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Abstract  
 

Abstract ς  This report summarises data on cycling from leading European countries, regions and cities, and 

provides examples of best practices from around the world. The report describes transport related policies in 

cities with high bicycle usage but presents also best practice assessment methods.  However, despite 

numerous studies carried out in the Netherlands, Denmark and Germany, there is little numerical data 

available that would allow to relate the quantity and quality of cycling infrastructure with bicycle usage. In 

particular, correlations between the quantitative evolution of cycling infrastructure and bicycle usage are 

scarce. The results from a large scale bicycle infrastructure and policy assessment in the Netherlands are 

reported. A discussion of North American cycling is also presented. Regarding the BICY project, this report is an 

important input as it provides indicators and benchmarking by cities and countries that are worldwide leading 

in cycling use and provides suggestions for assessment methodologies.  This report will be updated as the 

project evolves.  
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Cycles Arise 
For generations, the perennial question in the bicycle transport world has been: 

άIƻw can we increase cyclingΚέ 

Thus arises the core mission of the BICY project. 

This question is cyclical, as is the amount of cycling (bi-cycling), itself; each year cycling rises and falls with 

repeating trends such as weather patterns and the calendars of work and school. Economic fluctuations, 

particularly oil prices, have also played a major role since the 1970s in the activity around bicycle transport and 

its adoption. Concerns about environmental pollution, energy security, public health, and climate change 

ŎŜǊǘŀƛƴƭȅ Ǉƭŀȅ ŀƴ ŀŎǘƛǾŜ ǊƻƭŜ ǿƛǘƘ ōƻǘƘ ǇƻƭƛŎȅ ƳŀƪŜǊǎ ŀƴŘ ƛƴŘƛǾƛŘǳŀƭǎΩ ŎƘƻƛŎŜǎ alike. 

In history as well, cycling has fluctuated greatly. The advent of the bicycle was the single biggest revolution in 

transport since the horse and buggy. It transformed economies and social mores in kind. It was a catalyst in 

radically changing the role of women, and paved the way ς literally and figuratively ς for the automobile.  

5ǳǊƛƴƎ ǘƘŜ муфлǎΣ ǘƘŜ ά.ƛŎȅŎƭŜ .ƻƻƳέ ǎŀǿ ǘǊŜƳŜƴŘƻǳǎ ŜƴŜǊƎȅ ŀƴŘ ƛƴƴƻǾŀǘƛƻƴ focused on bicycle technology, 

with hundreds if not thousands of small artisan shops working night and day to perfect bicycle technology in 

both Europe and North America.   

The first cars, motorcycles and even airplanes came from this effort ς from small bicycle manufacturers ς as did 

such essential innovations in transport as the pneumatic tire, the ball bearing, and eventually, paved roads, 

which cyclists en masse demanded. Even the first transport engineering program in the USA was begun by 

cyclists, organized at the Massachusetts Institute of Technology (MIT) by the League of American Wheelmen 

(LAW), now the League of American Bicyclists (LAB). 

Cities were already changing for this wondrous new invention, along with society and the entire economy. The 

aŘǾŜƴǘ ƻŦ ǘƘŜ ōƛŎȅŎƭŜ ƘŀŘ ƎǊŜŀǘ ǇǊƻƳƛǎŜΦ  {ƘŀƴƎƘŀƛΣ /Ƙƛƴŀ ǿŀǎ ŀƴ ŜŀǊƭȅ ŀŘƻǇǘŜǊ ŀƴŘ ǘƘŜ ŦƛǊǎǘ ƴŀƳŜŘ ά.ƛŎȅŎƭŜ 

/ƛǘȅέ ƻǿƛƴƎ ǘƻ ǘƘŜ ŦƭƻŎƪǎ ƻŦ ŎȅŎƭƛǎǘǎ ŜƴƧƻȅƛƴƎ ƛǘǎ exceptionally flat conditions, but other places throughout the 

Netherlands as well as Copenhagen, Denmark, now world leaders, already had cycle tracks in the early to mid 

1900s (see Figure 1, below). Laws were changed near and far to allow ς and also to limit ς cycling, resulting in 

ƎǊŜŀǘ ŀŘǾƻŎŀŎȅ ŜŦŦƻǊǘǎ ǘƻ ǇǊƻǘŜŎǘ ǘƘŜ άŦǊŜŜŘƻƳ ƻŦ ǘƘŜ ǿƘŜŜƭέΦ  

Doctors battled over whether cycling was healthful or harmful. Public Transport operators found ways to include 

cycling as luggage, sometimes directed by legislation. Militaries recognized the bicycle as a stealthy and swift 

means of transport for field soldiers. Growing cities considered ring roads designed just for cycling. It all sounds 

ǾŜǊȅ ƳǳŎƘ ƭƛƪŜ ǘƘŜ ǎƛǘǳŀǘƛƻƴ ǘƻŘŀȅΤ ƛƴ ŀ ǾŜǊȅ ǊŜŀƭ ǎŜƴǎŜ ǿŜ ŀǊŜ ƎƻƛƴƎ άōŀŎƪ ǘƻ ǘƘŜ ŦǳǘǳǊŜΦέ 
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Figure: Historic cycle track depicted in a vintage postcard from Copenhagen. Postmarked August 5, 1938 and taken on 
Østerbrogade. (Sources: Copenhagenize blog, via Classic Copenhagen blog, 2010). 

The role of cycling in society and all its profound and myriad benefits could have been secure a century ago.  

However, cycling levels gradually fell off with the influx of automobiles and the progressive transformation of 

urban spaces in preference for this dangerous and inhospitable new mode of dominance: the private car.  

The battles over road space were very much economic battles for market share, typical of the times. They were 

not legitimately and democratically decided, and they did not respect the public interest, a sordid history which 

is increasingly documented (see Fighting Traffic; Norton, 2011). 

In North America, where the car first became king, Albert A. Pope, who had become the leader of the American 

bicycle industry after being the first there to adopt bicycle manufacture from Europe, joined forces with 

ǇŜǘǊƻƭŜǳƳ ƳŀƎƴŀǘŜ WƻƘƴ 5Φ wƻŎƪŜŦŜƭƭŜǊ ǘƻ ŎǊŜŀǘŜ ǘƘŜ ά!ƳŜǊƛŎŀƴ .ƛŎȅŎƭŜ ¢ǊǳǎǘΣέ which was the death knell for 

the industry. Utilising a business model widely known to be faulty, the Trust led to the collapse of the tightly-nit 

ŀƴŘ ǇƻǿŜǊŦǳƭ ŀŘǾƻŎŀŎȅ ŀƴŘ ƳŀƴǳŦŀŎǘǳǊƛƴƎ ƴŜǘǿƻǊƪǎ ǿƘƛŎƘ tƻǇŜΩǎ ƭŜŀŘŜǊǎƘƛǇ ƘŀŘ ǾŜǊȅ ƳǳŎƘ ŎǊŜŀǘŜŘΣ opening 

the door to auto-mania and radically the course of urban planning in the USA and the world. 

Pope had obtained the patent for the gasoline automobile, which Rockefeller lusted for.  While Pope preferred 

electric cars (they were just as fast, much quieter, more reliable, more comfortable, and most of all, women 
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preferred them), the lucrative potential of the partnership took precedence. Rockefeller stood to win riches 

ōŜȅƻƴŘ ŀƴȅƻƴŜΩǎ ǿƛƭŘŜǎǘ ŘǊŜŀƳǎ όŀƴŘ ǊŜƳŀƛƴǎ ǘƘŜ ǿŜŀƭǘƘƛŜǎǘ ǇŜǊǎƻƴ ƛƴ ƘƛǎǘƻǊȅ ŀǎ ŀ ǊŜǎǳƭǘύ. Facing a tremendous 

inability to market half his goods ς gasoline ς finally there would be a market for it.  AŦǘŜǊ άŎǊŀŎƪƛƴƎέ ƻƛƭΣ ǊƻǳƎƘƭȅ 

half was gasoline, but due to the lack of applications it was considered waste and dumped into rivers or burned 

away.  (Today, gasoline would in theory never be approved by regulators due to its danger and toxicity.) 

Together, Pope and Rockefeller ventured forth to riches, hoping to secure the place of the gasoline automobile 

and to explicitly close the door on the bicycle age.  The Bicycle Trust saw the American bicycle industry collapse, 

in the process purchasing all patents from dying competitors, freezing innovation on the bicycle for generations.  

Of hundreds of small artisans, only one American independent bicycle company survived, that of the Schwinn 

family. Thus rose the oil age. 

This kind of economic warfare for market share was de rigeur of the time; globally, similar stories are well 

known in the public transport world in the years since. In fact, in one of the best-known tales, General Motors 

was convicted of conspiracy in a court of law for dismantling interurban rail, despite the lax laws of the day. Thus 

we can only imagine what the potential of the bicycle was, but the widespread fervor and adoption of bicycling 

at the time, which is growing again today, shows great promise for its renewed success. 

Today, the future of cycling is brighter every day. There is a desperate need to revisit that terrible juncture when 

cycling declined, and usher in the bicycle age that could and would have been, had the public interest been 

protected.  

To illustrate that public interest, we need only account for some of the disasters which have stemmed from 

allowing automobiles to rule the city. Disease and death caused by the hegemony of automobility is the leading 

global health and environmental problem:  

¶ Illness, death and daily suffering from pervasive traffic-originated air and noise pollution;  

¶ Death and disability from hundreds of millions of traffic injuries and fatalities ς the number one cause of 

preventable death for children, adolescents and young adults;  

¶ Death and disease from pandemic health problems caused by inactivity;  

¶ Social malignancies and institutionalized suffering due to severed communities, lack of access to jobs 

and services, and lack of public spaces and healthy places in which to live;  

¶ Destruction of habitat and species extinction;  

¶ Accelerated extraction of resources;  
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¶ Conversion of farmland for dispersed suburban and even exurban developments;  

¶ Competition between food and fuel as peak oil progresses and biofuels are attempted;  

All these crises and more are widely recognized by policy makers and the public alike. The terrible threat of 

climate change adds great fuel to this fire; transport accounts for an overwhelming proportion of greenhouse 

gasses, needlessly emitted.  Needlessly because: All this can be greatly avoided for we do have alternatives, and 

cycling will by necessity be continue to be a leading answer to these pervasive problems. 

What is the full potential of the bicycle? It remains to be found, but given that most automobile trips can be 

accomplished by cycling, often faster, and certainly with greater economic and social benefits ς even after 

generations of developing for the car ςthe sky (and a cleaner one at that) is clearly the limit. 

The WP3 effort of the BICY project takes a scientific approach to the question of allowing that important 

potential increase in cycling to unfold and to flourish. 

What are best practices?  
¢ƘŜ ŎƻƴŎŜǇǘǎ ƻŦ άōŜǎǘ ǇǊŀŎǘƛŎŜǎέ ŀƴŘ ƛǘǎ ŦǊƛŜƴŘǎ ǘƘŜ άŜŀǊƭȅ ƛƴƴƻǾŀǘƻǊǎέ ƘŀǾŜ ŦƭƻǳǊƛǎƘŜŘ ƛƴ ǘƘŜ ōƛŎȅŎƭŜ ǿƻǊƭŘ ōȅ 

necessity due to the focused efforts globally to find solutions for cycling and the steady advances in the bicycle 

world.  This has succumbed to the point that some criticǎ ǎŀȅ άōŜǎǘ ǇǊŀŎǘƛŎŜǎέ ŀǊŜ ƳƛǎƭŜŀŘƛƴƎΣ ŜǾŜƴ 

counterproductive, because there is no one-size-fits-all solution. In fact there is truth to this, but it is not a whole 

truth. Cultural, economic, and other differences are substantial between places. However, the human use of a 

bicycle in all its forms is proscribed by certain limits and characteristics. Even the many designs of the bicycle 

share certain fundamental physical norms. 

A true investigation and accounting for all best practices globally is far beyond the scope of this or any report. 

However, an effort will be made to first account for the leading cycling successes of Europe; and then to discuss 

the practicalities and some inspiring examples in many key categories of integrating cycling into everyday life: 

ü Facilities design and standards 

ü Laws and policies 

ü Safety and its perception 

ü Methods of increasing cycling 

ü Bicycle parking, portage and storage  

ü Diversity in the bicycle world: varied bikes and varied bikers 
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What Cyclists Want  
As core goal of the BICY project is to increase cycling throughout Central Europe, the beguiling question is 

constant: what do cyclists want? The detailed mobility survey of Work Package (WP) 3.2.3 certainly aims to 

discover this in a contemporary and uniform manner.  

Without a doubt, the vast majority of current and potential cyclists prefer comfortable and convenient cycling 

infrastructure. A survey of any successful cycling city shows a well-developed network of well-maintained and 

well-designed bikeways (although locals may differ!). A pitfall in today's resurgence of cycling, however, is a lack 

of standards and expertise, leading to poorly designed and incomplete networks that can actually endanger 

cyclists in a variety of ways. Moreover, policies sometimes order cyclists to use dangerous facilities: 

 

Figure. Example of a dangerous and discouraging bikeway. (Photo by D Richards/Warrington Cycle Campaign/Eye 
Books, in Guardian 2009). 

Traveling to destinations is only one piece of the pie. Bicycle theft is a major deterrent to adopting cycling, so 

secure bicycle parking, portage and storage everywhere a cyclist may go ς including easily accessible ground-

floor storage in residences and work places, and seamless accommodation onto public transport and at stations 

ς is essential for integrating high levels of cycling into everyday life. 
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Cyclists want a minimum of inconvenience, a minimum of effort, and maximum opportunity.  

Another important piece of the puzzle is environmental. There is only so much we can control about the climate 

and topography, however the highest cycling cities are notably flat. Cold weather, rain and snow also deter 

cycling, however many do cycle in those conditions, and heat can also discourage cycling, possibly even moreso 

than cold (in Copenhagen, 70% cycle in winter). Would it make sense to provide weather-protected cycle tracks 

in cities? Given the enormous investment in special grade-separated travel ways and multi-level parking facilities 

for motorized transport, this ŀǊǊŀȅ ƻŦ άƭǳȄǳǊȅέ ŎȅŎƭƛƴƎ ǇƻǎǎƛōƛƭƛǘƛŜs is worthy of consideration. 

Whatever the cycling environment, there are many types of cyclists, and quite a variety of bicycles that must be 

accommodated: 

 

 

Figure. One of the less-considered cyclists crosses an intersection in Stockholm, Sweden (Photo, Jason Meggs) 
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Different Bikes, and Different Bikers  
As the WP3 actions help reveal, there are many kinds of cyclists. Some are touring for pleasure. Some are 

engaged in vigorous athletics, even cycling hundreds of kilometers in a single day. Yet most are utility cyclists, 

going about their daily business, including shopping and child care. Among these everyday cyclists there is again 

a wide range of typology. The cyclist who commutes 10km or more can be very different from the one who 

merely toodles around the neighborhood shopping and doing other errands. Some cyclists are afflicted with 

disabilities (indeed, some people with disabilities find a bicycle is their only option). The kind of cycling these 

different groups does is important when designing facilities and when choosing regulations and laws for cycling. 

The typology of cyclists has been studied in a variety of ways (Christmas 2010; Gatersleben 2010; Davies 2001 

and 1997; Lindelöw 2009; Heinen; Michler; and others), which is critical to account for in all phases of increasing 

and providing for cycling. These academic treatises only begin to describe the diversity of cycling.  

Unlike the motor vehicle world, where behavior and facilities is relatively uniform despite many differing 

individual types of drivers and vehicles, cyclists come in many stripes, with different types of bicycles and very 

different cycling behavioral styles. This further differentiation among cyclists, critical in providing facilities and 

services, as well as in marketing to individual needs and preferences, must be accounted for. 

A fast cyclist traveling to mountain tops and back in a single day is a very different transport creature than a 

grandmother doing shopping about the neighborhood with her grandchildren.  The return and rise of utility 

cycling, including portage of large loads using cargo bicycles, is another serious consideration when designing for 

and encouraging cycling.  Providing for people with disabilities adds another dimension still (see figure below; 

this issue will be discussed in more detail later). 

    

Figure. A cyclist carries a cane in Copenhagen, Denmark (left), while another after a broken leg carries crutches in a 
small trailer in York, England (right). (Photos, Jason Meggs) 
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Unlike motor vehicles, where all share similar power and have roughly the same size, the cycle world is more 

analogous to running than to driving a vehicle in some respects, owing in part to the factor of physical ability. A 

fast and particularly a longer-distance cyclist typically wants the fewest barriers, and as cyclists gain speed, many 

feel comfortable enough riding on roadways to do so, even if there are cycling facilities provided. Most cyclists 

prefer protected facilities, however, which is thus essential to the goal of increasing cycling as we have shown in 

the Common Indicator Report (WP3.2.3). Therefore, it is best to provide for both. This is further discussed in the 

sections on facilities design and laws. 

Moreover, bicycles themselves take many forms. Today in top cycling cities it is not uncommon ς in fact in top 

cycling cities it is now very common ς to see a parent using a cargo bicycle, perhaps even towing a trailer, for 

kids, groceries, spouses and even dogs, as the following figure helps illustrate. 

 

Figure. Kids in cargo bikes, Amsterdam, Netherlands. (Photo by Workcycles, Wikipedia commons). 

¢Ƙǳǎ ƛǘ ƛǎ ŎǊƛǘƛŎŀƭƭȅ ƛƳǇƻǊǘŀƴǘ ǘƻ άƪƴƻǿ ǘƘŜ ƳŀǊƪŜǘέ ŀǎ ƻƴŜ ǎŀȅǎΣ ŀƴŘ ǘƻ ǘŀƛƭƻǊ ǇƻƭƛŎƛŜǎ ǘƻ ǘƘŀǘ ƳŀǊƪŜǘΦ CƻǊ 

example, it is increasingly recognized that women on average will not cycle without provided accommodations, 
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but given these, women on average will cycle more than men. In contrast more hostile environments typically 

see fewer than 20% of women cycling. 

Know Thy Market  
We want to increase cycling. Therefore it must be something people know they want. 

A top consideration in transport choice is cost. Typically the top costs are money and time. The value of time in 

transport decisions increases with wealth.  Marketing cycling needs to understand what people value. In fact 

many appeals in the past have come from environmentalist perspectives. Yet in many studies, we find few 

people have been so motivated by environmental considerations as to change behavior for them, certainly not 

in a major way such as a modal shift (Flamm, 2012). 

Fortunately, the cost of cycling is superior to other options for many urban trips. Yet there are additional hurdles 

ǘƻ ŀŘƻǇǘƛƻƴΥ ǘƘŜ ǇŜǊŎŜǇǘƛƻƴ ƻŦ ǎŀŦŜǘȅΤ ŦƛƴŘƛƴƎ ǘƘŜ ǊƛƎƘǘ ōƛŎȅŎƭŜ ŀƴŘ ƭŜŀǊƴƛƴƎ ǘƘŜ Ƴŀƴȅ άƛƴǎ ŀƴŘ ƻǳǘǎέ ƻŦ ǳǎƛƴƎ ƛǘ 

for everyday travel; and the experience on the road, which is too often harsh. 

A final and far from least consideration of the market is individual social status. Although cycling has good 

representation across classes, the inherent power imbalance compared to an automobile is a serious barrier to 

entry for many, many people. In the world of cars, for example, recent initiatives to make a low-cost car (e.g., 

the Nano) have been failing to achieve expectations of market penetration in large part due to low-status 

perceptions. For generations, many individuals buying cars have sought the most expensive possible in order to 

ŦŜŜƭ ǎǳǇŜǊƛƻǊ ǎǘŀǘǳǎΦ ¸Ŝǘ ǘƘƛǎ ǘƻƻ ƛǎ ŎƘŀƴƎƛƴƎΦ άtŜŀƪ ŎŀǊέ ƛǎ ǎŀƛŘ ǘƻ ƘŀǾŜ ŀǊǊƛǾŜŘΣ ŀƴŘ ǾŀƭǳŜǎ ƛƴ ǘƘŜ ƴŜǿ ƎŜƴŜǊŀǘƛƻƴ 

are shifting. Smaller, utilitarian items suŎƘ ŀǎ ǎƳŀǊǘ ǇƘƻƴŜǎ ŀƴŘ ȅŜǎΣ ōƛŎȅŎƭŜǎΣ ƘŀǾŜ ƎǊƻǿƴ ƛƴ ǘƘŜƛǊ άŎƻƻƭƴŜǎǎ 

ŦŀŎǘƻǊέ ƛƴ ǊŜŎŜƴǘ ȅŜŀǊǎΦ 

A huge part of the reason facilities for cycling are so strongly correlated to increased cycling is that they provide 

a feeling of inclusion: of belonging, of being validated by the external environment and society at large. Another 

leading reason is that they make people feel safer, even if they come with new types of safety problems, most 

notably at intersections. 

In continuing the discussion of typology when marketing cycling, it is noteworthy that the City of Portland has 

ƛŘŜƴǘƛŦƛŜŘ άŦƻǳǊ ǘȅǇŜǎ ƻŦ ŎȅŎƭƛǎǘǎΣέ ŀƴŘ ǘƘŜ ƭŀǊƎŜǎǘ ƎǊƻǳǇ ƛǎ άƛƴǘŜǊŜǎǘŜŘ ōǳǘ ŎƻƴŎŜǊƴŜŘέ ŀǎ ǎƘƻǿƴ ƛƴ ǘƘŜ CƛƎǳǊŜ 

below. (Geller, 2011) 
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&ÉÇÕÒÅȢ Ȱ&ÏÕÒ ÔÙÐÅÓ ÏÆ #ÙÃÌÉÓÔÓȱ ÉÌÌÕÓÔÒÁÔÅÓ ÔÈÅ ÉÍÐÏÒÔÁÎÃe of addressing public safety concerns in order to increase cycling. 
(Geller 2011) 

Although this survey is from the USA, it is from a leading bicycle city there and is good general counsel for 

European cities as well. Many surveys and inquiries confirm that fear of traffic is a leading reason for not trying 

cycling, or for stopping (such as after suffering a collision with a car). 

As the Copenhagen bicycle report (Bicycle Account, 2010) proclaims: 

Sense of safety vs. Actual safety 

The City of Copenhagen makes a distinction between actual safety and ŎȅŎƭƛǎǘǎΩ sense of safety in traffic. Actual 

safety refers to the number of serious casualties  involving cyclists in Copenhagen. Sense of  safety refers to the 

ƛƴŘƛǾƛŘǳŀƭΩǎ ǎǳōƧŜŎǘƛǾŜ perception of how safe it feels to cycle. Both factors are crucial in our effort to become the 

ǿƻǊƭŘΩǎ ōŜǎǘ Ŏƛǘȅ ŦƻǊ ŎȅŎƭƛƴƎΦ 

 

Methods of Increasing Cycling  
Approaches to increasing cycling include promotions including contests and experiential events; education; and 

provision of facilities. Restrictions on motor vehicles also have a very strong effect, both for encouraging a shift 

to other modes due to the increased difficulty of driving, and by creating a safer and more comfortable 

environment due to reduced motor vehicle traffic. 

Perhaps the best-ƪƴƻǿƴ ǘȅǇŜ ƻŦ ǇǊƻƳƻǘƛƻƴ ƛǎ ǘƘŜ ά.ƛƪŜ ǘƻ ²ƻǊƪ 5ŀȅέΣ ǳǎǳŀƭƭȅ ƘŜƭŘ ŀǎ ŀƴ ŀƴƴǳŀƭ ŜǾŜƴǘΦ !ƭǘƘƻǳƎƘ 

commute trips are only about 1/5 of all travel, this is typically the most regular trip. In theory, converting 

commuters to cycling will in turn increase non-work cycling. Large scale efforts typically include contests, and 
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ƛƴŘƛǾƛŘǳŀƭ ƻǳǘǊŜŀŎƘ ǎǳŎƘ ŀǎ ά.ƛƪŜ ōǳŘŘƛŜǎΣέ ǿƘŜǊŜ ŜȄǇŜǊƛŜƴŎŜŘ ŎȅŎƭƛǎǘǎ ǾƻƭǳƴǘŜŜǊ ǘƻ ƳŜƴǘƻǊ ƴŜǿ ŎȅŎƭƛǎǘǎΦ ²ƘŜƴ 

registration is offered, a source of survey data is generated which can help show the pattern of cycling over 

time.  

A related event which focused on social networking to promote cycling, and targeted all kinds of cycling (not just 

ŎƻƳƳǳǘƛƴƎύ ƛǎ ǘƘŜ άмΣллл bŜǿ /ȅŎƭƛǎǘǎ /ŀƳǇŀƛƎƴέ ƛƴ hŀƪƭŀƴŘΣ /ŀƭƛŦƻǊƴƛŀΦ [ŀǳƴŎƘŜŘ ƻƴ ǘƘŜ /ƭƛƳŀte Action Day of 

Oct. 10, 2010 (10-10-10, which invokes 1,000 as 10 times 10 times 10 is 1,000), the kick-off meeting generated a 

slew of ideas for real actions that could increase cycling on a person-to-person basis. (Meggs 2010) 

Financial incentives are an equity measure which may also encourage new cycling. In tax codes and workplace 

incentives, commuter cycling can be honored through equal financial consideration. Typically work places 

provide parking for private automobiles, a major subsidy to those whƻ ŘǊƛǾŜΦ aŜŀǎǳǊŜǎ ǎǳŎƘ ŀǎ άǇŀǊƪƛƴƎ ŎŀǎƘ-

ƻǳǘέ ŀƴŘ ŘƛǊŜŎǘ ōƻƴǳǎŜǎ ŦƻǊ ŎȅŎƭƛƴƎ ƘŜƭǇ ŎƭƻǎŜ ǘƘŜ ƎŀǇ ŦƻǊ ǘƘƻǎŜ ǿƘƻ ƳŀƪŜ ǘƘŜ ǇƻǎƛǘƛǾŜ ŎƻƴǘǊƛōǳǘƛƻƴ ƻŦ ƴƻǘ 

driving. 

A number of scientific studies and surveys have attempted to find the effect of various measures on cycling 

rates. It is known that provisions for cycling are associated strongly with increased cycling. Certainly providing 

free-flow (less stopping) is a major incentive, discussed below. 

A literature search on this topic was published in 2008 with regard to the BYPAD project (Kurt 2008)  

Certainly infrastructure is strongly correlated with cycling in European cities, wherever the car exists. Separation 

and the feeling of protection is preferred by the masses as discussed elsewhere. 

One of the newest and most promising measures is that of experiential measures, with the best known or even 

seminal event originating in BogotaΩ, Colombia, and known as Ciclovía. A new generation of special events 

reclaiming urban space for human activity ς and certainly cycling ς has blossomed as a direct result. 

The Importance of Bicycle Culture and Mass Cycling Events  
After an all-time low just before the peak of North American oil production in 1972, the United States has seen a 

steady rise in cycling and cycling culture, particularly after with the advent of the Critical Mass movement 

(September 25, 1992), which sees its 20th anniversary this year and still attracts thousands of riders on a monthly 

basis. Although controversial due to the lack of organized leadership and lack ƻŦ ǇŜǊƳƛǘǎΣ ǘƘŜ άƻǊƎŀƴƛȊŜŘ 

ŎƻƛƴŎƛŘŜƴŎŜέ Ƙŀǎ ƛƴŎƻƴǘǊƻǾŜǊǘŀōƭȅ ƘŜƭǇŜŘ ŜǎǘŀōƭƛǎƘ ŎȅŎƭƛƴƎ ƻƴ ǘƘŜ ǘǊŀƴǎǇƻǊǘŀǘƛƻƴ ǎŎŜƴŜΣ ǿƘŜǊŜ ƛǘ ƘŀŘ ŀƭƭ ōǳǘ 

disappeared. Today, official events such as Ciclovías and other mass roadway closures to feature walking and 

cycling are becoming common, following the lead of Bogotá, Colombia; and a next generation unofficial event, 

ŘƛǎǘƛƴƎǳƛǎƘƛƴƎ ƛǘǎŜƭŦ ŦǊƻƳ ǘƘŜ ƳƻǊŜ ŎƻƴǘǊƻǾŜǊǎƛŀƭ /ǊƛǘƛŎŀƭ aŀǎǎŜǎΣ Ƙŀǎ ŀǊƛǎŜƴΦ ¢ƘŜ ƴŜǿ ŦƻǊƳ ƻŦ ǇǳōƭƛŎ άōƛƪŜ-ƛƴέ 

known as Bike Party, has quickly grown; the original ride in San Jose attracts over 3,000 diverse cyclists monthly. 
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The importance of bicycle events can be illustrated by the experience of Copenhagen, Denmark. Neils Jensen, a 

lead transport planner in Copenhagen presented findings in Oakland, CA recently. In Denmark as well, a strong 

cycling history hit an all-time low just before the first oil shock in the early 1970s (this can be seen for other 

European countries as well, in Figure 1).  After this there were mass cycling events organized by the city to 

encourage cycling again. Little changed for until the end of the decade, when the second oil shock hit in 1979. 

Frustration over the lack of adaptation away from volatile, uncertain and unsustainable oil-based transport 

boiled over with a mass march of 10,000 on the City Hall: not only activists but everyone, families included, 

ƳŀǊŎƘŜŘ ǘƻ ŘŜƳƻƴǎǘǊŀǘŜΦ ά¢ƘŜȅ ǊŜƳŜƳōŜǊŜŘ ǿƘŀǘ ƛǘ ǿŀǎ ƭƛƪŜ ǘƻ ŎȅŎƭŜ ǿƘŜƴ ǘƘŜ ǎǘǊŜŜǘǎ ǿŜǊŜ ŎƭƻǎŜŘ ŦƻǊ ōƛƪƛƴƎΣ 

ŀƴŘ ŘŜƳŀƴŘŜŘ ǘƘŀǘ ŎȅŎƭƛƴƎ ōŜ ŀŎŎƻƳƳƻŘŀǘŜŘ ŀƎŀƛƴ ƛƴ /ƻǇŜƴƘŀƎŜƴΦέ Lƴ ŎƻƳƛng decades Copenhagen rose to be 

a world leader in cycling joining Amsterdam, Netherlands. 

 

Figure. Cycling in Copenhagen inner ring at peak hour climbs out of the oil crises. (Jensen 2009) 

Thus it is clear that a major benefit of all these different types of events is simply that they get people on their 

bikes, in the city. The first step to becoming a regular cyclist is to try it, to get a first-hand feel for one's ability to 

cycle. The festive, supportive environment all these events provide is a perfecǘ άǘǊŀƛƴƛƴƎ ǿƘŜŜƭǎέ ŦƻǊ ōŜƎƛƴƴŜǊǎ ƛƴ 
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particular, and the friendships made and social exchanges of learning, creativity, and information, build a cycling 

community where once was only isolation and a sense of violent persecution and systemic, and deadly, 

discrimination amongst the few who dared cycle.   Even Critical Mass, which has experienced occasional 

disturbances, is seen as much safer than everyday street cycling: speeds are low, there are no cars, and energy is 

saved by not having to stop frequently. 

Large-scale cycling promotions need not be limited to cycling. Walking, running, skating, etc. are all encouraged. 

The roadways normally reserved for motor traffic suddenly become an enormous multi-use path. A highly 

successful European example would be the RADpaRADe1 of Vienna, Austria, in which the entire ring road has 

been closed for a bicycle parade. 

Carfree Days, typically held in September (back to work and school, and facing the coming winter), are cultural 

measures which also encourage a renewal of street culture and grow the social web. 

 

Figure: Closure of a main street in York, England inspires laughter and play where normally the most deadly risk would 
reign. Towards Carfree Cities IX, June 2010. (Photo, Jason Meggs) 

                                                           

1
 RADpaRADe is a play on the German short for bicycle (Rad, from Fahrrad), which is alǎƻ ŀƴ 9ƴƎƭƛǎƘ ǎƭŀƴƎ ǿƻǊŘ ŦƻǊ άǎǳǇŜǊέΣ 

ŎƻƳōƛƴŜŘ ǿƛǘƘ ǘƘŜ 9ƴƎƭƛǎƘ ǿƻǊŘ άǇŀǊŀŘŜέΥ ǎǳǇŜǊ-bicycle-paRADe. 








































































































































