18 nor people who are physically not able to ride a bike. However, it is a good sign that SL 
is supportive – this has not been the case in Barcelona at the beginning, where the public 
transport company was afraid to loose customers. However, this attitude has changed now. 
The survey in Stockholm had a result, which could be interpreted as a danger for SL: Almost 
60% of the respondents substitute (sometimes) a travel with SL when choosing a bike. How-
ever, 66% combine also sometimes riding the renting bike with a public transport travel and 
furthermore, almost 60% of the Stockholm City Bike customers own a SL travel pass. These 
results show that some trips that have been done with SL before are substituted through the 
renting bikes, but it can also be seen that intermodal transport behaviour is very common 
for the customer group of Stockholm City Bikes. (Survey 2009) The substitution of SL travels 
should not be interpreted as a danger for SL, it should be interpreted as an additional ser-
vice of the public transport system that is used by the customers.  

6.2.6 Conclusion & possible improvements

It can be stated that the situation for Stockholm City Bikes reflects the partly problematic 
political attitude or courage towards cycling among some decision makers in Stockholm. 
Still, in the fourth season, the main obstacle in Stockholm for Clear Channel is to get build-
ing permissions for bike terminals. A better utilisation of the system is so far prohibited 
through this problem. Nevertheless, the utilisation of the City Bikes is rising, as well as the 
number of stations. It has been illustrated that also more and more Stockholm citizens use 
the system as a regular mobility offer.

Though, in several private discussions, the impression emerged, that the offer is valued by 
many locals – and also visitors – as an offer that mainly targets on tourists. There are some 
assumptions for that. The first is founded in the name of the system, which is in English. In 
contrast, the names for the systems in many other countries are often made-up words of 
terms and words of the national language (e. g. Bicing, Bycyklen, OV-Fiets, Velib’, Velo’V).27 
A Swedish term for the system that contains the word ‘cykel’ (‘bicycle’) or ‘cyklar’ (‘cycling’) 
would clarify the relevance of the service for the inhabitants and could still be understood 
by all tourists, that are able to speak English. It should be taken into consideration to rename 
the system with a Swedish term. Such a measure could be arranged as a public competition 
in which everyone is asked for suggestions. This would direct a lot of attention on the rent-
ing bike service and would promote the system in a positive way among the citizens, which 
might lead in the long run to a higher identification. 

The second assumption is found in the fact, that the bikes can be rented up to three hours 
with no additional costs, which indicates subconsciously, that the bikes are mainly an of-
fer for leisure activities. In contrast, a renting period of 30 minutes without further costs 
clearly states, that this offer is mainly for short-time use and a longer lasting benefit has to 
be compensated with an additional fee. Tourists are an important customer group for the 

27 Deutsche Bahn even named their toilet services on train stations ‚McClean‘, therefore it is no surprise that the bike renting service is 
called Call a Bike. 
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Stockholm City Bikes, but, the denser the network gets, the more attractive and relevant it 
becomes for the population of the city. Therefore it should be taken into consideration for 
the future as well, to reflect the rising importance of the network for the inhabitants in the 
price structure. One idea for such an adjustment would be a lower price for the three-day-
pass or even the reintroduction of the one-day-ticket and, at the same time, a reduction of 
the free three-hour-renting period to a period of 30 minutes for free. In the same course, 
for the promotion of intermodal transport behaviour, Clear Channel could offer in coopera-
tion with SL an expanded renting time for those users who have a season pass for the public 
transport (cf. the example of Lyon in chapter 6.1.2).

In general it is suggested to intensify the promotion, marketing and information about the 
service among the inhabitants. Although the utilisation of the bikes is rising and the service 
is already used by some citizens as a regular mode of transport, the possibility is estimated 
to intensify this development by further accompanying measures.

Though, the main challenge for the further development of Stockholm City Bikes is still the 
getting of buidling permits. An approved measure in other cities and countries is the substi-
tution of car parking places through bike stations. However, as illustrated above, the politi-
cal support for this idea is unfortunately not given in Stockholm at the moment, although 
there is only one argument against the substitution of car parking places: the intermission 
of the renting bike scheme during the winter or in general a lower amount of cyclists. Since 
this is undoubtedly a serious argument, it should be analysed, if bike terminals (or in general 
bike parking places), which can be retransformed to car parking places during the winter 
time, are a financeable and practicable option for the future. Additionally, the more the City 
Bikes will become a common mode of transport for Stockholm citizens, the more it should 
be considered to extend the running time of the scheme during a year. Results from the 
survey showed, that only a bit more than 20% of the respondents would not use the renting 
bikes during the winter time. Although additional ca. 50% would use the bikes more infre-
quently, it might be an option for the future to think about a continuous or at least  a longer 
run of the system. 

It should be highlighted again, that the connection of the renting scheme with the public 
transport network (mainly the Tunnelbana) works already really well in those areas where 
stations are. Especially when reflecting the findings of the first chapters, it is a bit surpris-
ing, that the collaboration with SL seems to harmonise that good. This is very important, 
in particular as the necessity is given for a suitable alternative offer to taking bikes into the 
public transport system. This collaboration should be continued. A further recommendable 
improvement measure is a comprehensible signing to the next renting terminal in Tunnelba-
na-stations. 

Finally it can be stated, that – despite all illustrated problems and difficulties – the Stock-
holm City Bikes are used by a countiously rising number of tourists and inhabitants. The 
scheme has a high satisfaction rate and promotes a good image of Stockholm as a cycling 
city. More and more Stockholmers already use the service as a regular mode of transport 
and the bikes are also used for intermodal transport behaviour in combination with public 
transport. However, the experiences from other cities with bigger schemes show that the 
full potential of Stockholm’s renting bike system is not tapped by far.  
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Conclusion7. 

Krister Isaksson‘s statement that intermodal connections between bike and public trans-
port ‚do not exist‘ in Stockholm (cf. Chapter 3.3) is, of course, not true. However, there is a 
good reason for the sarcastic and disappointed tone in his statement. It can be concluded 
that Trafikkontoret is indeed doing a pretty good job to improve the cycling conditions in 
the city, which can be seen, for example, by an increase in cycling of about 70% since 1998. 
Trafikkontoret tries to adapt ideas and experiences from other countries and cities that also 
work on cycling with the goal to develop their own approach of a modernly integrated cy-
cling policy. 

In chapter two, the important issues of such a policy have been introduced and have then 
been specified in more detail in the chapters four to six, i.e., that a good connection be-
tween cycling and public transport can be considered as one crucial issue of a modern cy-
cling policy. A high quality of this transport chain has the potential to be competitive to the 
car concerning speed and comfort and surpasses it regarding sustainability and economic 
efficiency.

Though, it seems, that Trafikkontoret is working of their own accord, since it became evident 
that they have to deal with lots of obstacles, difficulties and concerns regarding their at-
tempts. One very important aspect is that there is no superior authority that actively initi-
ates or supports developments that aim for better cycling conditions – in contrast to coun-
tries like the Netherlands or Germany where the federal governments are putting a lot of 
efforts and investments in improving the conditions for cycling. The situation in Stockholm 
is the opposite way. The collaboration between Trafikkontoret and the superior authority 
Vägverket is very unsatisfactory and the political leadership of the city has decreased the cy-
cling budget and supports an increase of car parking space. Accordingly, one important part 
of Trafikkontoret‘s work is to lobby among decision makers and relevant stakeholders for 
support and acceptance of their work - furthermore they aim to develop their own guide-
lines for cycling, since there is no one who sets the general framework. 

Furthermore it has been discovered in this paper that also the collaboration between Trafik-
kontoret and one crucial stakeholder does not work very well: Stockholm‘s public transport 
company SL. The main reason for this has been identified as a lack of interest of SL towards 
cyclists. This is problematic, since the quality of the connections between cycling and public 
transport highly depends on the approach of the public transport company towards cycling. 
A completely different attitude towards cycling can be identified in the policies of public 
transport companies from the Netherlands, Germany and Denmark, where many companies 
invest in improving the parking facilities, better possibilities of taking bikes along or in rent-
ing bike schemes. In contrast, SL‘s attitude towards cycling, that has been identified in this 
paper, does not reflect a modern view on traffic planning. 

This has been illustrated concerning the topics Bike & Ride and taking bikes into public 
transport. The bike parking facilities at public transport stops in Stockholm and its surround-
ings can be considered as insufficient regarding both, its quality and quantity. It has been 
stated by Krister Isaksson that the main reason preventing improvements of the situation 
is the collaboration with SL. Therefore, the main challenge for the planning of cycling in 
Stockholm in the next years is working at new modern high-class parking at public transport 
stations, while quality and amount of the existent facilities have to be improved as well. It 
is known in Trafikkontoret that the necessity is given to work on these issues, whereas the 



60 Intermodal connections between cycling and public transport

practical knowledge of ‘how to do it’ is already existent. 

Regarding the aspect of taking bikes into public transport, the attempts of SL to expand 
their current offers with several additional bus lines in the county have to be highlighted. 
These measures increase the opportunities for cyclists to combine cycling with public trans-
port to most parts of Stockholm’s county. Possible good experiences with these new offers 
might have an influence on further developments. However, this seems not very probable 
in the short and medium term, since SL considers carrying bicycles in means of public trans-
port mainly as a mobility option for leisure activities. This is particularly unfortunate as a 
good quality of alternative offers, such as sufficient Bike & Ride facilities, is not given either. 
Taking bikes into public transport in Stockholm is a topic that definitely would have a poten-
tial and demand. Though, it will probably – compared to the other two topics in this paper 
– be developed least in the following years, since SL’s concerns regarding the topic seem to 
be more general.   

By constrast, Stockholm’s renting bike system seems to progress slowly, but steadily. Indeed, 
Clear Channel also had and still has to experience some difficulties with decision makers in 
the city, but this is also caused by the connection of the cycling topic to the interests of a 
company that earns its money with advertising. However, as this has been known before and 
meanwhile the Stockholm City Bikes are running in their fourth season, these constraints 
document as well that cycling issues are often not treated with the necessary priority. Be-
side these constraints, the development of Stockholm’s renting bike system can be rated as 
positive. The usage numbers are rising, the satisfaction is high and the survey showed that 
the bikes are used regularly by a certain number of users as well as for intermodal trans-
port behaviour in connection with public transport. These are indicators for positive future 
prospects. It is very probable that these trends will continue, especially when the number of 
stations will become denser and the existent network will further expand, since the experi-
ences from other renting schemes have proved their ability to change the mobility patterns 
of an urban population. 

As a conclusion it can be said, that the possibilities to combine cycling and public transport 
in Stockholm are - compared to other cities that were presented in this paper - more limited 
or lack a sufficient quality. The numerous practical examples delivered a lot of good argu-
ments and ideas to improve the situation in Stockholm. This knowledge is already present 
at Trafikkontoret, but a lack of political will to improve the situation has been identified as 
the main barrier for cycling in Stockholm. The impression emerged that many of the aspects 
that have been criticised about the Stockholm case are caused by a conservative persistency 
of being satisfied with the current state of art on the one hand and being afraid of what 
might happen when this ings will change on the other hand. The latter aspect counts for 
example for the topic of taking bikes into public transport, where SL does not deliver good 
arguments, but a lot of retentions against the idea. Krister Isaksson expressed that with the 
‘mental problem’, which he also identified as the main obstacle for cycling in Stockholm. 
The solution how to answer this challenge is as follows: Good (or better) arguments, further 
positive developments, an even bigger persistency and especially time. 
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