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INTRODUCTION 
 
1 Surface access is a key issue in the development of Biggin Hill Airport.  Currently, 

with business aviation and private and club flying as the main activities, surface 
access is satisfactory.  Business aviation users travel mainly by car or executive 
minibus to central and other parts of London.  Local users can get to the Airport 
easily where there is convenient and free parking.  Staff can make use of a range of 
frequent bus services. 

 
2 Following the Airports White Paper of December 2003, Biggin Hill Airport issued a 

draft Master Plan in February 2005 and, following consultation and further studies, 
published a final version of the Master Plan dated December 2005.  The Master 
Plan proposed the continuation of private and club flying, modest growth in 
business aviation, the continuation of special charters and the re-introduction of 
scheduled passenger flights.  The Master Plan is a long term strategy and individual 
developments are subject to the normal planning processes and the re-introduction 
of scheduled passenger flights requires the approval of Bromley Council, the 
Airport’s landlord.  The Master Plan also proposed changes to some of the 
restrictions relating to weekday operating hours, and extending the hours at 
weekends. 

 
3 The Master Plan also included information on national, regional and local transport 

policies.  Accompanying the Master Plan was a Transport Assessment undertaken 
for the Airport by Mott Macdonald.  The Transport Assessment was of the Master 
Plan proposals and was therefore essentially a long term view but nevertheless it 
contained some information about the existing situation and some conclusions 
about the short to medium term can be drawn from it. 

 
4 Government guidance on Airport Transport Forums and Airport Surface Access 

Strategies was published in 1999.  The Guidance recommended that airports with 
1,000 passenger air transport movements or more should prepare an Airport Surface 
Access Strategy and, at the time, Biggin Hill Airport had more than this.  More 
recently, annual passenger air transport movement numbers have dropped below 
1,000 but this draft has been prepared voluntarily on the expectation that this 
number will be reached over the next few years.  The 2003 White Paper confirmed 
the requirement for Airport Surface Access Strategies and noted the need for co-
operation between airport operators and the relevant transport authorities.  In 
particular, the requirement is noted for Airport Surface Access Strategies to be 
reflected in Regional Transport Strategies and Transport Plans within Local 
Development Frameworks.  The Guidance notes that Airport Surface Access 
Strategies should cover the short to medium term, similar to the five year horizon 
for local transport plans.  However, the Airport Surface Access Strategy should also 
take account of the longer term Master Plan.  The Guidance also suggests that the 
Airport Surface Access Strategy should include targets, the strategy and a system 
whereby the Forum can oversee implementation of the strategy. 
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5 This version of the Biggin Hill Airport Surface Access Strategy is published 
following consultation with the members of the Airport Transport Forum. 

 
 
 
NATIONAL, REGIONAL AND LOCAL TRANSPORT POLICIES 
 
6 This section deals with surface transport policies (ie. excluding air transport). 
 
7 Surface Transport was covered extensively in the 2003 White Paper ‘The Future of 

Air Transport’ , and some general principles can be extracted which are relevant to 
smaller airports.  A key principle for all airports is that the Government expects 
airports to share the objective of increasing the number of passengers using public 
transport.  Airports are noted as part of the national transport infrastructure, and 
transport authorities should take account of them in their planning.  Where 
upgrading or enhancement is required as a result of airport expansion, Government 
expects airports to pay for improvements, but where there are a wider range of 
beneficiaries, Government and the transport agencies should consider public 
funding. 

 
8 Regional transport policies are provided in the Mayor of London’s Transport 

Strategy, published in 2001.  Although this was published before the 2003 White 
Paper, the policies are still clearly relevant.  In particular, the Mayor calls for 
efficient and sustainable public transport to Airports, wants to encourage a shift 
from private car, notes that TfL will work with Airport Transport Forums and 
agrees with the Government policy of funding contributions from the aviation 
industry. 

 
9 Transport is recognised as having a sub regional dimension and, at the EiP of the 

London Plan, the Mayor’s spatial strategy, the Inspector recommended that 
boroughs should get together to consider issues related to Biggin Hill Airport.   

 
10 The Mayor has now initiated a review of the London Plan and the Airport Surface 

Access Strategy will be made available as part of the review process. 
 
11 The London Borough of Bromley’s Unitary Development Plan has been reviewed 

and the new UDP was adopted on 20 July 2006.  Although it has a chapter 
dedicated to the Airport, there is no specific reference to surface transport issues at 
the Airport.  The Bromley Draft Local Implementation Plan (LIP), on the other 
hand, covers all transport issues and policies and makes specific reference to the 
Airport Transport Forum.  The London Borough of Croydon’s Local 
Implementation Plan and UDP seek to improve transport links to deprived areas, 
and note New Addington in particular. 
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12 The Surrey Second Local Transport Plan was published in March 2006.  It includes 
a whole range of policies including some which could help to enhance public 
transport to the Airport from north east Surrey. 

 
 
 
THE AIRPORT TRANSPORT FORUM 
 
13 The first meeting of an Airport Transport Forum took place on 22 September 2005.  

A list of the members is at Appendix A.  This introductory meeting agreed three 
priorities: 

 
·  The collection of data about employees home addresses and journey to work 

 
·  An investigation of the potential for pedestrian and cycling to the Airport 

 
·  The drafting of an Airport Surface Access Strategy 

 
14 The second meeting took place on 21 July 2006 when a draft of this strategy was 

presented, including the results of the Staff travel Survey.   
 
 
 
THE EXISTING AIRPORT 
 
15 Current Airport activity is as follows: 
 
Aircraft Movements 2005 
 
16 There were 70,576 aircraft movements in 2005, a reduction of about 6%.  However, 

the reduction was mainly in light aircraft movements, while the business aviation 
numbers were maintained.  In 2006, total numbers have recovered and business 
aviation has shown strong growth. 

 
Passengers 
 
17 Passengers on private and club, helicopter and business aviation aircraft movements 

are not recorded by the Airport.  There were 20,000 passengers on air transport 
movements. 

 
Staff 
 
18 The last survey of staff at the Airport was in 1999 when 1091 employees were 

recorded in 63 firms.  A travel survey was undertaken in May 2006 and the results 
are provided at Appendix B.  The headline results are as follows: 
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·  The largest single area where staff live is the TN16 postcode, Biggin Hill 
village, with the majority overall living within 10km of the Airport 

·  67% of staff drive to work alone, 17% car share, 6% use the bus, 5% walk, 
2% use motorcycles and 2% use bicycles  

·  44% take 15 minutes or less to get to work, 97% take up to 1 hour 
·  43% use the car because it is the quickest mode 
·  59% would car share if they could find someone with a similar work pattern, 

but 38% would not 
·  39% would not consider public transport, and there was no single feature 

which might attract staff 
·  65% would not consider cycling 
·  85% would not consider walking 

 
Proper ty 
 
19 There are three main areas of property at the Airport, known as South Camp, East 

Camp and the Passenger Terminal zone.  South Camp has about 24,000 m2 of 
floorspace, including hangars, offices and industrial space. Planning permission 
exists for additional hangars and plans for a 100 bed hotel, heritage centre and 
reprovision of the flying clubs are being progressed.  East Camp is predominantly 
hangar space of around 10,000 m2 and plans are being developed for infill and 
redevelopment.  The Passenger Terminal zone contains the existing terminal 
building, the fire station and some smaller buildings.  Planning permission exists in 
the Passenger Terminal zone for a 50 bed hotel and a four bay hangar.   

 
Fuel Deliver ies 
 
20 There is currently an average of four fuel tanker deliveries per week to the Airport. 
 
Adjacent Activity 
 
21 There are a number of areas adjacent to the Airport which can be included in any 

consideration of transport needs.  West Camp is part of the Airport in the sense that 
part of it is within the Airport’s operational area and has airside access.  However, it 
is owned by Formula One Administration and not under the Airport’s control.  
Currently there is very little day to day activity in this area as it is mainly used for 
storage, and a number of the buildings are unoccupied. 

 
22 There are two commercial property estates adjacent to South Camp.  Details of the 

numbers of employees are not available, and most of the activity is not airport 
related.  Nevertheless, they generate travel demand which should be taken account 
of in the Airport Surface Access Strategy.  The agents for one of the estates are 
members of the Airport Transport Forum. 

 
23 The Charles Darwin School and Leisure Centre in Jail Lane is another generator of 

travel with the particular challenges associated with schools, such as pick up/set 
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down and bus usage.  Contact has been established with the School with the aim of 
seeing if there are any activities which have mutual benefits. 

 
 
 
EXISTING TRANSPORT ACTIVITY 
 
24 The Transport Assessment included analysis and surveys of existing transport 

activity, as follows: 
 
Public Transpor t 
 
25 Five bus routes serve the Airport, as follows: 
 

Route Between Airpor t stops Frequency 
R2  Petts Wood-Biggin Hill 

Valley 
South Camp, West Camp, 
Passenger terminal 

Mon-Sat 0630-2100 2 per hour 
Sun no service 

246 Bromley North-
Westerham 

South Camp, West Camp, 
Passenger terminal 

Mon-Sat 0530-0100 2 per hour 
Sun 0730-0100 1 per hour 

320 Bromley North-Biggin 
Hill Valley 

South Camp, West Camp, 
Passenger terminal 

Mon-Sat 0545-2100 4 per hour 
2100-0030 2 per hour 
Sun 0700-0030 2 per hour 

R8 Orpington-Biggin Hill 
Village 

South Camp (Jail Lane) Mon-Sat 0600-2140 1 per hour 
Sun no service 

464 Tatsfield-New 
Addington 

South Camp Mon-Sat 0610-0100 2 per hour 
Sun 0740-0100 2 per hour 

 
TfL’s spider map of bus services from Biggin Hill is at Appendix C.   

 
Rail and Tram L inks 
 
26 Four National Rail stations (Hayes, Orpington, Bromley South and Bromley North) 

are within reasonable distance of the Airport giving a range of routes and 
frequencies.  The best link to central London is provided at Bromley South which 
has 8 trains per hour to and from London Victoria with a fastest journey time of 15 
minutes.  By road the journey between the Airport and Bromley South Station takes 
around 15 minutes off peak and there are six buses an hour (246 and 320). 

 
27 The New Addington branch of the Croydon Tramlink has a frequency of 8-9 

trams/hour with a journey time of 17 minutes between East Croydon and New 
Addington.  The 464 bus connects New Addington with the Airport at a frequency 
of 2 buses/hour and an off peak journey time of 10 minutes. 
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Walking and Cycling 
 
28 A limited amount of cycling and walking takes place at the Airport.  The A233 

Main Road has reasonable footpaths and pedestrian refuges for crossing.  There are 
no existing cycle lanes or designated cycle routes in the vicinity of the Airport. 

 
Taxis 
 
29 This heading covers both normal licensed taxis and chauffeured cars, the latter 

being a significant feature of the existing business aviation traffic.  Local licensed 
taxis can drop off or, if pre-booked, pick up passengers and this arrangement will 
continue.  The Airport has a concession with a local taxi firm to provide a taxi 
service on demand, with a manned desk at the Airport.  This service could also be 
used to provide a guaranteed taxi for any car sharing scheme. 

 
Existing Road Conditions 
 
30 The Transport Assessment reported that 2004 flows on the A233 were around 400-

600 vehicles per hour each way in the peaks, with generally higher northbound 
flows in the morning and southbound in the evening.  None of the junctions in the 
vicinity of the Airport was considered to be operating at capacity.  However, growth 
of traffic would cause the A233/Salt Box Hill junction to exceed its capacity.  
Improvements have recently been implemented, in part for capacity reasons, and the 
operation of this junction in its revised form will need to be monitored.  The 
existing Passenger Terminal entrance junction will need to be enhanced if a new 
passenger terminal is built. 

 
31 At locations more distant from the Airport, the Transport Assessment found that the 

A233/Shire Lane junction operates within capacity.  Keston Mark, the junction of 
the A233 with the A232, is currently operating in excess of its capacity and long 
queues are experienced. 

 
32 The Transport Assessment also considered the A25 through Westerham and the 

M25 between Junctions 3 and 6.  In both cases the existing airport-related traffic at 
peak times is a very small proportion of the total flows.  

 
Car  Parking 
 
33 There are currently around 150 spaces at the passenger terminal.  No charges are 

made.  Parking for staff and visitors at the various premises in South Camp and 
West Camp are accommodated within those areas. 
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The Air  Fair  
 
34 Special mention must be made of the annual Air Fair, usually held in June of each 

year, as it requires special transport arrangements.  Signposting on the external 
roads ensures that traffic flows in and out of the site smoothly, and an internal road 
circulation system and large areas of temporary car parks are provided. 

 
 
 
FUTURE TRANSPORT DEMAND 
 
35 While the Master Plan includes forecasts for 2015, the short term is more difficult 

to predict because the re-introduction of scheduled services depends on planning 
approvals, the agreement of Bromley Council and the decisions of airlines.  
However, it is reasonable to suppose that within five years, the terminal would have 
been expanded and some scheduled services introduced.  It can also be assumed 
that a number of developments have taken place in South Camp, such as the new 
hotel, hangars and heritage centre. 

 
36 The South Camp developments will include additional car parking, but no other 

changes to the roads or other transport systems are required.  For the new passenger 
terminal, significant additional car parking and an improvement to the main 
entrance will be required. 

 
 
 
THE STRATEGIES 
 
37 This section proposes a number of strategies designed to manage the growth of 

demand for transport associated with the growth of Airport activity.  Many of the 
strategies are inter-related, but for convenience are considered under the following 
headings: 

 
·  Travel Planning 

 
·  Travel Information 

 
·  Public Transport 

 
·  Cycling and walking 

 
·  Taxis 

 
·  Car parking 

 
·  Roads 
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In some cases, the strategy applies to staff, in others to air passengers and, for yet 
others, to both. 

 
Travel Planning 
 
38 There are numerous background documents which set out the principles and 

practice of travel planning.  This Strategy relies on and is assisted greatly by the 
work of SELTRANS, the South East London Transport Strategy, a partnership of 
London boroughs, transport authorities and providers, business and user groups.   

 
39 Company Travel Plans are drawn up for individual employers, although at Biggin 

Hill Airport, where the largest employers currently have around 50 staff, a site 
travel plan is probably more appropriate.  Also major schemes would not be 
possible, but the following are considered areas to explore: 

 
·  Use of local car sharing schemes, or the use of schemes such as such as 

liftshare.co.uk 
 

·  Personalised travel planning, working with CEN (Creative Environmental 
Network) and SELTRANS 

 
·  Provision of information about public transport services 
 
·  Provision of secure cycle storage and shower/changing facilities 
 
·  Employment strategies, including recruitment policy and travel 

remuneration policy 
 

Target:  By the end of 2007, have a Site Travel Plan in place for  the Airpor t 
 
Travel Information 
 
40 Whereas travel planning is the name usually given to employee journeys, it is 

important to also consider how air passengers and other visitors to the Airport 
choose to make their journeys.  Currently the Airport website 
(www.bigginhillairport.com) describes public transport and road options, and 
information is provided at the passenger terminal for arriving passengers.  It is 
important that this information is kept up to date and shows all the public transport 
options.  The plans for the new terminal will include desks for onward travel, which 
will include all modes including public transport, car hire and taxis. 

 
Public Transpor t 
 
41 As noted earlier, there is good range of bus services.  On a general north-south axis, 

there are 8 buses per hour, Monday to Saturday, serving the Passenger Terminal and 
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South Camp, the two main employment clusters. These services also have relatively 
early and late first and last buses, to suit shift workers.  The only east-west route is 
the 464, which only serves South Camp, but does link to Croydon Tramlink at New 
Addington.  

 
42 In the medium term, it is considered that a study should be undertaken to see if 

growing numbers of employees could be better served by changes of route 
including running into the Airport site, increases in frequency, early and later first 
and last buses, and other improvements, such as a dedicated staff shuttle.  TfL 
Buses have clear criteria for changes in bus services, and these should be examined 
at appropriate times (such as contract changes) to see if improvements can be 
justified.   

 
43 In the short term, considerations should be given to improving pedestrian access 

from bus stops to employment locations, at both South Camp and the Passenger 
Terminal. 

 
44 The Airport is committed to a trial of a shuttle service to Bromley South and 

possibly East Croydon Stations once scheduled services begin.  No details of this 
have yet been fixed, but in principle it is envisaged that it would be aimed at air 
passengers and would have the following features: 
 

·  Non or limited stop service 
 

·  High specification minibuses, including baggage provision 
 

·  Timed to serve flight schedules 
 

Options for fares would be to charge a premium fare or to offer the service free to 
air passengers, the cost being met by the Airport or airline.  By linking to Bromley 
South Station, the service could be marketed for those air passengers wishing to 
access central London, as there are fast and frequent National Rail services from 
there.  However, the service would also be attractive to those who wish to access 
the town centres.  It is considered that a dedicated shuttle is the most likely way to 
achieve a significant mode shift from private car or taxi for air passengers. 

 
Cycling and Walking 
 
45 Although the Airport is located on a hill, there are still opportunities for local 

cycling and walking routes.  Together with travel planning initiatives noted earlier, 
it is possible that there may be scope for improved cycle and pedestrian routes 
which would both serve the Airport and the local community.  One example would 
be the improvement of the main passenger terminal entrance junction with 
pedestrian crossing facilities that would enable pedestrians to get to the northbound 
bus stop and residents of the new housing on the west side of the road to get to the 
southbound bus stops.  A second example would be to look at cycle routes from 
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South Camp and from the Charles Darwin School to see if dedicated cycle facilities 
would be worthwhile. 

 
By the end of 2006, under take a study of the potential for  cycling and walking 
improvements in the vicinity of the Airpor t that would also serve the local 
community 

 
Taxis 
 
46 Together with the proposed shuttle service, the existing arrangements are likely to 

be appropriate for the short to medium term, but the situation should be reviewed 
periodically to ensure that passengers are being well served.  The new passenger 
terminal, when planned, will include appropriate arrangements for taxis to rank. 

 
Car  Hire 
 
47 A limited amount of car rental activity takes place at present, mainly through the 

Airport’s preferred car rental company.  If scheduled services are introduced, there 
will be a requirement for additional car hire facilities and these will be included in 
the plans for the new terminal. 

 
Car  Parking 
 
48 Staff currently park close to their place of work either in the general public car 

parks or within tenanted or leased areas.  It is proposed that the new passenger 
terminal would have around 300 spaces for staff.  Staff car parking can be an 
important tool in seeking mode shift away from single occupancy private car use 
and, indeed, parking requirements associated with planning permissions now 
specify maximum rather than minimum numbers of spaces.  On the other hand, the 
lack of sufficient car parking, or parking charges, can cause off site car parking 
which annoys and disturbs neighbours.  A careful balance will therefore need to be 
struck.  The strategy should aim to manage the demand to ensure that it is 
minimised while ensuring that all residual demand is accommodated on site. 

 
49 A similar situation could arise with passenger car parking, if either insufficient 

spaces are provided or charges set too high.  Parking revenue could in part be used 
to fund sustainable transport initiatives, but off site street parking or long term car 
parks set up without planning permission are a danger.  The type of passenger 
envisaged for the scheduled services would generally only be away for a short 
period and would have a local origin or destination, so would therefore be less 
likely to wish to park a car at the Airport for a long period.  The Transport 
Assessment analysed the type of market and forecast that, at 0.5 million annual 
passengers, 600 passenger spaces would be needed, and it is proposed that these 
will be included in the plans for the new terminal. 
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Roads 
 
50 The Transport Assessment noted that the main Passenger Terminal entrance 

junction would need to be improved for 0.5 million annual passengers and it is 
proposed that an improved will be brought forward with the plans for the new 
terminal.  Such an improvement could take the form of a signal controlled junction 
with pedestrian facilities.  The Airport is committed to funding this improvement. 

 
51 Elsewhere, the Transport Assessment noted other junctions which are at or 

approaching capacity in any event.  The Airport will consider contributing to the 
funding of any improvement to the extent that it is needed because of the Airport’s 
expansion, in line with Government policy.  The Bromley UDP, in common with 
other local development plans, calls for significant developments to be subject to a 
Transport Assessment which may in turn lead to the developer having to contribute 
to local transport improvements through Section 106 agreements. 

 
 
 
MONITORING AND REVIEW 
 
52 An important element of an Airport Surface Access Strategy is the arrangements for 

monitoring and review, of the targets and of the overall strategy.  It is proposed that 
the Airport Transport Forum should meet approximately twice a year, and one of 
these meetings will include an annual review of the targets and the strategy.  In 
particular, initial priority will be given to the travel planning work.  It is proposed 
that a major review of the strategy should take place after about five years, or when 
a significant change in the Airport’s activity has taken place, such as the 
introduction of scheduled services. 
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APPENDIX A 
 
THE BIGGIN HILL AIRPORT TRANSPORT FORUM 
 
MEMBERS 
 
Biggin Hill Airport Ltd 
Tropair Ltd 
Jet Aviation 
Formula One Administration 
King Sturge (Airport Business Park) 
SELTRANS 
Transport for London Buses  
Metrobus 
Kent County Council 
London Borough of Bromley 
London Borough of Croydon 
Surrey County Council 
Sustrans 
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APPENDIX B 
 

BIGGIN HILL AIRPORT 
 

STAFF TRAVEL SURVEY 
 
 
 

INTRODUCTION 
 
1 As part of the preparation of an Airport Surface Access Strategy, a survey of staff 

travel was undertaken in June 2006.  The questionnaire is attached to this report and 
was distributed to employers with a request that they get their staff to complete it 
and return it to Airport Administration.  83 completed questionnaires were returned.  
It is thought that there are around 800 people working at the Airport, so the return is 
10%. 

 
2 Some of the questions are multiple choice, and not all questions were answered, so 

each question has a different base total.  The results are given below in the same 
order as in the questionnaire, with a commentary where appropriate. 

�
RESULTS 
 
Gender  and Age 
 
3 The male/female ratio is 52/48.  The age profile is shown in Figure 1. 
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Figure 1 Employee Age 

 
 
 



 16 

Home Postcode 
����
4 A map showing the postcodes is at Figure 2.  The largest single group of staff lives 

in the TN16 3 postcode, which is Biggin Hill Village, up to 2km from their 
workplace.  The majority of staff live within about 10km of the Airport. 

�
�

 
Figure 2 Employees Home Postcodes 

 
Type of Employment 
 
5 81% of employees noted that they worked full time, 16% part time and 16% on 

shifts.  It is possible that shift workers are under represented in the respondents to 
the survey. 
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�
Location of Employment 
 
6 74% of the respondents were employed in the various buildings in South Camp, 

25% in the Passenger Terminal Area (which includes the Control Tower and Fire 
Station) and 1 % in East Camp. 

 
Mode Share 
 
7 The normal mode of employees’  journey to work is shown in Figure 3 below. 
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Other

 
Figure 3  Employee Mode Share 

 
8 The vast majority of staff get to work by car, but 17% of the total car share (either 

as driver or passenger), reducing the single occupancy car percentage.  The 
percentages of motorcycling, cycling and walking are based on small numbers and 
include those who walk sometimes (in other words, there is some double counting 
as they sometimes use car). 

 
Journey Time 
 
9 The distribution of journey times is shown in Figure 4.  The largest group takes less 

than 15 minutes and there are only a few whose journeys take longer than 45 
minutes.  Note that most of the journey times are by car. 
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Figure 4  Employee Journey Times 

 
Reasons for  Using Car  
 
10 Car users were asked to say why they used car.  The results are shown in Figure 5.   
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Figure 5  Main Reasons for Using Car 
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11 This was a multiple choice question and some respondents noted more than one 
reason.  However, the fact that it was quickest was noted by the largest group, with 
none of the other reasons having a significant vote. 

 
Parking 
 
12 Car users were asked where they parked, and 100% of respondents said in the 

private car park next to their workplace, with no one parking in public car parks or 
on the street.  Asked if there were any problems with parking, 85% said no, 6% 
noted the poor condition of the car park surface and 9% said there were not enough 
spaces. 

 
Attitude to Car  Shar ing 
 
13 Asked if they would consider car sharing if certain things happened, the results are 

shown in Figure 6. 
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Figure 6  Conditions for Car Sharing 

 
14 The largest single group noted the need to find somebody with a similar work 

pattern.  A significant minority would not consider car sharing.  These were asked 
why and just over one third said it was because they needed the car for other 
journeys, while a quarter said that there was not anyone who worked similar hours. 
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Attitude to Public Transpor t 
 
15 Asked if they would consider using public transport, the results are at Figure 7. 
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Figure 7  Attitude to Public Transport 

 
16 No single issue would attract many staff to public transport, with direct routes, 

frequency and reliability all having about the same number of votes.  The largest 
single group would not consider public transport, for which there were a variety of 
reasons.  One third said they needed the car for other journeys, about a quarter said 
there was no bus which served their journey.  Other reasons included it taking too 
long, inconvenience, unreliability, poor security and too expensive. 

 
Attitude to Cycling 
 
17 Asked if the would consider cycling, the results are shown in Figure 8. 
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Figure 8  Attitude to Cycling 

 
18 Again there seem to be few incentives which would persuade staff to cycle, and 

over 65% would not consider it.  Among the reasons is the fact that it is too far, too 
dangerous and too hilly.  This question revealed some candid answers, including it 
being too much like hard work, being too old and simply not liking cycling.  

 
Attitude to Walking 
 
19 Asked if they would consider walking, the results were fairly unequivocal, with 

85% saying they would not consider it.  A few called for better pavements and 
pedestrian crossings.  Three quarters of those who would not consider walking said 
it is too far. 

 
Other  Issues 
 
20 The final question was open and asked respondents to note anything which would 

make their journey tom work easier.  The only answer which was given by a 
significant number was better public transport, with Orpington, New Addington and 
Warlingham noted as places to be served.  Several respondents noted that their 
journey was satisfactory or good or that they had no particular problems. 

 
Overall Comment and Conclusion 
 
21 A first comment must be that the sample is small and that self completion 

questionnaires may not result in a representative sample. 
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22 Staff home postcodes and journey times show that most staff are local and do not 

travel long distances or take a long time to get to work.  There may be opportunities 
for cycling and walking, but the shortness of the journey also means that the car is 
easy to use. 

 
23 The mode of travel is probably typical of journeys to work in an outer suburban 

location, although of course many Bromley residents work in central London and 
commute by public transport.  The proportion of car users is similar to Gatwick 
Airport, where public transport is much more developed.  Car sharing, probably on 
an informal basis, is significant. 

 
24 The reasons for using the car, taken together with the reasons for considering, or 

not, other modes, show some features.  Car is the quickest mode, even for short 
distances, perhaps because there is little congestion and it is easy to park near the 
workplace.  However, car sharing may be attractive to a reasonable number of staff.  
On the other hand, there seems to be little that would attract staff to public 
transport, cycling or walking.  

 
25 The results will be helpful in setting out the Airport’s Surface Access Strategy, in 

particular the setting of targets.  Newly recruited staff may have different travel 
habits and, travel patterns should be monitored over time to see if trends become 
apparent. 

 
 



 23 

APPENDIX C 
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APPENDIX D 
 
TARGETS 
 
 
 

By the end of 2007, have a Site Travel Plan in place for  the Airpor t 
 
 

By the end of 2006, under take a study of the potential for  cycling and walking 
improvements in the vicinity of the Airpor t that would also serve the local 
community 

 
 
 
 


