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Note on reliance 

This report has been prepared specifically for and under the instructions and requirements of Transport for 

Wales. We do not in any circumstances accept any duty, responsibility or liability to any third party whatsoever 

who has relied on this report. Accordingly, we disclaim all liability of whatever nature (including in negligence) to 

any third party other than to our client.  

The calculations are high-level in nature, associated solely with identification of the potential sustainable transport 

mode share in Wales and should not be relied upon for any other purpose. In no circumstances do we accept 

liability in relation to information used by us which has been provided by others. Forward-looking projections, 

forecasts, or estimates are based upon interpretations or assessments of available information at the time of 

writing.  

Findings are time-sensitive and relevant only to current conditions at the time of writing. We will not be under any 

obligation to update the report to address changes in facts or circumstances that occur after the date of our report 

that might materially affect the contents of the report or any of the conclusions set forth therein. 
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Modal share targets: Ministerial choices in a nutshell  

Choices of words 

for Wales 

Transport 

Strategy 

Implications 

Choice 1: Stretch 

Ambition 

‘We will set a 

legally binding 

target for travel in 

Wales by 

sustainable modes 

of transport to 

reach 50% by 2030, 

rising further to 

60% by 2040.”  

 Maximises chances of hitting the Paris Climate goal of 
1.5oC (tbc - definitive analysis to follow) 

 Wales in 2030 will be as good as Switzerland is now 

 Massive benefits to clean air, public health, quality of 
public realm, urban renewal 

 Very rapid reform of bus governance 

 Major additional investment in bus, active travel and 
rail of c.£10bn by 2040 

 Significant road user charging and other demand 
management from 2025 

 Greatly assisted by, but not dependent on obtaining 
additional powers to raise sustainable transport 
funding in Wales 

Choice 2: High 

Ambition 

We will set a legally 

binding target for 

travel in Wales by 

sustainable modes 

of transport to 

reach 40% by 2030, 

rising further to 

50% by 2040.” 

 Probably falls below the mode shift needed to hit the 
Paris Climate goal of 1.5oC (tbc - definitive analysis to 
follow) 

 Wales in 2030 will be nearly as good as Germany is 
now and in 2040 as good as Switzerland is now. 

 Large benefits to clean air, public health, quality of 
public realm, urban renewal 

 Rapid reform of bus governance 

 Significant additional investment in bus, active travel 
and rail of c.£5.5bn by 2040 

 Some road user charging and other demand 
management from 2025 

 Assisted by, but not dependent on obtaining additional 
powers to raise sustainable transport funding in Wales 

Choice 3: Low 

Ambition 

We will set an 

aspirational target 

for travel in Wales 

by sustainable 

modes of transport 

to reach 35% by 

2030, rising further 

to 45% by 2040.” 

 Probably falls significantly below the mode shift 
required to hit the Paris Climate goal of 1.5oC (tbc - 
definitive analysis to follow) 

 Wales in 2040 will be slightly better than Germany  
now 

 Some benefits to clean air, public health, quality of 
public realm, urban renewal 

 Rapid reform of bus governance 

 Additional investment in bus, active travel and rail of 
c.£3bn by 2040 

 Some road user charging and other demand 
management from c.2028 

 Assisted by, but not dependent on obtaining additional 
powers to raise sustainable transport funding in Wales 
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1 Introduction 
This paper provides indicative estimates of the potential for modal shift from car to 

walking, cycling and public transport in Wales, as a basis for modal share targets to 

be set in the Wales Transport Strategy. 

It builds on earlier analysis of the potential for investment, regulation, demand 

management and other measures to increase absolute numbers of trips by walking, 

cycling and public transport.  

At this stage, the potential for remote working to lead to modal shift (for example, 

because it may enable some people to walk or cycle to a nearby remote working 

hub, rather than driving a longer distance to a main office) has not been factored in. 

It would be possible to undertake this analysis at a later stage, but our expectation is 

that remote working will increase the use of sustainable modes (and decrease car 

use), so making sustainable transport modal share targets easier to achieve. 

Similarly, the potential for changes in land use planning to increase sustainable 

transport mode share has not yet been considered. Again, we think improvements in 

land use planning (for example, a stronger focus on transit-oriented development, in 

which homes and workplaces are located close to public transport) will increase the 

use of sustainable modes, also making sustainable transport modal share targets 

easier to achieve. 

Section 2 provides an estimate of current mode share in Wales, and Sections 3-5 set 

out possible trajectories for increasing sustainable mode share between now and 

2040. Section 6 compares the modelled trajectories to current sustainable mode 

share in Germany and Switzerland. Section 7 sets out some considerations in setting 

modal share targets for Wales. 
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2 Current mode share in Wales 
The National Survey for Wales collects data on usual mode of travel to work, but 

does not collect data on the mode of travel used for other types of journey. This 

means that we do not currently know overall mode share for travel in Wales. 

We therefore estimated overall mode share using data from the English National 

Travel Survey, disaggregated by rural-urban category and weighted to match the 

proportion of people living in each rural-urban category in Wales. This suggests that 

mode share (and number of trips per person per year) in Wales is approximately as 

shown in Table 1. Around two-thirds (68%) of trips are made by car, van or taxi, and 

around one-third (32%) are made by walking, cycling or public transport. 

Table 1: Estimated trips per person per year by main mode, and mode share, in 

Wales 

Mode Trips per person per 
year 

Mode share 

Walk 254 25% 

Cycle 18 2% 

Bus 32 3% 

Rail 16 2% 

Car / van passenger 228 22% 

Car / van driver 450 44% 

Motorcycle 2 0% 

Taxi 8 1% 

Other 10 1% 

Total 1018  
  Estimate based on trips per person per year in England, in Rural-Urban Categories “Urban city and town”, 

“Rural town and fringe” and “Rural village, hamlet and isolated dwelling”, weighted to reflect the proportion of the 

Wales population living in areas of each Rural-Urban Category. Data from National Travel Survey NTS9903, 

2019.   

There are two caveats to this baseline estimate: 

 Evidence on mode share for travel to work from the 2011 Census suggests that 

for commuter trips, Wales is slightly more car-dependent than equivalent 

areas of England. Across Wales as a whole, 71% of trips to work in 2011 were 

by car as driver, whereas the predicted estimate obtained from weighting of 

rural-urban categories in England to match the population distribution in Wales is 

about 3%-points lower at 68%.  

 However, there are proportionately more non-car-owning households in 

Wales than in equivalent areas of England. Across Wales as a whole, 23% of 

households do not have a car or van, whereas the predicted estimate obtained 

from weighting of rural-urban categories in England to match the population 

distribution in Wales is 20%. 

These two factors – greater car dependence for commuting than predicted from 

English data, but fewer car-owning households – are likely to affect overall mode 

share in opposite directions, to some extent cancelling one another out.  
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3  Approach used to estimate trajectories for mode share 
Analysis described in earlier papers estimated how big an increase in active travel 

and public transport use might be possible, if there was a step-change in funding for 

sustainable travel; regulation of bus services; and implementation of policies to 

reduce the dominance of cars. It used two approaches: 

 A “bottom up” analysis, which estimated how many extra walking, cycling and 

public transport trips could be generated by increased investment 

 A “top down” analysis of the maximum potential for modal shift, by comparison 

with leading cities, towns and rural areas elsewhere in Europe. 

This earlier analysis has now been extended to generate estimates of effect on 

mode share.  

In making these estimates, we assume that each new trip by a sustainable mode is 

offset by a reduction in trips by other modes, using diversion factors based on 

evidence from DfT TAG Databook, Dunkerley et al. (2018), the English National 

Travel Survey, and the Cycle City Ambition Programme. Diversion factors are 

described in more detail in earlier papers and summarised in Table 2. For example, 

for every 100 new cycle trips generated by investment in new cycle infrastructure, 

the table shows that there will be 40 fewer car driver trips and 22 fewer car 

passenger trips, but also 23 fewer walk trips and 6 fewer bus trips, and 4 completely 

new trips.  

Table 2: Diversion factors used to estimate changes in mode share   

  Travel mode receiving investment 

  Walk Cycle Bus Rail 

Source of 
trips 
switching 
to travel 
mode 
receiving 
investment 

Walk - 23% 17% 0% 

Cycle 5% - 5% 0% 

Bus 4% 6% - 20% 

Rail 0% 2% 13% - 

Car passenger 31% 22% 10% 22% 

Car driver 54% 40% 18% 38% 

Other (motorcycle, taxi) 1% 2% 14% 0% 

Previously did not travel 4% 4% 23% 20% 

 Total 100% 100% 100% 100% 
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4 “Bottom up” estimate of changes in mode share 
The “bottom up” analysis is based on the following assumptions: 

Active travel 

 £2.5 billion capital investment in cycling and walking infrastructure before 2040 

 Revenue funding for active travel (cycle training and behavioural change 

interventions) initially £3 million per year, rising to £5 million per year from 2025 

 Funding for cycling allocated in proportion to population across all parts of 

Wales: 67% in urban areas and 33% in rural towns and deep rural areas. 

Funding for walking targeted to urban areas 

 Wide uptake of e-bikes, stimulated by grants scheme. 

Public transport 

 Rapid reform of bus governance, to enable efficient investment in buses and 

design of comprehensive networks 

 £3 billion capital investment on bus and tram networks before 2040 

 Revenue funding for promotion of bus services of £20 million per year 

 Network Rail plans and South Wales Metro plans. 

Other assumptions 

 Demand management measures (road user charging, parking restraint) 

increase effectiveness of all investment by 30% from 2025 

 Network benefits: design of comprehensive bus networks delivers better public 

transport “reach”, and doubles effectiveness of bus investment from 2023; 

construction of comprehensive cycle network doubles effectiveness of cycling 

investment from 2030 

 Lifestyle change: from 2030, changing perceptions of public transport and 

improvements to all sustainable modes lead to people making different life 

decisions e.g. reducing car ownership. This results in a further doubling of the 

effectiveness of public transport investment from 2030. 

Under these assumptions, sustainable transport mode share increases from 32% in 

2020 to 39% in 2030 and 47% in 2040, as shown in Table 3 and Figure 1.  
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Table 3: Estimate from “bottom up” analysis of change in trip mode share (for 

main mode) 

 2020 2025 2030 2035 2040 

Walk 25% 26% 26% 26% 26% 

Cycle 2% 2% 5% 7% 9% 

Bus 3% 4% 5% 8% 11% 

Rail 2% 2% 2% 2% 2% 

Car passenger 23% 22% 21% 19% 18% 

Car driver 45% 43% 41% 38% 35% 

SUSTAINABLE TRANSPORT 32% 35% 39% 40% 47% 

CAR 68% 65% 61% 60% 53% 

 

Figure 1: Estimate from “bottom up” analysis of change in trip mode share (for 

main mode) 
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5 “Top down” estimate of changes in mode share 
The “top down” analysis is based on the following assumptions: 

Active travel 

 By 2030, short journeys in Wales are as likely to be made by active modes as in 

the Netherlands; no further change in mode share for short journeys beyond that 

date 

 This will require widespread adoption of e-bikes to enable cycle trips even in hilly 

areas. It will require investment in all areas of Wales, including rural areas, to 

provide Dutch-style comprehensive cycle infrastructure both in and between 

towns 

 Cost of achieving this amount of change likely to be substantially higher than 

cost for “bottom up” estimate (not costed, but potentially double).  

Public transport 

 By 2030, people in Wales are as likely to make trips by public transport as in 

towns, cities and rural areas in continental Verkehrsverbünde in Germany, 

Switzerland and Austria 

 By 2040, public transport ridership doubles again (reaching the level that 

Germany aims to reach by 2030)  

 This will require rapid reform of bus governance to enable design of 

comprehensive, integrated public transport networks  

 Cost of achieving this amount of change likely to be higher than cost for “bottom 

up” estimate. In particular, revenue funding requirement likely to be higher, to 

enable provision of services that meet service frequency standards similar to 

those in Switzerland and Germany (e.g. “every village, every hour”, from early in 

the morning to late at night, 7 days a week). 

Other assumptions 

 Demand management: alongside ambitious improvements in the quality and 

“reach” of public transport and active travel, it is likely that strong demand 

management measures (road user charging, parking restraint) will be necessary 

to accelerate behaviour change. 

Under these assumptions, sustainable transport mode share increases from 32% in 

2020 to 63% in 2030 and 73% in 2040, as shown in Table 4 and Figure 2.   
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Table 4: Estimate from “top down” analysis of change in trip mode share (for 

main mode) 

 2020 2025 2030 2035 2040 

Walk / cycle 27% 35% 43% 41%* 39%* 

Bus 3% 9% 15% 20% 26% 

Rail 2% 4% 5% 7% 9% 

Car passenger 23% 17% 12% 11% 9% 

Car driver 45% 34% 25% 21% 17% 

SUSTAINABLE TRANSPORT 32% 48% 63% 68% 73% 

CAR 68% 52% 37% 32% 27% 
* Decline in active travel mode share for main mode is more than offset by increasing active travel trip stages to 

access public transport, as explained below. 

Figure 2: Estimate from “top down” analysis of change in trip mode share (for 

main mode) 
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Explanatory note on active travel 

The total amount of active travel increases in all analyses due to trip stages 

accessing public transport (not shown under the analysis by ‘main mode’). 

Mode shift to sustainable travel will lead to more walking and cycling. This is not 

evident in the figures and tables, which only show change in mode share for the 

main mode used for each journey, as this is the key factor for carbon impacts, and 

do not include walk stages as part of trips by bus (to and from the bus stop). 

While some bus trips will replace a trip that would previously have been made 

entirely on foot (leading to less walking), this is more than offset by walk-bus-walk 

trips that replace a car trip (leading to more walking). Some further walk stages are 

generated as a result of entirely new bus trips (i.e. trips that would not previously 

have been made at all). 

The net change in the total number of active travel stages is as follows: 

 “Bottom up” analysis: active travel (walk and cycle) stages increase from ~336 

per person per year in 2020 to 417 per person per year in 2030 and 531 per 

person per year in 2040 

 “Top down” analysis: active travel (walk and cycle) stages increase from ~336 

per person per year in 2020 to 715 per person per year in 2030 and 872 per 

person per year in 2040. 

In the “top down” analysis, active travel (walk / cycle) mode share for main mode 

goes down after 2030. This is because the “top down” analysis assumes no further 

increase in active travel after 2030, when short journeys in Wales are assumed to be 

as likely to be made by active modes as in the Netherlands; but allows continued 

growth in bus and rail travel, in line with the German aim to increase public transport 

use. Nevertheless, as indicated above, the total number of active travel stages still 

increases. 
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6  Comparison of results with other countries 
Table 6 compares results of the “bottom up” and “top down” analysis with 

sustainable mode share in Germany and Switzerland. In the “bottom up” analysis, 

sustainable mode share in Wales becomes comparable to the present situation in 

Germany early in the 2030s, and nearly reaches Swiss levels by 2040. In the “top 

down” analysis, Wales achieves a sustainable mode share significantly above the 

present situation in Switzerland by 2030, and is as good as the best Canton in 

Switzerland, Zurich Canton, by 2040.  

 

Table 5: Comparison of results for sustainable mode share with Germany and 

Switzerland 

  Wales 
in 

2030 

Wales 
in 

2040 

Germany 
in 2017 

Switzerland 
in 2015 

Zurich 
Canton 

in 
2015* 

Bottom-up analysis 39% 47% 
43% 50% 71% 

Top-down analysis 63% 73% 

 

Sources:  

Swiss Federal Government 2019 Der Modalsplit des Personenverkehrs in der Schweiz p.9 

German Federal Government 2019 Mobility in Germany Short Report Transport Volume-Structure-Trends p.13 

* Swiss Federal Government Federal Statistical Office 2015 Mobility and Traffic Microcensus. Note that this 

source may use trip stages not main mode of journey and therefore may not be directly comparable. 

The table of ‘ministerial choices in a nutshell’ at the beginning of this paper presents 

three scenarios: 

Choice 1 ‘Stretch Ambition’ represents an ambition that is significantly less than the 

top-down analysis but nevertheless means that by 2030 Wales would be as good as 

Switzerland is now. 

Choice 2 ‘High Ambition’ represents an ambition that is slightly higher than the 

bottom-up analysis, so that by 2030 Wales would be nearly as good as Germany is 

now and by 2040 as good as Switzerland is now. 

Choice 3 ‘Low Ambition’ represents an ambition that is significantly below the 

bottom-up analysis, so that by 2040 Wales is slightly better than Germany is now. 

Table 6: Choices of mode share targets 

  Wales in 2030 Wales in 2040 

Choice 1: ‘Stretch Ambition’ 50% 60% 

Choice 2: ‘High Ambition’ 40% 50% 

Choice 3: ‘Low Ambition’ 35% 45% 
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7 Factors to consider when setting mode share targets 
Should targets be legally binding? 

Arguments in favour of setting a legally binding target are that: 

 Transport is now the single biggest economic sector for carbon emissions, so 

achieving a net-zero pathway depends more on action in the transport sector 

than on any other sector. Making a mode share target legally binding would be 

an acknowledgment of this, and would show international leadership.   

 Making a target legally binding would create stronger pressure for the whole of 

Government to prioritise the transport funding (and powers, e.g. bus regulation) 

needed to achieve it. 

 Making a target legally binding would make it harder for a future government to 

abandon it. 

Arguments against setting a legally binding target are that: 

 Not all the policy levers influencing mode share are controlled by Welsh 

Government. In particular, the cost of motoring currently depends on decisions 

by UK Treasury about fuel duty. If there was a large drop in the cost of motoring 

due to the shift to electric cars (without corresponding action to replace fuel duty 

by road pricing), mode share targets would become more difficult to achieve.  

On balance, we think there are greater benefits in making a target legally binding.  

Should targets be based on trips or distance? 

Arguments in favour of setting a trip mode share target are that: 

 It will ensure policy attention is given to mode switch for trips of all lengths, 

including short trips, where modal shift from car to active travel and bus can 

achieve important health benefits. 

 It may be easier to communicate than a mode share target based on distance. A 

single “sustainable transport mode share” target, similar to London’s “80% 

sustainable transport mode share by 2041”, is probably the easiest for people to 

understand and remember. 

 It may be easier to measure and monitor than a target based on distance. 

Arguments in favour of setting a distance mode share target are that: 

 It will focus policy attention on longer journeys, and on mode switch from car to 

train, where there may be larger benefits in terms of carbon reduction.  

On balance, we think a target based on trip mode share would lead to a more 

rounded policy response. To ensure suitable action was taken to reduce carbon 

emissions from transport, a trip mode share target could be coupled with a carbon 

budget for road transport. This would acknowledge the crucial role of the transport 

sector in reducing carbon emissions, and would again show international leadership. 


