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expert conferences like Velo-city offer an excellent 
possibility to do two things of crucial importance for 
policy making: first, to look ahead into the future and 
spot new trends, and second, to think a bit outside 
the box by engaging in a dialogue with other cities 
and countries that are faced with challenges similar to 
those of Vienna. 

yet Velo-city proved to be so much more for Vienna. 
as a result of Velo-city, cycling is the most widely 
discussed transport policy issue of 2013. Moreover, 
Velo-city led to the organisation of the Vienna Bicycle 
Week, which attracted many thousands of citizens. 

As a result of Velo-city, cycling is the most widely 
discussed transport policy issue of 2013. 

there was hardly an inhabitant of Vienna who did not 
hear or read about this event. one highlight of the 
Vienna Bicycle Week was certainly the Bicycle corso, a 
bicycle parade that involved more than 4,000 cyclists 
enjoying a trip along the ringstrasse and across the 
reichsbrücke. 

the topics presented at Velo-city 2013 have supplied 
Vienna with a solid body of knowledge on which the 
city can now draw to attain its goal of doubling the 
modal share of cycling by 2015. it is gratifying that the 

experts participating in the conference have confirmed 
the strategy chosen by Vienna to further improve its 
cycling infrastructure and promote awareness through 
Pr campaigns. We will continue along these lines 
and motivate people in even more targeted fashion 
to discover cycling as a means of urban travel. i am 
particularly interested in winning over one specific 
target group: if we succeed in motivating more and 
more youngsters to ride a bike as early as possible 
then we will not have to worry about the future modal 
share of cycling in Vienna, as people who have enjoyed 
cycling in their childhood are likely to continue to do so 
as adults. 

thus, Velo-city 2013 in Vienna was a resounding 
success in addition to being the biggest bicycle-themed 
conference ever. in this spirit, Velo-city provides moti-
vation for Vienna to engage in even more activities to 
boost cycling, not only on behalf of cycling itself but in 
support of all forms of sustainable mobility. 

Maria Vassilakou 
Deputy Mayor of the City of Vienna 
Executive City Councillor for Urban Planning, 
Traffic & Transport, Climate Protection, 
Energy, and Public Participation 
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When, over two years ago, Deputy Mayor Maria 
Vassilakou charged me with preparing Vienna’s bid to 
host Velo-city 2013 and with organising the conference 
if the bid was successful, i was determined to make 
sure that this would be the best Velo-city ever. now, 
several months after the event, i am certain that we 
have attained this objective at least regarding its size 
and number of participants, and many personal letters 
i have received reassure me that we have also set a 
quality benchmark for future conferences. 
of course, i could never have achieved this on my 
own; rather, i was able to rely on a committed and 
innovative team that handled the fields of program 
development (andrea Weninger, rosinak & Partner), 
demonstration projects (Michael szeiler, rosinak & 
Partner), national and international public relations 
(Wolfgang gerlich, Plansinn), exhibition and events 
(Martin friedl, event company), and congress organi-
sation (tatijan Vukasinovic, stadt wien marketing) with 
great professionalism. 

looking back, several aspects seem particularly im-
portant to me and have in fact contributed significantly 
to our success. the program design, the selection of 
speakers and the support extended to them, having 
several interactive event formats, and the standard 
of excellence set by the presenters contributed vitally 
to making the conference a success. in particular, 
the “speed dating” format proved a lively part of the 
program that certainly encouraged communication. 

i am especially delighted that the cycling Visionaries 
awards and the related social sponsoring measures 
enabled so many young and enthusiastic people from 

introduCtion
�

all over the world to attend the conference and thus to 
add even more colour to the event. 

the efforts undertaken by the city of Vienna to  
confront representatives of the creative industries, 
cultural workers, and scientists at the national level 
with the issue of cycling and to collaborate with them 
in various ways were key ambitions of the organisers 
and contributed greatly to the event’s success, which 
can be measured by above-average participation rates 
and submissions and activities of outstanding quality. 

the participation of a large number of political  
decision-makers including ministers, presidents of  
regions, mayors, and deputy mayors allowed for an  
exchange of experience at the highest level, which  
was also reflected in the formulation of the Vienna  
Memorandum.  

it was of central importance to us to make this inter-
national conference visible for the local population 
by offering a wide variety of side events. the Bicycle 
Picnic, the Bike fashion show Velostyle, the Bicycle  
corso (which attracted 4,200 participants on a 
gloriously sunny day and was followed by the open-air 
Kaiserschmarren Party), the inauguration of the design 
exhibition Tour du Monde at the Museum of applied 
arts, the Bike film nights, the family excursion to the 
new urban development area “aspern – Vienna’s urban 
lakeside”, the Bike arena in front of Vienna city Hall 
with the tenth anniversary of citybike and the inter-
national Bike Polo tournament: these fantastic events 
enabled us to communicate a positive impression of 
cycling to many Viennese citizens. 

the attendance of roughly 1,400 participants, over  
330 speakers from 47 countries, more than 160 
journalists, plus a fully booked expo area featuring in 
excess of 50 exhibitors surpassed all previous Velo-city 
conferences. another welcome achievement is the fact 
that the budget set aside for the event was not only 
adhered to but actually not exhausted in its entirety. 

the cooperation with the european cyclists‘ federation  
(ecf), represented by its president Manfred neun, 
Velo-city series Director Bernhard ensink, and Velo-city 
series event Manager raimund stabauer, was smooth 
and mutually enriching. in particular, the two formats 
scientists for cycling and cities for cyclists were 
well-attended pre-conference activities. 

the present comprehensive conference magazine on 
the one hand summarises key thematic findings of the 
event and on the other gives an overview of the multi-
faceted side events in pictures and texts. 

finally, i want to thank all attendees for their active 
participation. special gratitude goes to the main  
sponsors and cooperation partners, to the city of  
Vienna for providing us with such outstanding  
conference premises and a viable budget, and to  
ecf for its excellent collaboration and support. to 
conclude, i would like to wish the organisers of the 
upcoming Velo-city global 2014 in adelaide all the  
best and a successful conference. 

Wolfgang Dvorak 
Conference Director Velo-city 2013 Vienna 
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we often celebrate cycling for its quietness. however, the relative silence 
of this mode of transport stands in stark contrast with the surrounding 
sound of the urban environment, which tends to be dominated by the roar 
of motorized traffic. what sonic strategies for cycling can we identify? 
how can cycling inspire the future sound design of urban space? 

cycling tends to be silenced as an overlooked and 
marginalized mode of transport. But consider some 
of these questions: How silent and silenced should 
cycling be? How political is it to make a noise, to speak 
up, to sound out? How can we claim space for cycling 
not just in a physical way, but also in relation to the 
city‘s soundscape? What is the potential for using 
sound at the intersection of cycling, mobile media, and 
urban design? What is the scope for the sound design 
of e-bikes? 

there is a range of creative, political, and collaborative 
practices to open up our minds, and our ears, to the 
potential of sounding out the city with cycling culture. 
two key strategies have emerged in response to the 
realities of urban cycling being a relatively silent ac-
tivity in the cacophony of the motorized contemporary 
soundscape. one is the strategy of sounding in: riders 
shutting out external sounds (to varying degrees) and 
moderating the cycling experience with a privatised 
soundscape, often consumed via headphones. this in-
cludes listening to music on mobile devices (Bull 2007) 
and using sonic augmented reality (Behrendt 2012) for 
cycling apps (a collaborative strategy of sounding in). 
the second strategy is sounding out: designing the 
sound of cycling to contribute to the urban sound-
scape, to make cycling heard. 

What is the Sound of Cycling? 
We live in a visual culture, in which the dominant dis-
courses tend to be centred around perspectives, points  
of view, and displayed on screens, both in our profes-
sions and in the metaphors we use. However, we are  
multi-sensory beings. We do not  perceive the world only  
through our eyes, we also hear, smell, taste, and feel the  
world. We can also sense balance, movement, internal  
body states, time, and much more. We have more than  

five senses and use all of them when we cycle. yet  
discussions of cycle culture, urban planning, product  
design, transport planning, media studies, sociology  
cycling, and many other areas concerned with cycling   
are almost entirely focused on the visual. i invite you to  
shift your attention from visual culture to sound culture.  
in academia, this is often referred to as sound studies.  
sound studies “investigate […] the different ways in  
which people experience the world of sound and how  
sound is embedded in culture, history, institutions,  
design, architecture, and technologies” (Bull 2013).  

Close your eyes for a moment… 
...to imagine the sound of cycling. What kinds of 
sounds come to your mind? the soundscape (schafer 
1977) of cycling might include background sounds 
of cycling such as spinning wheels, wind, breathing, 
a heart beat, but also other ambient noise such as 
motor traffic – the dominant sound of urban cycling. 
foreground sounds might include a cycle bell or a car 
horn, while we might also cycle past soundmarks such 
as the bells of Big Ben in london. 

the world‘s loudest bicycle 
Bells and horns are an integral part of cycling cultures, 
producing functional sounds for warning others of the 
(otherwise largely silent) cyclists‘ presence. the Horn-
ster takes this idea to the extreme as the world‘s loud-
est bicycle. in using a powerful air horn, the Hornster 
adopts the sound culture of a dominant mode of trans-
port – lorries/trucks – and places it in the context of 
a marginalised form of transport – the bicycle. adding 
more noise to our urban soundscape in this way is not 
meant to be a solution to the sound of motorized cities 
(and is not pleasant for pedestrians or other cyclists) 
but it makes an important political point and illustrates 
how we can use sound to make cycling heard. 

10 – tHe sounD of cycling urBan cycling cultures – 11 
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frauke behrendt leads 
the Uk “smart e-bikes” 
research project. As se-
nior lecturer in media 
studies at the University 
of brighton her research 
interests include digital 
cultures, sound studies, 
mobility, interaction 
design, sustainable 
development, and smart 
cities. 

Bike-mounted sound systems 
claimed the streets sonically 
during Velo-city‘s Bicycle corso 
in Vienna 

Sounding out the streets for cycling 
While the Hornster is a rather individual way of  sound-
ing out about cycling there is also a long  tradition of 
collaboratively claiming our streets for  cycling by using 
sound. critical mass, cycling corsos, and other mass 
bike ride initiatives, events, and demonstrations have 
long used sound and music as part of their attempts to 
reclaim city streets for cycling. 

sterne (2005) argues that “programmed music used 
outdoors is an attempt to code space [...] in terms of 
social class, race, and age,” as it is designed to drive 
away young people and the homeless in an attempt 
to make public space welcoming for consumers only. 
Drawing on his concept, we can understand the sound 
of traffic as a way to code public space, often less 
intentional than with outdoor Muzak, but no less 
powerful. sound can welcome some modes of trans-
port (e.g., being in traffic in a sealed car, playing a car 
stereo) and exclude other modes (e.g., cycling through 
car traffic), amplifying how these modes of transport 
are often coded in terms of class, gender, race, and/or 

age. Mass bike rides that include bikes with sound  
systems, cycling musicians, and other collaborative 
ways of sounding out, question these codes and  
acoustically claim space for cycling. 

Sound design for e-bikes 
instead of treating sound as an accidental and often 
unwanted byproduct, sound designers and sonic 
interaction design (Behrendt and lossius 2009) use 
sound to design better spaces, experiences, objects, 
events, or interactions. 

the car industry already employs large numbers of 
sound designers, and they increasingly work on the 
sound design of silent electric vehicles. consider the  
potential of sound design for electrically-assisted bikes,  
also called e-bikes or pedelecs, especially when we 
understand fleets of e-bikes as an internet of things. 
e-bike batteries could be used to power a variety of 
interesting sound strategies, especially in combination 
with riders’ smartphones. 

We need a debate on how sound design can improve 
safety and quality of life, in the design of (e-)bikes but 
also of urban spaces and sustainable mobility. We 
need to open our ears to the politics and potential of 
sound design for public space, urban transport, – and 
especially cycling. 

12 – tHe sounD of cycling 
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Bavaria statue in Munich: 
a female personification of the 
Bavarian homeland, used for 
Munich´s bicycle marketing 
campaign 

We Should build CitieS
�

for PeoPle, 
not for CarS! 

At the Velo-city conference in Vienna, munich’s Vice mayor hep Monatzeder
was honored with the leadership Award for Cycling promotion 2013 by the 
Cycling Embassy of denmark for his unceasing commitment to promote urban 
cycling. Interview by andrea Weninger, Velo-city program director. 

Andrea Weninger: As vice mayor of the City of 
Munich since 1996, you are responsible for the 
local bicycle policies and have become known as 
Munich’s “bicycle mayor”. How important is the 
bicycle for Munich’s traffic policy? 
hep Monatzeder: the bicycle is of great importance, 
and not only because our lord Mayor is also a committed 
cyclist. if we really want to improve Munich’s traffic 
and environmental situation, there is no avoiding the 
bicycle. 

In what way has the importance of the bicycle 
changed since the 1990s? 
When i took on my official duties as vice mayor it 
was even harder to accommodate cycling traffic. there 
definitely has been a change in attitude, although 
when it comes to changing car lots into bicycle parking 
spaces i still have to discuss for hours with the city 
council. going by bicycle has become a real trend and 
both the share of cyclists and the decreasing number 
of young people actually taking their driver’s test prove 
that. We are on our way to a turn in traffic policies and 
in the meantime we have some tailwind. 

In 2009, the City of Munich agreed upon the “Deci-
sion of Principle on Cycling Traffic”, with the aim of 
further increasing the share of cycling to at least 
17% by 2015. This goal has been achieved. How did 
the Decision contribute to changing cycling traffic 
policies in Munich? 
this Decision of Principle – which, by the way, 
considered results from the Velo-city conference 

2007 in Munich – is tHe basis for the promotion of 
cycling traffic in Munich. for instance, the Decision 
of Principle has tripled our annual budget for cycling 
traffic. We have also installed responsible personnel in 
all relevant departments who consult with each other 
in working groups. the Decision also includes goals 
we have set ourselves. We have decided to implement 
the campaign Radlhauptstadt München (cycling capital 
Munich) as a soft measure to promote cycling. the 
evaluation report of the Decision of Principle is due in 
2013. i can already tell you that we have reached some 
of our ambitious goals ahead of schedule. the targeted 
17% cycling share we already reached in 2011, and now 
we are aiming for 20% by 2015. 

You mentioned the highly praised cycling campaign 
Radlhauptstadt München. How high were the costs 
of the campaign and what effect did it have on 
cycling in Munich? 
i have to smile when you say that the campaign was 
highly praised, as i had to listen to a lot of criticism 
when i launched it. Many inhabitants of Munich and 
colleagues of mine were outraged that so much money 
would be spent on “something so useless”, and said 
that it would be better to invest in and build bike lanes. 
since 2010 we have implemented every planned part 
of the campaign, except one, and spent one million 
euro per year. We did not implement the Radljoker 
(cycling Joker), who was supposed to call, in a very 
humorous way, for more thoughtfulness regarding 
other traffic participants. the media and the city 
council have pulled the campaign to pieces. 

urBan cycling cultures – 15 



 

 

 
 

 

 

 

 

all other implemented events of the campaign have 
been great successes: With 8,000 participants the 
Radlnacht (cycling night) on June 8th of this year broke 
all records. the queue of people for the regularly-
offered bicycle check-ups are always very long. 
information materials such as the free cycling map 
disappear like hot cakes and the Radlfashion-Show 

“on our way to a turn in traffic policies 
we are enjoying some tailwind.” 

(cycling fashion show) and the Radlflohmarkt (Bicycle 
flea Market) enjoy a large clientele. also, the recently 
implemented cycling tours for new inhabitants are very 
popular. 

Which manifestations of cycling cultures can you ob-
serve in Munich? What do you conclude from them? 
first of all, the diversity of bicycles is striking. i see 
more and more cargo bikes, sport bikes, expensive 
foldable bikes, and customized lifestyle bicycles. they 
remind you that some bicycles are not just bicycles but 
also represent a lifestyle. it shows that moving in an 
environmentally friendly way has become trendy! 

What other transport-policy related problems will 
Munich have to deal with in the future? 
our main problem, so to say, will be the great popula-
tion growth. this will be tremendous for our economy, 
but the growing pressure of the influx of people will 
also be a big challenge. During rush hours parts of the 
public transportation system are already at their limits. 
furthermore, no matter how much we build, we will 
always have a shortage on the housing market, and 
in the upcoming years we’ll also have a shortage of 
building areas. the lack of space plays a role in the 
traffic sector, as streets are most widely planned and 
distributed. so, space relocations for pedestrians or 
cyclists are only possible at the expense of motorized 
traffic. every building activity of that kind is comparable 
to an “open heart operation”, as alternative routing is 
hardly possible. 

What goals and measures is Munich planning for 
the future? 
We will definitely widen our focus and jointly consider 
pedestrian and cycling traffic. More and more conflicts 
between pedestrians and cyclists have made clear that 
one has always been privileged to the detriment of the 
other. thus, putting emphasis on both of them together 
is truly important. 

The City of Munich hosted the Velo-city conference 
in 2007. In 2013 Velo-city was in Vienna. What has 
changed in Munich since the conference and what 
impact did Velo-city have on cycling and on the city 
administration? 
Velo-city had a very strong effect! the conference 
triggered a change in attitude without which we might 
never have agreed upon the Decision of Principle on 
cycling traffic, now the basis for Munich’s cycling 
promotion. We further noticed that the internal 
cooperation within the administration concerning 
the promotion of cycling traffic has developed very 
positively. relationships with external stakeholders 
such as the aDfc and green city have improved as 
well. things have also gotten easier on a political level! 

You know Vienna very well and have visited the 
Velo-city conference in your role as a speaker. How 
do you evaluate Vienna’s ambitions to become a 
cycling city? 
i was really impressed by the Velo-city conference in 
Vienna! it was truly well organized and the obvious 
ambition of bringing cycling forward is tremendous! in 
my opinion that is what’s most important. the infra-
structural effort of giving cycling traffic more rights 
and space is quite noticeable. still, there are many 
spots where infrastructure can be improved. the best 
advice i can give Vienna is to persistently follow the 
aim of improving cycling traffic and let no harsh critics 
mislead you. 

Vienna’s share of cycling is 6%, while in Munich it 
is 17%. Traditionally, Vienna and Munich cooperate 
very well on an administrational and political level. 
What does Vienna have to do  to be as successful a 
cycling city as Munich? 
in any case, Vienna should stay true to itself! Munich 
can also gain a lot from Vienna: the great city bike 
system, the green wave for cyclists, and the housing 
project Bike city are all very successful projects. to 
achieve Munich’s share of cyclists, i advise you to 
combine soft and hard measures. this means that 
infrastructural development and campaigns should 
complement one another. i also believe that Munich 
as well as Vienna can still make it a little bit more 
uncomfortable for car drivers. We should build cities 
for people, not for cars! concerning the development 
of cycle paths, i advise Vienna to rethink bi-directional 
cycle paths and to keep cycle paths away from very 
busy roads and narrow pedestrian areas. 
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What are the CoStS for 
MuniCh’S CyCling traffiC? 

it is not so easy to put the costs for cycling infrastructure, bicycle parking, and public 
relations into numbers. from 1992 to 2012, the city of Munich invested more than 
40 million euro from the Radverkehrspauschale (fixed budget for cycling) into cycling 
measures. the city tries to meet the requirements for cycling traffic during road con-
struction and infrastructure provision of building areas. the actual expenditure for 
cycling traffic is much higher, however, but precise numbers are difficult to calculate. 
since Munich’s implementation of the Decision of Principle on cycling traffic, the city 
has earmarked 4.5 million euro from the Nahmobilitätspauschale (fixed budget for active 
mobility) annually for cycling traffic. Within the scope of the recently published national 
cycling Plan, germany’s Ministry of transport has suggested spending 15 euro per 
inhabitant per year on cycling traffic. Munich has 1.4 million inhabitants, so if the city 
follows this suggestion, Munich could spend 21 million euro annually on cycling traffic. 
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Velo-City

World 

The City of Vienna hosted the Velo-city 
2013 conference from 11-14 June. The 
Sound of Cycling – Urban Cycling Cultures 
assembled more than 1,400 delegates  
from more than 60 countries for the  
largest cycling-themed conference to date. 

nationalities 

Country Participants Country Participants Country Participants Country Participants 

albania 1 taiwan 2 Mexico 6 finland 25 
Bangladesh 1 chile 3 china 7 italy 25 
cyprus 1 colombia 3 luxembourg 7 united states 25 
estonia 1 Kazakhstan 3 Portugal 8 sweden 29 
georgia 1 uganda 3 turkey 8 norway 32 
india 1 Brazil 4 ireland 9 united Kingdom 35 
iran 1 greece 4 nigeria 10 france 37 
south Korea 1 iceland 4 romania 11 switzerland 38 
lithuania 1 serbia 4 slovakia 12 Denmark 43 
Mali 1 thailand 4 slovenia 14 netherlands 62 
Qatar 1 croatia 5 Hungary 19 Belgium 82 
costa rica 2 Japan 5 spain 19 germany 153 
ecuador 2 new zealand 5 czech republic 20 austria 367 
gambia 2 russia 5 canada 21 
ghana 
indonesia 

2 
2 

singapore 
israel 

5 
6 

Poland 21 
24 australia 

18 – tHe sounD of cycling 

gender Professions 

Planner/consultant 16% 
ngo 15% 
Public administration 14% 

men 68% scientist 12% 

women 32% cycling industry 8% 
Journalist 11% 
Marketing 6% 
tourism 5% 
other* 13% 

* includes designers, bike messengers, upcyclists, 
 software engineers, bikepunks, e-bike evangelists,  
 artists, and others. 
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the CyCling World
�

in nuMb3r5
�
the city of Brussels wants to reach a cycling mode-share of ............................................. 20% by 2020 (today 4%).
�
the city of Budapest wants to reach a cycling mode-share of ........................................... 10% by 2020 (today 2%).
�
the city of Vienna wants to reach a cycling mode-share of ................................................ 10% by 2015 (today 6%).
�

germany wants to reach a cycling mode-share of............................................................ 15% by 2020 (today 10%).
�
nigeria wants to reach a cycling mode-share of................................................................................... 15% by 2016.
�
the ecf wants to reach to reach a cycling mode-share of ................................................... 15% in the eu by 2020.
�

Public bike system in Bordeaux.................................................................................. 139 stations and 1,455 bikes.
�
Public bike system in Paris .................................................................................... 1,751 stations and 23,000 bikes.
�
Public bike system in Vienna...................................................................................... 110 stations and 2,705 bikes.
�
Public bike system in Budapest..................................................................................... 74 stations and 1,011 bikes.
�
Public bike system in novi sad.......................................................................................... 7 stations and 100 bikes.
�

e-bikes sold in austria in 2008........................................................................................................................ 2,000 

e-bikes sold in austria in 2012...................................................................................................................... 45,000
�

Bicycles per 1,000 inhabitants in Vienna: .......................................................................................................... 645
�
Bicycles per 1,000 inhabitants in amsterdam: .................................................................................................... 810
�

the first critical Mass ride took place in san francisco ................................................................................ in 1992
�
the first critical Mass ride in Vienna took place ...........................................................................................in 2006
�

from 1994 to 2010, bicycle traffic in Budapest increased ..........................................................................by 475%. 


10 bicycles can park in 1 car parking space. 

in Denmark, 133 million euro can get you........................................................... 330 km of bicycle super highways
�
in Denmark, 133 million euro can get you...................................................... 120 km of new bicycle paths in cities
�
in Denmark, 133 million euro can get you..................................... 10 km of new motorways (4 lanes in rural areas)
�
in Denmark, 133 million euro can get you.......................................................................... 6.5 km of new train rails
�
in Denmark, 133 million euro can get you.............................................................................. 0.7 km metro city line 


increasing the share of occasional cyclists in austria by just 1% will add 88 million euro to the local economy. 

in copenhagen, cycling customers spend 2 billion euro per year in street level shops. 

there are 87,000 bicycle parking spaces at railway stations in switzerland. 

if car owners in nigeria chose to ride a bike one day per week instead of driving their car, they would save 
a total of 4.6 million dollars annually while reducing national fuel consumption by 5 million liters. 

25% of all urban goods can be delivered by bicycles. 

All figures extracted from presentations given at Velo-city Vienna 2013. 
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trouble in ParadiSe
�

niels tørsløv, head of the planning department of the 
City of Copenhagen, and herbert tiemens, bicycle 
program manager at bestuur regio Utrecht, looked into 
their archives and found numerous examples of good 
mistakes. mistakes that you can learn from. 

EVEn IF yoU hAVE A loT oF 
ExpErIEnCE, yoU sTIll mAkE 
mIsTAkEs. And lUCkIly so, 
bECAUsE whEn yoU do, yoU 
lEArn ThE mosT. boTh ThE 
dAnEs And ThE dUTCh hAVE 
lEArnEd ThE hArd wAy how 
To ImproVE ThEIr bICyClE 
polICy. 

some mistakes are made just from narrow-minded 
traffic perspectives, without having the full picture 
of the situation. other common mistakes are made 
from a lack of coherence in the new solutions. in an 
interactive battle with themselves and the Velo-city 
audience, niels tørsløv and Herbert tiemens came 
up with the worst mistakes made in those cities best 
known for their cycling culture. 

Mistake no. 1: Widening the cycle tracks 
tørsløv opened the battle with an elegant solution to 
having too many cyclists on the cycle path. after ample 
discussion, the city of copenhagen decided to remove 
a car lane and to widen the cycle path. to make clear 
that cars shouldn‘t park, smart marks were introduced 
to separate the social lane from the fast cycle lane. 
the communication department wanted to explain 
the marks, and decided to erect an explanatory poster. 
initially, the poster was placed in the social lane. 
this made it very visible for cyclists, but for obvious 
reasons it was quickly relocated to the wide sidewalks. 

“It takes at least 1,000 mistakes to develop 
a cycling culture like we have in Copenhagen. 
And it was great fun to battle our colleagues 
from the netherlands on the best mistakes! 
I’d love to do this again!” 
niels Tørsløv 

Mistake no. 2: barriers on the track 
tiemens replied that this was an easy mistake, and 
also easy to correct. in the netherlands, beautiful 
cycle paths are laid only to have big barriers placed 
to prevent moped drivers from entering. it sometimes 

becomes so hard to pass the barriers that cyclists 
cannot pass them either and instead use the adjacent 
roadside. so, a sustainable solution would be a 
europe-wide ban of mopeds from cycle paths. 

Mistake no. 3: a beautiful bridge 
in the revitalized harbor area of copenhagen a 
pedestrian and cyclists’ bridge was built. it has quickly 
proven to be a valuable addition to the bicycle network 
of the Danish capital, with the expected 4,500 daily 
cyclists having risen to more than 11,000. one notable 
mistake: on the access quay bold cobblestones 
were laid. Despite their high aesthetic quality, the 
stones made the transition to and from the bridge 
uncomfortable and inconvenient for cyclists. 

Mistake no. 4: Slippery curbs 
in the city of utrecht we had the same kind of problem. 
a dedicated bus lane was built between the university 
and the central railway station. to make it suitable 
for the historic environment the design consisted of 
a concrete bus lane and additional sidewalk. cyclists 
were completely forgotten. they have to share the 
sidewalk with pedestrians (with a small line of stone). 
Between the dedicated bus lane and the cycle path 
a beautiful stone was used for the curb. it turned 
out to be very slippery, especially under the usual 
Dutch weather condition of drizzling rain. Despite 
several severe accidents each year the design was 
not changed. the city only roughened  the curb in an 
attempt to improve traction. 

Mistake no. 5: tight corners 
the design of a bicycle lane in copenhagen was not 
suited for the angles taken by cyclists, although there 
is plenty of space to design the curves appropriately. 
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Kopenhagen: only a few cyclists used the right turn lane, while traffic on the thru-lane backed up.  (mistake no. 8) 
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cyclists at low speed don‘t care about signs and prefer to simply 

interact with their environment (mistake no. 6)
�

24 – tHe sounD of cycling 

in the netherlands, barriers placed to prevent 
moped drivers from the cycle paths seem to pre-
vent cyclists from entering as well. (mistake no. 2) 

Mistake no. 6: Shark teeth 
in the netherlands, some fantastic engineering projects  
have been realized. a section of the cycle path was 
made bi-directional to give access to a bicycle parking 
facility at the railway station Driebergen-zeist. the 
engineer constructed a visual puzzle. crossing 
cyclists have to give way where the path is marked 
with shark teeth. of course, while such thinking is 
clever it is completely unnecessary. cyclists at low 
speed don‘t care about signs and prefer to simply 
interact with their environment. 

Mistake no. 7: dark tunnels 
During the car era, the new university campus was 
planned outside of utrecht. But the students still live 
in the city itself and everyday 60% of all visitors to the 
university arrive by bike. they cause congestion at the  
main routes in the old city and encounter accessibility  
problems out of town as well. Highways must be 
crossed via a dark tunnel, or else by using a pedestrian 
bridge. no real solution has yet been implemented. 

Mistake no. 8: a right turn 
at certain places in copenhagen the bicycle traffic  
becomes so busy that congestion at traffic lights  occurs.  
at these spots the traffic department decided to split 

the cycle track in two directions: a lane for right 
turns and a lane for continuing straight. unfortunately, 
the queue just became even longer as few cyclists 
used the right turn lane. When the right turn lane was 
removed, 20 more cyclists could cross the intersection 
in the same amount of time. With 2,000 cyclists 
passing during the morning rush hour, that counts! 

Mistake no. 9: bus lanes and green lights 
after the reconstruction of a dedicated bus lane in 
utrecht, a crossing with the main cycle route was 
made very complicated. congestion occurred during 
rush hours and cyclists would often cross during the 
free time between traffic signal phases. it took14 years 
for engineers to begin to experiment with creating a 
second green phase. the result was an improvement in 
crossing not only for cyclists but also for buses. 

Mistake no. 10: building bridges in Copenhagen 
When copenhagen’s Bryggebroen was erected over the 
harbor in 2006, the spaces on both sides of the bridge 
were omitted from the bridge’s design. this led to 
less-than-optimal access to the bridge: 11,000 people 
every day have to carry their bikes up two sets of stairs. 
in 2014, a decent ramp will finally be built. We wonder 
how this will affect the health of the cyclists. 

… and forgetting them in houten 
at least in copenhagen the bridge was actually built. 
not so in the utrecht area. When planning the world 
famous cycle town Houten, cycle tracks along the new 
bridges were considered unnecessary. While cyclists 
in Houten always have the shortest route, the opposite 
is true outside of town. the detour for cyclists is five 
kilometers longer than for cars. nowadays, as traffic 
becomes too heavy, the national government wants to 
expand the bridge, but only for car traffic. their logic 
prohibits the addition of a bicycle path, because it is 
not an existing function. even in the netherlands these 
kinds of narrow-minded thoughts are still common. 

Mistakes are proof that you are trying 
a conference like Velo-city is happy to have Herbert 
tiemens and niels tørsløv present the mistakes they 
usually are not able to speak openly about. from an 
educational perspective it is probably more effective 
than to just repeat all the good solutions found in 
Dutch and Danish cities. We learn a lot from mistakes, 
and we learn very quickly from the mistakes that users 
respond to. Being from one of the frontrunner cities, 
niels tørsløv feels especially obliged to expose the 
most remarkable mistakes copenhagen has made. and 
there is a lot to talk about. 

The perfect cycling city 
has yet to be realized. 
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by Jaap Valkema
�

how the dutch City of groningen is increasing 
its cycling and walking mode-share from 
50% to 65% while also making bikes less of 
an inconvenience for everyone else. 

Katie Melua sings in her song “nine Million Bicycles” 
about the nine million bicycles in the chinese capital 
of Beijing. that is certainly a lot of bicycles, but 
with about twenty million inhabitants you end up 
with less than half a bicycle per inhabitant. groningen 
is very different: 200,000 inhabitants own more 
than 350,000 bicycles. that’s an average of nearly 
two bicycles per inhabitant. the city of groningen 
is  very proud of that, but it also leads to increasing 
“congestion” problems. 

the bicycle is groningen’s top priority 
the city is flat and compact. 80% of the inhabitants 
and 90% of the jobs are within three kilometers of the 
city center. furthermore, groningen is a university 
city. about 30,000 students live in the city itself, and 
for most of them the bicycle is the fastest and most 
affordable mode of transportation. last, but certainly 
not least, in 1977 the city of groningen implemented 
its traffic circulation plan. this means that there is no 
direct car traffic possible in the city center from one 
part to the other part. Bicycles and also public trans-
port are excluded from this system. so, it’s faster to go 
by bicycle through the (inner) city than by car. since 
the 1970s there is a consistent traffic and transport 

too 
Many 
bikeS 
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policy in groningen: the bicycle is transportation mode 
number one. 

groningen still wants more growth in cycling 
these successful factors make bicycles very popular 
in groningen. some streets have daily three times 
as many bicycles as cars. and the use of the bicycle 
is still growing every year while the use of the car is 
stabilizing. the city of groningen has two important 
objectives in the coming years. on the one hand we 
still want to have more people using the bicycles: in 
2030, two-thirds of all journeys in the city should be 
done by bike or by foot. on the other hand, the pressu-
re on the public space by the huge number of moving 
and parked bicycles increasingly leads to problems. 
the central question is: how do we deal with these two 
objectives? We want cycling to continue to grow, but 
we also want less inconvenience for other citizens. 

how can we deal with conflicting goals? 
groningen may have to make far-reaching decisions, 
possibly even choices that not all cyclists will welcome 
with applause: areas in the city where cycling will be 
forbidden or where parked bicycles are not allowed 
anymore, alternative bicycle routes to be designated 

Jaap Valkema has lived 
and worked in gronin-
gen since 2004. he is 
cycling policy advisor 
in the municipality of 
groningen. Jaap started 
his career in 1998 as a 
traffic engineer at the 
municipality of ridder-
kerk. After three years 
he moved to Zwolle and 
worked as a consultant 
at mobycon. 

for the current main routes, etc. there are two main 
challenges to be answered: how to catalyze the 
development of new bicycle infrastructure and how to 
increase the possibilities for bicycle parking. the city 
of groningen has to think in new and uncommon ways, 
since the bike infrastructure in groningen is already 
at a high level. groningen has many special bicycle 
lanes, paths, and bridges. cyclists have priority at 
roundabouts and traffic lights. However, it is possible 
to boost the effectiveness of existing infrastructure 
through improvements that make the bike the  fastest 
and safest transportation mode in the city itself, and 
to increase the use of the bicycle from the region to 
the city. 

transforming groningen’s ring road 
groningen’s ring road already exists, but is designed 
for car traffic only. the bicycle ring road will clearly 
be the fastest way to bypass the city center. if cyclists 
would like to go from the ring road to the city center, 
the bicycle infrastructure should lead to accessible and 
comfortable bicycle parking garages. some of these 
garages already exist, but the city will also build one at 
the heart of the city center. 

enhancing regional bicycle infrastructure 
to increase the number of people commuting to 
groningen, the regional bike infrastructure has to be 
enhanced. the growing popularity of electric bikes 
helps make this possible! these bicycle routes should 
be direct, comfortable, and at least 3.5 meters wide 
(and of course only for bicycle use), and give priority to 
bikes at intersections. together with the province and 
the region, groningen has already realized three regio-
nal bicycle highways, and four more are being studied. 

the lesson that can be learned from groningen is that 
in order to become a true cycle city the bicycle must 
be prioritized above other modes. transportation 
planning for the bicycle must always look for ways to 
make cycling easier and more comfortable. the work 
never ends. 
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Magazine Bike Kitchen 
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critical Mass 

6% modal share 
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new cycling cultures in Vienna. A survey by 
alec hager, spokesperson of radlobby Österreich 
and aficionado of international bicycle cultures. 

cycling culture(s) was not only the main topic of   
Vienna’s Velo-city conference, it is one of the central  
topoi1 in current debates surrounding how to increase  
the use and social status of cycling as a mode of   
transportation and why this might or might not work  
out as expected. cycling is recognized as an integral  
part of urban life in the almost mythical cyclocities  
of amsterdam and copenhagen. in cities where the  
bicycle has not been as integrated the reason given is  
“cycling is not part of this city’s culture.” But what is  
cycling culture? and beyond cycling, what is culture? 

By referring to something as everyday culture, or All-
tagskultur, one is simply defining the norms of a certain  
local society at a certain time: normalcy. is it currently  
normal in Vienna to ride a bicycle to work? and has it  
been so in the recent past? no. for many decades the  
modal share of cycling has been below 2 %, and so the  
social status of a cycling commuter was that of the  
“weird.”  

But cultures can change, and do so mostly unnoticed.  
that is what the socio-scientific approach of cultural  
studies has dealt with since the 1980s. cultural con-
tents are produced by the re-production of meanings  
in the daily practices of the people interacting with  
themselves, their contexts, surroundings, media, and  
history. these interactions are complex, various, and  
sometimes contradictory, and they are not closed  

systems, especially not in media-influenced times like  
ours. through inspiration and the adoption of examples,  
the reproductions add something new to the old, and  
this ongoing process – which is culture itself – results  
in change. 

and so Vienna changes. like many cities in the Western  
world, our city is reproducing, adopting, and changing  
its attitude towards cycling. a colorful variety of contri-
butions comprise the current Viennese bicycle culture,  
and they developed step by step. But how, and why?  

the answer is subjective and selective, like every tale  
of oral history. the author had and has the joy of being  
part of the described processes. and so the metaphor  
of new seeds in an old forest is chosen. there were  
only four old, well-rooted cycling trees in the forest  
glade of Viennese cycling culture. the oldest one is   
the sports cycling associations, which began with the  
Wiener cyclisten club in 1883 and at present contri-
bute to a very lively leisure-time cycling culture. the  
second is the honored cycling advocacy organization  
argus, founded in 1979, and the third is cycling mes-
senger companies, which have existed locally for twen-
ty years. the final tree is made up of the many cycling  
and sports shops which provide the accompanying  
hardware, as nearly every Viennese owns a bike, even if  
most only use them for the occasional weekend trip.  

critical mass ride 2012 in front of Vienna's Parliament 

these four trees, or pillars, of Viennese cycling culture  
were joined by the seed of a fifth in 2006, which came  
by the mechanism of reproduction and adoption of  
external ideas transferred by media. its well known  
name is critical Mass2 and the late date for its planting  
was spring 2006. as these things often do, it started  
small and needed the energy of some few dedicated  
persons to grow steadily. in itself, critical Mass as  
a monthly demonstration of the will for cycling and  
the joy of cycling might not encourage the masses to  
think about cycling as their preferred future means of  
transportation. it has proven everywhere, however,  
that the community of people that develops through  
the empowerment of critical Mass and the creative  
network that emerges from these monthly meetings  
of cycling happiness brings a number of powerful con-
tributions to a cycling city. it opens the gates to other  
sources of inspiration from the cycling world. one year  
after Vienna’s first critical Mass ride, local “massies”  
brought the Bicycle film festival (Bff) from new york  
city to Vienna, and with it loads of new ideas came by  
these strange pictures on the big screen. Vienna was  
now ready for additional seeds to add to the growing  
cycling culture wood.  

Bff also worked as a catalyst for new alliances and  
therefore the next important steps in (re)producing  
bike culture: the foundation of Vienna Bike Kitchen (a  
self-repair collective and meeting place) in 2008, and  

the launch of the first issues of Velosophie, a magazine  
for cycling culture which developed into one of the  
most widely read cycling mags in german-speaking  
countries. in 2009, the cargo bike came to Vienna  
when the delivery company Heavy Pedals was founded.  
in 2010, the fixed-gear bike boutique fixDich added  
london-style hipster hype, the Vienna cargo Bike  
collective made fuel-free transportation of goods  
available to everybody, radlobby igf established  
monthly community Bike film nights for free, and  
cycling schools opened to bring people back onto the  
bike and to give them the skills and confidence to ride  
safely in traffic. the inevitable picture machine of cycle  
chic found its local Viennese platform in 2011, and the  
same year 8,000 people conquered the ringstrasse  
with the first Bicycle Parade. in 2012, the cycling ngos  
argus and igf joined forces to become radlobby  
Wien, the city administration’s Vienna cycling agency  
opened the doors of the temporary Bicycle House,   
and the former Bicycle film festival became the   
radku.lt festival Vienna in order to showcase all  
aspects  of Vienna’s cycling cultures. 

What was for so long a small wood has quickly  developed  
into a large, diverse, and fertile forest. one  in  which  the  
processes  of  reproduction and inspiration will hopefully 
go on to assimilate cycling cultures into everyday 
culture, until cycling is so common and becomes as 
normal and invisible as a simple tree in the forest. 

1 hic: topos, -oi. greek: concept, used here in its sociological meaning: concept, image 
2 critical Mass: spontaneous mass rides originating in san francisco 1992 and now held in over 400 cities around the world 

Wiener 
cyclisten club 
1883 

2008 – reproduction, inspiration, adoption 

argus 
ig fahrrad 

messenger 

cycling sport 

Bff 

critical Mass 

2006 – reproduction, inspiration, adoption 

ig fahrrad 2004 
messenger 

cycling activism 
argus 1979 
WuK 
cycling on fridays 

critical Mass, cycling sport, fixDich, messenger, Bike Kitchen, Heavy Pedals, 
cargo Bike collective, Bike film night, cycling schools, cycle chic, Bicycle 
Parade, Vienna‘s Bicycle House, tweed rides, cycle cinema club, WuK, 
argus & igf radlobby Vienna, radku.lt festival Vienna, … 

2013 – even more inspiration 



 

 
 

 

 

 

 
  

by Joshua grigsby 

mArrIAgE CoUnsElIng: 

For pUblIC TrAnsporT

And bICyClEs, 


diVorCe  iS not an oPtion 
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Cities are built around the dominant modes of transportation. 
where most people walk, you find compact urbanism; where 
most people drive cars, you find sprawl. It is hardly radical, then, 
to say that transportation planning is a primary shaper of urban 
form. yet it is the balance of various transport modes and not 
their prioritization that modern cities typically strive for. From 
anything other than a political standpoint, this makes absolutely 
no sense.
�

in 1997, the city of Vancouver took the radical step of 
being commonsensical in its transportation planning. 
With the goals of improving quality of life, increasing 
density, and reducing its environmental impact, the 
city drafted a plan that clearly and consciously prioriti-
zed modes: walking first, then cycling, public transport, 
and finally the private automobile. By acknowledging 
the ways in which each mode contributes to urban 
form and urban life Vancouver moved transportation 
planning away from an engineering-only approach 
and toward something both more holistic and more 
reflective of reality. 

true urban transportation is intermodal 
Prioritization of modes should be standard practice, 
but prioritization on its own isn’t enough. each mode of 
transport has an ideal behavior, an optimum application. 
Bicycles, for example, are better suited to covering 
short distances than are airplanes. subway lines more 
effectively determine development corridors than bus 
routes. the logical solution for urban transport is to 
put every mode in its right place. However, true urban 
transportation is intermodal. and it is where the different 

modes intersect that the philosophical solution of every-
thing in its right place requires practical mediation, or 
as tomáš Prousek calls it, marriage counseling. 

how can public transport and bicycles make the 
marriage work? 
Prousek, from the Prague integrated transport autho-
rity, was joined at Velo-city Vienna by roland Pfeiffer 
from the city of Bern and thomas Hillebrand from the 
innsbruck transit Bureau in addressing the question 
of how bikes and public transport can improve their 
relationship. His metaphor of marriage, while perhaps 
a tad old-fashioned, is apropos. for myriad reasons 
economic, social, and environmental, the mode-share 
of bicycles will likely only continue to rise. on the 
other hand, mass transit has long been and still is an 
essential part of urban mobility. they are both here to 
stay, divorce is not an option. so, how can they make 
the marriage work? 

Pfeiffer discussed the specific challenges of planning 
and building for both bike and trams in Bern, switzer-
land, a city in which 46% of all households do not own 

a car. Bern’s public transportation system accounts for 
26% of all city trips and the fine tram network includes 
five lines. limited road widths often make separated 
bike lanes impossible and put bikes and trams on the 
same pathways. on the numerous inclines in Bern, 
cyclists (who claim a 12% mode-share) are slowed 
and the speed differential between them and trams 
becomes at best a hindrance to trams and at worst a 
serious danger to cyclists. the reverse is true on the 
declines as cyclists gather speed and the frequent 
stopping of trams risks collisions. cyclists in Bern also 
face the ubiquitous hazard of tram tracks and traffic 
signals and roundabouts tuned to the needs of cars, 
trams, and buses. 

the success of solutions in Bern has been mixed. the 
city routes on-road bike lanes around and behind tram 
stops where space allows and permits cyclists to enter 
designated roundabout passages on red lights. traffic 
signals are still problematic. strail, an innovative 
concept that lines tram tracks with a flexible cover 
that supports the weight of cyclists without impeding 
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trams, has potential but is still only at the trial stage 
(and only in geneva). 

Prioritization and nesting 
the best solution is likely the one that Prousek has 
been pushing in Prague and thomas Hillebrand has 
made standard practice in innsbruck: prioritization and 
nesting. 

Despite a meager 1% mode share, bicycles in Prague  
are now accommodated on every type of public 
transport besides bus. that includes metro, tram, 
train, ferry, and even funicular. the needs of cyclists 
are nested within the capabilities of mass transit, 
making the prioritization of public transport clear but 
not exclusive. Prousek preaches a nuanced analysis of 
cost-benefit and spatial demand. for example, while 
bikes occupy 2-3 times more space aboard a train 
or metro than a person they require 10-15 times less 
space in parking lots than a car. By encouraging the 
conversion of intermodal car trips to intermodal bike 
trips, public transport can effect the needs of urban 
development. 

getting radical 
like Vancouver, innsbruck took the radical step of 
using common sense. cycling is viewed by the city  
not as a competitor to public transport but as a 
complement. rather than focus on individual modes, 
however, or solely on movement as an engineering 
task, innsbruck views mobility as a social value akin 
to health, freedom, and opportunity, and by doing so 
eschews reductionist modal arguments in favor of a 
holistic approach to quality of life. 

the iVB (innsbruck traffic Bureau) has committed itself 
to eight cycling initiatives that include free transport 
of bikes by bus and tram, a public bike share scheme, 
cycling lessons, a “job bike” scheme enabling com-
panies to promote cycling to their employees, printed 
maps and information on cycling and public transport 
in innsbruck, and a peace campaign that offers free 
mechanical checks of bikes and free bike registration. 
the result of combining cycling and public transport 
and prioritizing them jointly over private motor vehicles 
is an increase in public transit ridership of more than 
20% since 2000 and an impressive bicycle mode-share 
of 20%. this while the number of cars per inhabitant 
has virtually stagnated since the start of the new 
millennium. 

a seismic shift 
the critical takeaway from all of this is that attempting 
to balance rather than prioritize modes of transport is  
folly. cities must acknowledge the specific ways in which  
different modes promote different types of urbanism. 
they must work to put every mode in its right place by 
prioritizing the modes that align with the city’s goals 
and values. Mostly, this will necessitate a seismic shift 
toward bicycles and mass transit and away from pri-
vate motor vehicles. there’s a silver lining for drivers, 
however — the greater the mode-share of walking, 
bikes, and transit, the less roads will be clogged with 
traffic. equally important is the recognition that all  
modes are fundamentally complementary; if modes 
are in competition it is because they are deployed 
incorrectly. the goal of transportation planning, then, 
should be to catalyze intermodal relationships. to 
maximize the strengths of each mode. to help elevate 
a marriage of necessity to a union of wedded bliss. 

neW biCyCle PoliCieS 
aS Modern urban deVeloPMent 

by Claudia nutz, board member of wien 3420 Ag 

aspern Vienna’s urban lakeside is one of the largest to enter (and to remain) in contact with experts and 
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important than its future amount of gross floor area point towards the most important trends. We call this 
(which is 2.2 million sq m, just to give you an im- approach “city lab”. Velo-city Vienna provided us with 
pression) or the exact size of its future resident or such an opportunity to establish contact with inter-
working population is the fact that aspern has a vision national bicycle experts and to learn more about this 
and works hard to make it reality. it’s tough to follow a topic. 
vision because day-to-day business and conventional 
solutions sometimes make us lose sight of the goals. Wien 3420 aspern Development agency is in a position 
one part of this vision is sustainable mobility, which to force private investors and developers to implement 
means: bicycle-friendly developments. We organize public 
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» a new underground line right from the beginning; 
» reduced parking space in public and private zones; 
» neighborhood garages all over the area (equal wal-

king distance from public transport); 
» generous bicycle storage spaces in buildings; 
» generous bicycle and pedestrian paths; 
» mobility fund to subsidise sustainable mobility; 
» a bicycle rental system; 
» a mobility card (“credit card” for mobility offers); 
» a car sharing service; 
» a local delivery service called “Hallo Dienstmann”. 

Wien 3420 aspern Development agency, the develop-
ment agency for aspern Vienna’s urban lakeside, aims 

space together with state and municipal authorities. 
so what we definitely need is to know how to do the 
right things at the right time. the Velo-city Vienna city 
lab left a lot of open questions. While we are certain 
that we pursue the right goals and that our measures 
are fine, we still are unsure whether our package of 
measures is sufficient. We are very keen to identify the 
stumbling stones to implementation and to learn how 
we can avoid making serious mistakes. so, if you have 
any tips, hints or recommendations, don’t hesitate to 
contact us. Velo-city in Vienna was not the first time 
we sat down together to discuss cycling and it should 
definitely not be the last. www.wien3420.at or 
www.aspern-seestadt.at 
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Cities with a high modal share in public 
transport are now also longing for high 
modal shares of cycling. Can a city be 
top class in both? If so, how can public 
transport and bicycles ideally benefit from 
each other and compete against cars? 

Public transport and bicycles are commonly seen as 
adversaries. indeed, bicycles are often faster and more 
flexible over short distances. Public transport infra-
structure such as tram tracks can be a hindrance or 
even a slippery danger to cyclists. on the other hand, 
cyclists are often seen as an obstacle by transportati-
on companies, especially when “slowing down” travel 
times by riding on tracks. 30 kph-zones are attractive 
for cyclists, but not for buses or trams. the needs of 
the disabled and the comfort of passengers at tram 
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stops often don’t correspond with the requirements of 
cyclists. it is a fact, however, that mobility patterns are 
changing and these obstacles must be overcome. 
and we know that multimodality is on the rise. People 
don’t only use one means of transport, but switch from 
the car to public transport or cycling as the situation 
demands. german studies prove that the car has be-
come less important among young people than it was 
ten years ago. this specifically applies to young men 
(institut für Mobilitätsforschung 2011). the reasons 

When 
CyCling
MeetS 
PubliC 
tranSPort 

by Andrea weninger, based on the articles of 
Julian baker, Alain groff &  Florian mathys 

behind this change are socio-economic: lower 
incomes, the decrease of the car as a status symbol, 
an increase in urban population, and better public 
transport supply in general. also, new communication 
technologies let people participate in social life in 
different ways. in combination or separately, cycling, 
walking, and public transport contribute significantly to 
the liveability of cities, to reduction of congestion, and 
to the efficient use of urban space. But these arguments 
seem not to be taken seriously without clear financial 
incentives for change. 

financial and logistical benefits of cycling that 
support public transport 
one of the logistical and financial challenges for public 
transport concerns radial lines running from the 
outskirts into the city center. the amount of vehicles 
and the density of the timetable have to cater to the 
congested downtown areas where public transport is 
often running at maximum capacity. if public transport 
has become popular in a city, it is not surprising that 
people use it even for only one stop. in the outskirts, 
in contrast, the same buses and trams are partially 
empty. good bike accessibility to public transport 
stations and well laid out intermodal links can help to 

ease and level the strain on public transport capacity: 
many passengers in the over-congested centers will 
change from bus, tram, or subway to their bike for the 
last mile. Better accessibility and optimized intermodal 
links in the city outskirts, such as at end stations, in-
creases the catchment area of the stops and therefore 
helps to fill underused public transport vehicles there. 

for instance, in switzerland the bus company Postauto 
schweiz has recognized the potential of bikes and is 
currently investing in a bike sharing scheme to reduce 
the strain on the last mile in city centers. as in new 
york, where recently the new public bike sharing 
system opened successfully, public bikes here are 
viewed as a new, fully-valued part of public transpor-
tation alongside subways, buses, trams, and taxis. 
Well designed bike parking facilities at public transport 
hubs and good bike access also show a positive impact 
on car use. 10-15% of people combining car and public 
transport will change from car to bike if appropriate 
facilities are supplied at the stations (ig Velo schweiz 
2004). furthermore, swiss building norms allow for a 
reduction of obligatory car parking spaces where local 
bike and public transport conditions are good. 
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Julian baker is project 
manager at the swiss 
traffic engineering 
company kontextplan. 
alain groff and 
florian Mathys are 
both civil engineers. 
Alain groff is head 
of the new office for 
mobility in basel, 
switzerland, which 
Florian mathys joined 
as a project manager. 

Switzerland: the european champion in rail travel 
in switzerland there is a long tradition of cooperation 
between public transport and cycling. there is a lot of 
experience when it comes to increasing accessibility 
and linking the two modes. surveys in germany and 
switzerland show that approximately 30% of railway 
customers are interested in cycling. studies also show 
that 50% of passengers who combine trains and the 
bicycle (for example for commuting) are prepared to 
pay for bike parking facilities (ig Velo schweiz 2004). 

Due to the fact that railway stations have an important 
function within the city such as shopping areas, service  
centers, or commuting hubs, bike accessibility and  
parking helps to reach cyclists as a consumer segment.  
a good blend of commercial and free bike parking  
facilities are necessary as many cyclists are not  
prepared to pay, especially for short term parking. 

in the 1990‘s the first “Velostation” went into operation  
at a swiss urban railway station. Velostations are 
not  simple bike garages but also centers featuring 
services like bike repairs, bike cleaning, lockers, bike 
sharing, etc. in most cases they are  socio-economic 
work projects that try to reintegrate unemployed  or  
underprivileged persons into the primary work force. 
this is honored by the customers who therefore are 
possibly more willing to pay for the parking facilities. 
in Basel, the big underground bicycle parking garage 
at the main train station and smaller parking facilities 
in its surroundings total some 3,000 parking spaces. 
the railway company and the canton Basel agreed 
to double this number during the next years. today 
there are around 30 bike stations at railway stations 
in switzerland with more than 10,000 bike parking 
spaces. Better bike accessibility and parking enlarges 
the catchment area of a bus or a tram stop six times 
more than pedestrian accessibility. according to the 
swiss federal railways, bike and rail users are among 
the most loyal customers. therefore, the company 
has defined access priorities at railway stations where 
cyclists rank higher than car drivers (schneller 2010). 

approximately 10% of travelers combine cycling with 
riding on the train. More and more commuters partially 
use a bike for their way to work. therefore, the demand 
for bike parking facilities at railway stations is on 
the rise. to date, there are 87,000 non-commercial 
bike parking spaces at railway stations throughout 	
switzerland. to meet the rising demand, swiss federal 
railways will build 2,500 covered bike parking spaces 
each year until 2019 at small and medium sized railway 
stations. 

Can a city lead in both public transport 
and cycling? 
When it comes to leadership, Basel is one of the  
european cities that aims to be top-class in both  
cycling and public transit. cycling has a mode share  
of  16% today, which is top-class nationwide. cycling 
issues always were and still are openly and strongly 
supported by a majority of the politicians in Basel’s 
parliament. supported by the cantonal constitution 
and a public vote in 2010, Basel legally fixed its aim  
to reduce  motorized traffic by 10% by the year 2020. 

Basel’s public transport services typically receive the 
highest marks in the regular opinion poll with more 
than 96% satisfaction. More than 50% of Baselers own 
a public transport card which allows them to regularly 
use the bus and tram network in and around the city. 
the mode-share of public transport in Basel is high at 
27%. With more than 50% of households car-free and 
the lowest level of motorization of all swiss cities (352 
cars per 1,000 inhabitants), Basel seems to be right on 
track in promoting environmentally friendly means of 
transport. a mere shift from tram to bike or vice versa 
is not compatible with the cantonal goals. 

naturally, Basel has built a lot of cycling infrastructure 
in the past 20 years and calmed car traffic to improve 
the comfort and safety of cyclists. currently, the city 
implements two different bike networks: one designed 
for the experienced everyday cyclists and commuters, 
and a second one optimized for recreational needs, 
children, elderly people, and less skilled cyclists. this 
so-called basic network puts the highest priority on 
safety and offers a higher degree of separation from 
fast, motorized traffic. streets with traffic calming 
measures represent 63% of the urban network, and  
the cantonal Parliament has decided upon a new traffic 
regulation concept for the city centre and the extension  
of 30 kph-zones in residential areas. of course you can 
find combined bike and bus lanes, traffic lights with 
the “green wave” optimized for the needs of public 
transport as well as bicycles, and even reduced fees 
on mountainous routes for bike transport inside public 
transport vehicles. additionally, a public bike sharing 
system will soon supplement public transport. 

the solutions to the existing questions are not only to 
be found in creating new infrastructure but also lie in 
the culture and the mutual understanding of the speci-
fic needs of trams and buses on one hand and cyclists 

on the other. Partnerships and cooperation between 

public transport companies, their staff, and cycling 


opponents or partners? solothurn railway station combined bus stop and two storey bike parking facility in olten 

associations can help tear down cultural barriers and 	
enhance the idea that bus drivers and cyclists, tram 
passengers and pedestrians, are in fact sharing the 
same intention of making their city more liveable by 
adapting transport to the varied needs of urban life. 
Questions such as who takes the initiative, what is the 
perspective, and who pays for what, have to be added 	
to current discussions. 

references 
ig Velo schweiz (2004). leitfaden für die Planung und umsetzung von 
Velostationen. 
institut für Mobilitätsforschung (2011). Mobilität junger Menschen im 
Wandel – multimodaler und weiblicher. 
schneller l. (2010). Presentation ‚Veloparkierung am Bahnhof – 
zwischenbilanz der sBB‘, conference ‚Mit zug zum Velo, rollende 
fachtagung zur intermodalität, Velokonferenz schweiz‘ 
swiss federal railways, press communiqué (2013), http://www. 
sbb.ch/sbb-konzern/medien/medienmitteilungen.newsde-
tail.2013-4-2204_3.html, accessed on 02 07 2013 

one transport app to rule them all?
�

“[SMILE] provides me with personalized, targeted, mobility offers designed for my travel 
needs. It suggests the best routes to my destination and simplifies booking and payment for 
all transport modes required for each journey. Just one click and the trip is paid for, and the 
tickets sent immediately to my mobile device.” 

integration. it’s what we seek in intermodal transport networks and it may be what is 
needed for a smartphone app to facilitate the use of multiple modes. sMile bills itself 
as a personal mobility assistant, and the idea behind it is as simple as it is innovative: 
instead of adding yet another transport app to a crowded marketplace, combine existing 
apps into a single interface. 

too often, various modes of transport compete with each other when they should be  
collaborating. after all, each does something better than the others. the holy grail of 
transportation planning is a network in which each mode performs according to its  
optimal function. for the intermodal user, the challenge then becomes locating,  
coordinating, and paying for each leg of the journey. sMile is not yet publicly available, 
but if it makes good on its promise it could not only make getting around austria easier 
and more convenient, it could help shift the public perception of transportation from 
either/or to both/and. and that would be the real innovation. 

Check out www.smile-einfach-mobil.at for more information :-)
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Can a city successfully incorporate 
cycling without providing segregated
cycle infrastructure? An interview 
by andrea Weninger with ulric 
Schollaert, cycling officer for 
the brussels regional Authority. 

advisory cycle markings – 
sharrows – on chaussée de 
Wavre. in this environment, 
there is little that can be done 
for  cyclists in the short term 
(and probably even in the 
long term). the sharrows have 
their axis at 3.25m from the 
curb and guide cyclists away 
from the doors of parked cars. 
Motorists have a better under-
standing of why cyclists must 
share their lane. Mandatory 
cycle lanes are impossible 
to mark because they would 
leave too little “legal” space 
for motorized traffic. 
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Andrea Weninger: In Brussels, cycling is increas-
ing without the city building separate bike lanes. 
Sceptics would say that this cannot be true. Ulric, 
what is going on in Brussels regarding bicycle 
infrastructure? 
ulric Schollaert: i would say that sceptics must 
face the facts. Brussels has seen a 400% increase in 
bicycle use over the last 10 years. But in this period we 
clearly have not increased the number of segregated 
cycle facilities very much. What we did was generalize 
contraflow schemes in one-way streets and rearrange 
one five-lane one-way street into four lanes with one-
way cycle paths on both sides. that’s on rue de la loi, 
which you will often see in the news when Brussels is 
mentioned as the capital where all those eu decisions 
are made. thirdly, i would say that quite a few “low 
key” projects have helped a lot. 

What do you mean by “low key” projects? 
for example, bike boxes at over 400 junctions, bike 
lanes or combined bus/bike lanes on about 30 km of 
major roads, and sharrows or other advisory markings. 

How about parking space for cars? Why not reduce 
car parking to build new cycle infrastructure? 
Don’t ask me! i would love to take away parking space 
to make way for cycle facilities. But this is just not 
done in Brussels. you know, Brussels consists of one 
regional government trying to reign in 19 local 

many politicians have never been on 
a bike in brussels, but they still know 
better than us! 

authorities that still enjoy huge levels of autonomy. 
local authorities run the 1,400 km of local roads, but, 
crucially, they also always have a say as to what the 
regional authority does on its 300 km of major roads. 
Political games are rife in Brussels. you give me this, i’ll 

give you that. or, you slap me in the face once, i’ll slap 
you back twice if i can get away with it! this hugely 
complicates all negotiations. 

What are your experiences with residents and local 
authorities like? 
every significant project, excepting pure markings, 
must go through a consultation phase, and residents 
will spot any reduction in parking space and will rarely 
support it. although we have seen exceptions. and 
then there are trees. they are often planted between 
parking spaces, and then you are stuck, because tree 
huggers will join with car owners to cry foul – welcome 
to the real world! and forget about the “example of 
model cities”, it just doesn’t fit the bill. 

Forget about the example of model 
cities, it just doesn’t fit the bill. 

in a recent project we proposed pushing parking 
spaces and new trees to the left of the carriageway, 
next to a tram line that runs along the axis of general 
Jacques, a major boulevard. even though this saves a 
maximum number of parking spaces, we are not yet 
sure it will be accepted. residents and the local police 
and the local authority (borough/district) are up in 
arms, objecting that parking spaces to the left of the 
carriageway will be dangerous. though if they are, we 
should immediately scrap a few hundred other such 
spaces that already exist elsewhere in the city! all this 
is why we think that cycle lanes or combined bus/bike 
lanes are good to grab if we can get them. 

Politicians often believe that only segregated infrast-
ructure is safe. What is your experience in Brussels? 
they do indeed. Many have never been on a bike in 
Brussels, but still they know better than us! and even 
seasoned cyclists who have moved into politics will not 
hesitate telling us off because “our work is not good 
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over the last 10 years Brussels’ cycling modal share among its one million residents 
has increased from 1% to 4%. 400 km of one-way streets out of 500 from the network 
of 1,400 km of local streets have been opened to bi-directional cycle traffic since 
2004/2005. the grand total of new segregated facilities is around 10 kilometers, most of 
them in the outskirts. of 300 km of major roads (with 1,400 km of local roads, Brussels 
has a total road network of 1,700 km), 150 have no cycle facilities at all, 75 have cycle 
paths, and 75 have bus/bike lanes or cycle lanes (excluding sharrow markings). addi-
tionally, the network of signposted cycle routes (230 km are planned in Brussels at the 
moment) have progressed slowly and Brussels is still far from forming a proper network, 
with approximately 90 km that are actually in use today. 

Junction on rue de la loi 
(cycle route). all cars must 
turn right or left – only cyclists 
are allowed straight on into 
the contraflow. 	

Bus/bike lane combined with cycle path on avenue Paepsem: cyclists can choose where to ride. 

enough.” those going by the motto “Brussels should 
be oK to cycle from 7 to 77” are sometimes hindering 
progress. 

Why? 
the “Danutch”1  model tells you segregation is best. But 
do you wait 20 years before you can get 20 kilometers 
of model cycling facilities done, or do you take every-
thing you can in the meantime, starting with what is 
honestly possible? We would certainly not have jumped 
from 1 to 4% of the modal split had we waited until we 
could build cycle paths suitable for children from age 
7. and by the way most adults who currently cycle in 
Brussels have taken up cycling recently. they have not 
been cycling from the age of 7, but started as adults. 
a change in habits is best induced at a younger age, 
sure, but it can be accomplished at any age. 

Like Vienna, Brussels has a high public transport  
modal share of more than 30%. What are your  
experiences concerning the cooperation of public  
transport and cycling? 
the bus company has joined us in asking for bus/bike 
lanes, and will even go for trams and cyclists sharing 
space, because together we are stronger against the 
car lobby. 

When I visited Brussels, I saw markings on the 
road, the so-called sharrows. Where do you use 
them and why? 
sharrows are our “shame markings”. We use them 
when we cannot do better. the nice thing about them 
is that they do not take any space away from moto-
rists, hence you can put them almost everywhere and 
no politician will object. the other really nice thing is 
that sharrows do convey a message to motorists: “be-
ware of bicycles”, or “if cyclists ride right on the axis of 

these markings, that’s where they are advised to ride, 
and i must show some patience.” it is remarkable how 
well they actually work! Brussels will resort to sharrows  
where we must. on hilly terrain, sharrows will be good 
enough downhill, and maybe that leaves you just 
enough space to paint a cycle lane uphill. sharrows are 
not always useful for approaching traffic lights when 
there are queues. they only work if they are painted 
closer to one another and if there is enough road 
space for cars to at least ride next to them. But i would 
advise them just as much as contraflow schemes if you 
are working in a really hostile political environment. 

Do you see a mix of bicycle infrastructure as the 
future for cities to increase cycling? 
What you can learn from Brussels is that almost any  
city can help get people cycling, starting from scratch! 
not the “Danutch” way, but the pragmatic way. and 
with quick results. We have very harsh conditions here: 
the climate is wrong, the relief is wrong, the political 
setup is wrong, the traffic is wrong, even streets are 
the wrong type. But i think contraflow and markings 
like the bike boxes, the sharrows, the cycle or bus/ 
bike lanes, having even one major, emblematic road 
changed for the better for cyclists, and then the gro-
wing network of cycle routes have done the trick. no 
one can say that one model is the good one and the 
other is crap. so, yes, mix, mix, mix! 

Ulric, you cycled in Vienna when you visited the 
Velo-city conference. What do you think of Vienna’s 
bicycle infrastructure? 
What struck me most in Vienna were women cyclists!  
i was amazed to see them take me over and push- 
push-push and go! coming from Brussels, i was not 
impressed by contraflows. and i disobeyed the rules 
more than once and am still here. i enjoyed the paths 

along the Danube canal. i think the most impressive 
technical side of cycling facilities in Vienna is that 
they are mostly interconnected. for example, there 
seems to be cycling facilities on most major roads, but 
that may also be due to the very “fabric” of Vienna, 
with wide streets that allow for bike lanes. at least as 

compared to Brussels, just picking up a major road in 
Vienna seems to always lead me to a cycling route. But 
not always one i enjoy riding on, because conflicts with 
pedestrians are apparently very common. luckily i did 
not have a fast bike! 

MoSCoW: a neW  Cit y 
for  CyCliStS 
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Moscow is a very ambitious beginner cycling city. recently, Mayor sergei 
sobjanin inaugurated a new bike sharing scheme and two cycle paths along the 
Moskva river as first steps to foster cycling. a master plan for walking & cycling 
is under development and in a few months will set the framework to make 
Moscow’s streets more liveable. representatives from the planning institute 
Mosgortransniiproject participated in the Velo-city conference in Vienna and have 
gathered a lot of inspiration to turn Moscow into a new city for cyclists. 
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1 danish-dutch 
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Philip loy is a cycling consultant at project Centre, based
in london. he points to the 2012 olympic games as proof 
that it is possible to find the road space for any purpose  
that receives priority.
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it now seems that governments and policy makers all 
over the world acknowledge that the facilitation and 
promotion of cycling is a crucial element in the shift 
to sustainable transport and a better quality of life for 
the inhabitants of our cities. yet in many countries, like 
the uK, there are still many obstacles. a typical reason 
given for not facilitating cycling as many would wish 
is that there is a lack of available road space, and that 
such facilitation would have a negative effect on traffic 
capacity. But is this really true? 

the top image on the opposite page shows a road 
layout that is actually quite common. the “hatched” 
area in  the centre of the carriageway is there because 
at some point along the road there are vehicle turning 
pockets and pedestrian refuges, where pedestrians 
cross  the road in two uncontrolled stages. are the 
right-turn pockets really necessary? is this the best 
way to  facilitate ped estrians anyway? the hatching 
indicates  an inefficient use of valuable road space – 
space that could be better used for cyclists. 

road works are undertaken for a variety of reasons. 
sometimes it is for maintenance, but often it is for 
emergency repairs for things like water infrastructure 
or sewage. currently, a new railway is being built 
through london and this requires extensive road works 
even though much of the work occurs deep under-
ground. When road space is required for such works, 
priority is given to it and yet the traffic copes. if we 
were to suggest re-allocating a similar amount of road 
space for cyclists, there would be scepticism about 
whether it can work. 

if you think something is important enough, you will 
find a way to do it. During the summer of last year, 
the eyes of the world were on london, and one of the 
many initiatives to ensure the olympic games ran 
smoothly was the installation of lanes and priority  
routes for olympic officials. these lanes ran right 
across london, through the central, most congested 
parts, yet there was no question of providing this or 

finding a way to cope with demand. in fact, a lot of 
work went into “demand management”, which involved 
informing people of the best ways of finding alternative 
methods of transport. 

the olympics also showed something very interesting. 
it was possible to find the road space for a particular 
purpose, on the existing road network, in a busy city, 
with additional measures to ensure it worked such as 
travel information and demand management. imagine 
cycling being treated in the same way as the olympics! 
so, is it really possible that cycling facilitation, in what-
ever form it takes or is necessary, can be accommo-
dated on the street network? and if so, why is it not so 
accommodated? 

the concept of “traffic evaporation” has been well-
documented and shows how, when street space is 
re-allocated away from high traffic throughput, traffic 
does not act as if it were a fixed amount of liquid in a 
system. instead, the traffic disappears. that is, drivers 
are conscious agents and seek alternatives – not only 
to other forms of transport but sometimes alternatives 
to the need to travel at all. traffic evaporation is also 
helped by demand management via marketing cam-
paigns, promotion, and information about alternative 
modes of transport all of which were used to great 
effect during the 2012 olympic games. 

recently, some work has been carried out incorpora-
ting cycling into transport modeling such as micro-
simulation. this may help estimate the effects of 
cycle infrastructure on traffic capacity in a way that 
recognizes the important role cycling has to play in the 
answer to traffic congestion. When we consider that 
cycling offers a solution to traffic and transport con-
gestion, offers a solution to the “health time-bomb” in 
both financial and health terms, and so offers one of, 
if not the best cost/benefit ratios one could ever find 
in transport, it is perhaps an investment without equal. 
although it may not appear so to some, cycling may be 
in fact the single most serious form of transport. 

If you think something is important enough, you will find a way to do it. 



 

 

 

 

 

 

 

 

 

 

 

 
 

 
 

 

 
 
 

  
 
 
 

 

 

by sjors van duren, martijn telintelo, wim bot 

how To EnCoUrAgE CommUTErs 
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that offer comfortable, fast, and safe commuting.
�
Cycle super highways seek to create bicycle routes 


in 2009, the Dutch Ministry of infrastructure and 
environment launched the program Fiets filevrij (cycle 
traffic: jam free) in close cooperation with the Dutch 
cyclist’s union. Primary ingredients were subsidies 
for 18 cycle super highways and funding to develop 
an effective method for the realization of the cycle 
highways. the main goal of the ministry was to reduce 
congestion on the national road network near cities. 
the development of cycle super highways should 
encourage car drivers to switch from the car to the 
bike. the method combines two main elements: 
» Process management tools aimed at realizing the 

actual cycle super highway; 
» communication tools aimed at current car drivers. 
certainly the quality of the cycling infrastructure is 
extremely important. Hence strong support and dedi-
cated commitment is needed to create the (financial) 
preconditions for the realization of the infrastructure. 

Make varied to common interests 
cycle super highways in general cross municipal and 
sometimes regional borders. close cooperation bet-
ween municipalities, regions, and provinces is the key 
to realization, and so emphasis must be put on process 
management. Municipalities often have conflicting 
interests, and the necessary infrastructure is usually 
quite costly, ranging from 2 to 17 million euro. given 
these difficulties, it shouldn’t be surprising that there 
is a lot of initial discussion regarding the realization 
of cycle highways. the fiets filevrij method highly 
recommends appointing an independent project leader 
who is able to discuss openly with the participants, 
without any interests in specific (prestige) projects. 
additionally, it is suggested that a (political) agreement 
be signed as early as possible, indicating the definitive 

route, separate projects, the required investments, and 
the contribution of financial resources to the project 
by the partners. 

a solid communication strategy is crucial 
since the main goal defined by the Ministry of infra-
structure and transport was to reduce congestion on 
the national road network, car drivers need to change 
their behavior. naturally, cycling infrastructure isn’t on 
the “mental map” of the car driver. for all the cycle 
super highways a communication strategy was de-
veloped and implemented so that car drivers could see 
the improved infrastructure. this was a requirement of 
the Ministry of infrastructure and transport. the com-
munication strategy for the RijnWaalpad, a cycle super 
highway between arnhem and nijmegen, aimed at in-
forming residents and people interested in the project 
in a very traditional way. car drivers and employees of 
companies alongside or close to the route were also 
involved – a choice aimed at changing the behavior of 
the employees to reduce the usage of cars during rush 
hour. the rijnWaalpad project organization cooperated 
closely with the Offensief Bereikbaarheid (offensive on 
accessibility) to develop new communication projects: 
» the lighting for the rijnWaalpad was specifically 

designed for the route. the masts will be visible to 
car drivers on the motorway. 

» an app will show first time users the way to the 
route and will provide information about the route. 
additionally, gaming elements will be implemented 
to keep users cycling. for example, riders are 
awarded the “i am not made of sugar” badge after 
having cycled through the rain five times. 

» an offensief Bereikbaarheid campaign will be 
launched at the main industrial estates alongside the 
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Sjors van duren 
is a spatial planner 
and works at Arnhem 
nijmegen City region 
as project leader of rijn-
waalpad. 
Martijn telintelo 
works as a senior 
Adviser at the munici-
pality of nijmegen, 
Wim bot is national 
and international policy 
advisor for the dutch 
Cyclists’ Union Fietser-
sbond.tch 
Cyclist’s Union. 
www.fietsfilevrij.nl/ 

route when the last project is finished. elements of 
the campaign are information about the physical and 
financial advantages of cycling, pedelec promotion, 
and facilitating employees in obtaining possible 
fiscal advantages associated with cycling. 

»  the infrastructure of the rijnWaalpad is designed to 
be self-explanatory. new users will be able to follow 
the route without thinking (just like motorways). 

the rijn Waalpad cycle highway will connect two cities 
of more than 150,000 inhabitants. in 2014, cyclists will 
be able to travel the 16 km between the cities without 
delay, including 20 km of dedicated cycle paths and 
cycle streets, with two branches heading towards the 
cities. at grade-level intersections the rijnWaalpad will 
have priority over other traffic. roads with heavy auto-
mobile traffic will be crossed by tunnels and bridges. 
the cycle highway crosses another two municipalities, 
overbetuwe and lingewaard, as well as the motorway 
owned by Rijkswaterstaat, part of the Dutch Ministry  
of infrastructure and the environment, which is 
responsible for the design, construction, management, 
and maintenance of the main infrastructure facilities in 
the netherlands. another relevant aspect is the future 
landscape park lingezegen and big housing areas. in 

short, there is great pressure on the available space 
and there are conflicting interests between the  
involved organizations. 

reasonable compensations have to be made 
at the request of the four participating municipalities a 
project leader from the arnhem nijmegen city region, 
a cooperation between 20 municipalities, has been 
appointed to coordinate the cycle super highway. in 
retrospect, this proved to be very valuable, because 
the project leader was able to wage discussions with 
the participating organizations without being involved  
in the actual projects. one of the most relevant 
agreements was a financial one. arnhem and nijme-
gen benefited most from the cycle highway, while the 
two smaller municipalities had to make the greatest 
investments. a proposition was made: the larger 
municipalities received 50% funding while the smaller 
municipalities received 90% funding for the projects 
within their boundaries. eventually, the small munici-
pality of overbetuwe still had to invest over 300,000 
euro, but agreed because of the favorable conditions.  
the rijnWaalpad will enable cyclists to travel from one 
city center to the other in less than 40 minutes. 

Cycle super highways target long distance commuters and suburban cyclists. they can 
support a city’s strategy to change the mobility behavior of suburbia. the premise is to provide 
an  incentive that compels behavior change through quality. Quality means visibility, a particular 
width, lighting and wayfinding, few stops, a low incline – in essence, fast, safe, and convenient 
cycling. cycle super highways have been implemented in the netherlands, in the uK, in austra-
lia, germany, sweden, and Denmark. But they differ greatly in purpose and target audience as 
well as design and quality aspects. Whether we should always call them cycle super highways 
is one question and can be derived from a marketing perspective supporting cycling ideology. 
especially in the german language the name “highway” has negative connotations. for sure 
the terms “highway”, “fast lane”, or “long distance cycle route” have always to be defined by 
characteristic and quality criteria. anyhow, cycle super highways are new and innovative. the 
fact that so many cities are jumping on the highway bandwagon so quickly proves that urban 
mobility cultures are changing. by Andrea Weninger 
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by Timothy papandreou 

how sAn FrAnCIsCo Is 3triPling  
itS biCyCle  
Mode-Share 
In sIx yEArs 

The san Francisco municipal Transportation Agency (sFmTA) was created by citizen 
led ballot initiative in 1999 to merge all transport (public transport, parking, traffic, 
street design) functions in the city into one agency. Taxis were added to the agency in 
2007 and traffic police in 2009. since then, the sFmTA has been able to get a better 
sense of the big picture and be a better partner to land use developments and other 
trip generators to meet san Francisco’s multi-modal transportation needs. 

timothy 

Papandreou is the 

director of strategic 

planning and policy for 

the sFmTA. Together 

with his interdisciplinary 
team, he oversees the 
development of strate-
gic long-range capital 
systems, the complete 
street plans, and the 
various public transit, bi-
cycle, walking, taxi, and 
demand management 
strategies and policies. 

the sfMta’s recently adopted 2013-2018 strategic 
Plan outlines key goals and objectives and actions that 
when combined should move the current mode-share 
for all trips from 39% sustainable transport (public 
transport, walking, bicycling, and taxi) in 2010 to 50% 
by 2018. Based on that mode-share goal, we will need 
to shift about 11% from driving to collective transport. 
the sfMta developed the 2013 Bicycle strategy to 
support the strategic Plan and outline how the agency 
will grow cycling’s share from 3.5% in 2010 to more 
than 9% by 2018. 

the Vision: bicycling is part of everyday life in San 
francisco 
as an outcome of the sfMta 2013-2018 strategic 
Plan, this 2013-2018 Bicycle strategy will focus on 
four overarching goals to achieve the sfMta Bicycle 
strategy Vision: 
»  goal 1: improve safety and connectivity for people 

traveling by bicycle; 
»  goal 2: increase convenience for trips made by 

bicycle; 

»  goal 3: normalize riding bicycles through media, 
marketing, education, and outreach; 

»  goal 4: Plan and deliver complete streets projects. 

in some areas inside the urban core bicycling accounts 
for 15-18% of the modal split. this led us to reassess 
our way of measuring the city as a whole and identify 
the core bicycle area, which has the greatest poten-
tial to grow mode-share the fastest. We are working 
with our land-use partners to make sure other areas 
of the city that will be developed have more of these 
characteristics to create more of a market. focusing 
bicycle infrastructure investment in this core bicycle 
area is the most cost-effective action we can take to 
grow bicycling quickly. 

a first for our agency, we developed a system of  
assessment just like level of service but for the com-
fort of the bicycling experience. While san francisco 
has a growing network of bicycle lanes, parking, and 
signals, it is fragmented. this assessment allows us 
to rank segments to better understand where the 

hotspots and high stress segments deter people 
from taking up cycling. using various factors such as 
physical/lateral separation, bicycle facility width, auto 
lane width, adjacent traffic speed, facility blockages,
 intersection crossing distance, and intersection 
controls, the bicycle network fell roughly into four key 
categories: 
» level of traffic stress 1: everyone regardless of age 

feels comfortable to bicycle; 
» level of traffic stress 2: adults feel comfortable to 

bicycle; 
» level of traffic stress 3: confident adults feel 

comfortable to ride; 
» level of traffic stress 4: uncomfortable for almost 

all people to ride. 

this analysis helped provide a more accurate picture of 
the state of the network and to focus our resources on 
improving the most traveled corridors with the highest 
level of traffic stress segments first. We found that less 
than 10% of the 344 km network was comfortable for 
all users and that our five major bicycle corridors were 
characterized by highly variable degrees of comfort. 
this analysis helps us focus to create continuous com-
fortable paths of travel along these major corridors 
by closing gaps, upgrading facilities, slowing traffic 
speeds, calming traffic, installing signals, and other 
treatments in an effort to improve the perception of 
safety and comfort and capture a larger market share 
of the traveling public along these corridors. 

all trips 2010 2018 goal 

17%
�
61% 50%
�

19-21% 

3,5% 

8-10% 

17,5% 

19-21% 1% 

1% 

61% auto / 39% non-auto 50% auto / 50% non-auto 

Strategic approach 
Moving from a starter to climber city, and from a clim-
ber to champion city, will require investment, support-
ing policies, and time. the strategy outlines three 
scenarios. the status quo will see 4-5% mode-share by 
2018, the strategic Plan scenario will see 9-10% mode-
share, and the build out scenario – the “what will it 
take” – will see a 15-17% mode-share for bicycling. 
the sfMta strategic Plan scenario consists of the 
following measures that we have identified as the most 
cost effective and evidence based (from global best 
practices) to reach our 50/50 mode-share goal: 
» complete the bicycle plan (16 km) 
» upgrade 80 km of the existing bicycle network with 

premium bicycle facilities 
» construct 20 km of new bicycle facilities 
» upgrade 50 intersections to accommodate bicycles 
» install 21,000 bicycle parking spaces 
» Deploy and maintain a 2,750 bicycle / 275 station 

bicycle sharing system and support expansion of 
electric bicycle use 

» Double the existing level of support programs for 
educational marketing and outreach (2.5 million 
usD per year) 

the cost to implement the strategic scenario is roughly 
200 million usD. the san francisco 2030 group led 
by the Mayor of san francisco has been tasked 
with developing funding opportunities that meet the 
transportation needs of the multi-modal system. the 
strategic Plan and Bicycle strategy can be found at 
www.sfmta.com/reports. 

San franCiSCo 
by the nuMberS 
Population: 805,000 

Daytime population > 1,000,000 

average population density: 

7,800 people per sq km 

regional pop: 8 million 

Car ownership per capita: 0.48 

Car-free households: 30% 

bicycle mode-share: 3.5% 

bicycle network: 344 km 
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messaging and communication 

strategies are integral to cycling 

promotion, but are they really 

sound investments? Examples 

from denmark, Austria, and 

switzerland illustrate the value 

of creative, context-sensitive 

cycling campaigns.
�

ah, to be a bicycle planner in copenhagen, the gold 
standard of cycle cities. copenhagen, where bikes 
claim a modal share of 36% of commuting trips (52% 
among city residents) and 26% of all trips. copen-
hagen, where bikes cover 1.27 billion kilometers every 
day and outnumber cars 5 to 1. copenhagen, where 
cyclists are skewered in the media as aggressive devils 
and 89% of cyclists wish other cyclists would stop 
being so rude. Wait, what? 

the hype surrounding cycling in copenhagen is largely 
justified, but success has come at a price. over-
crowding has led to frustration, frustration to disregard 
for rules and etiquette, and bad behavior to worse 
perception. the challenge faced by planners is how 
to discourage such bad behavior without calling more 
attention to it and thus reinforcing negative public 
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perception. copenhagen’s solution? focus on the 
positive. instead of telling cyclists to do less bad, 
reward them for doing more good. 

line groot and her team developed the “good Karma” 
campaign, a creative approach to positive reinforce-
ment and positive messaging. so-called Karma raids 
are staged to reward considerate cyclists with cheers 
and gifts. a photo competition on facebook seeks the 
perfect bicycling moment. Printed “cycling dogmas” 
illustrate proper cycling behavior. cycling clowns 
lighten the mood through interventions on cycle paths 
and at traffic signals. an emphasis on positivity and 
enjoyment and a simple, colorful, happy, childlike 
approach to graphics are embedded into the campaign 
and deployed with consistency. 

CyCling
CaMPaignS
that 
aCtually 
Work! 

by Joshua grigsby
�

in 2011, the first year of the good Karma campaign, 
37% of copenhageners and 39% of cyclists reported 
having encountered at least one of the campaign’s four 
core elements. 50% of those who witnessed a Karma 
raid expressed a willingness to improve their own 
behavior, and 50% of those surveyed said they would 
share the experience with their network. 61% agreed 
that behavior dogmas were a good way to communi-
cate proper cyclist behavior. and 33% believed that the 
campaign had effectively improved cyclist behavior. 
impressively, the price tag for the campaign was a  
modest 100,000 euro in 2011 and 50,000 euro in 2012. 

Vienna has cycling challenges of its own to overcome 
if it is to achieve its stated goal of doubling the modal 
share from 5 to 10% in only five years. Martin Blum, 
Vienna’s cycling officer, took a strategic approach to 

the city’s outreach campaign. “We prioritized conver-
ting occasional riders into frequent riders, or what we 
call turning friends into lovers,” says Blum, who noted 
that the jump from occasional to habitual cyclist is 
smaller than that from non-cyclist to occasional cyclist. 
analysis showed that Vienna’s renowned public 
transportation system met the mobility needs of most 
Viennese and that those who chose to cycle did so 
to enjoy feelings of freedom and exhilaration and be-
cause cycling was increasingly fashionable. Blum and 
his colleagues based their messaging on the joie de 
vivre of urban cycling. they created a visual language 
that spoke to their target audience: relatively wealthy 
intellectuals and creative class professionals. 

the slogan that emerged was Setzt Freude in Gang, 
or setting Joy into Motion. “People in Vienna don’t 
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need 	to 	cycle 	to 	get 	around,” 	says 	Blum. 	“Our 	job 	was 	
to 	promote 	the 	fun 	and 	to 	show 	that 	cycling 	can 	be 	
not 	only 	smar t 	but 	also 	sexy. 	We 	tried 	to 	learn 	from 	
the 	success 	of 	car 	commercials 	that 	sell 	a 	lifestyle 	as 	

Make cycling a viable mode of 	
transportation for all ages in the 
minds of citizens! 

much 	as 	they 	sell 	a 	product.” 	Vienna 	dubbed 	2013 	the 	
Year 	of 	the 	Bicycle 	and 	curated 	a 	vast 	assortment 	of 	
events 	and 	services 	in 	suppor t 	of 	its 	campaign, 	sparing 	
no 	expense 	with 	a 	1.5 	million 	euro 	budget 	for 	the 	year. 	
Cycling 	now 	accounts 	for 	6% 	of 	trips 	and 	its 	year-over 
-year 	growth 	has 	been 	rapid. 	

Julian 	Baker, 	a 	traffic 	engineer 	at 	Kontextplan, 	reports	 	
from 	Solothurn, 	a 	Swiss 	hamlet 	of 	16,000 	people.	 
Tasked 	with 	increasing 	urban 	cycling 	there, 	officials	 	
had 	to 	contend 	with 	limited 	funding, 	a 	dearth 	of 	cycling	 
personnel, 	the 	lack 	of 	a 	cycling-specific 	agenda 	and	 	
the 	absence 	of 	cycle-planning 	experts. 	By 	thinking 
regionally, 	however, 	Solothurn 	was 	able 	to 	secure 	an 
annual 	budget 	of 	95,000 	Swiss 	francs 	to 	serve 	95,000 
inhabitants 	across 	54 	neighbouring 	municipalities. 		Like	 	
Vienna 	and 	Copenhagen, 	the 	region 	of 	Solothurn 	used	 	
the 	money 	strategically. 	Cycling 	coordinators 	were	 	
appointed, 	authorities 	trained, 	key 	projects 	developed,	 	
and 	public 	discussion 	on 	cycling 	nurtured. 	Aware 	that	 	
cycling 	policies 	and 	campaigns 	can 	shift 	with 	election	 	
cycles, 	cycling 	was 	sought 	to 	root 	as 	a 	viable 	mode	 	
of 	transportation 	for 	all 	ages 	in 	the 		minds 	of 	citizens.	 	
Rides 	for 	groups 	of 	elderly 		residents 	lead 	by 	a 	doctor	 	

were 	organized, 	knowing 	that 	the 	word 	of 	the 	man 	
who 	delivered 	their 	children 	would 	mean 	more 	to 	them 	
than 	that 	of 	some 	engineer. 	The 	region 	realized 	early 	
that 	a 	few 	key 	projects 	executed 	brilliantly 	would 	have 	
a 	greater 	impact 	than 	a 	dozen 	underfunded 	projects. 	
What 	once 	seemed 	impossible 	– 	tiny 	Solothurn 	as 	a 	
cycle 	city 	– 	is 	quickly 	becoming 	a 	reality. 

There 	is 	a 	tendency 	to 	want 	to 	copy/paste 	successful 	
cycling 	campaigns, 	but 	to 	do 	so 	would 	be 	to 	ignore 	
the 	qualities 	that 	made 	them 	successful 	in 	the 	first 	
place. 	The 	best 	cycling 	campaigns 	are 	strategic, 	and 	
strategies 	emerge 	from 	a 	sensitivity 	to 	context. 	Rather 	
than 	the 	details, 	it 	is 	the 	thinking 	behind 	successful 	
campaigns 	that 	should 	be 	emulated. 	Below 	are 	some 	
lessons 	gleaned 	from 	the 	talks 	by 	Line 	Groot, 	Martin 	
Blum, 	and 	Julian 	Baker 	at 	Velo-city 	Vienna. 

Win Hearts & Minds 
»	 Always 	emphasize 	the 	positive. 	Scare 	tactics 	and 	

attack 	ads 	are 	more 	successful 	at 	discouraging 	
action 	than 	encouraging 	it. 	Cycling 	is 	fun, 	and 	the 		
allure 	of 	fun 	is 	powerful. 	

»	 Don’t 	just 	inform 	your 	audience, 	engage 	them. 	
Being 	active 	is 	better 	than 	being 	passive. 	Stories 	
tap 	into 	our 	natural 	processes 	of 	memor y 		and 		
cognition 	—	develop 	narratives 	and 	make 	it 		
easy 		for 	the 	audience 	to 	insert 	themselves 	into 	
desired 		roles. 	

»	 Coordinated 	events 	and 	initiatives 	can 	be 	
synergistic. 	A 	critical 	mass 	requires 	many 		
participants. 

»	 Always 	use 	data 	to 	justify 	the 	details 	of 	your 			
campaign, 	particularly 	when 	dealing 	with 	cynical 		
or 		suspicious 	media. 

Context is King, Contact is Queen 
»	 Identify 	your 	target 	audience 	and 	craft 	language, 		

both 	written 	and 	visual, 	that 	speaks 	to 	their 	needs 		
and 	desires. 	

»	 Learn 	from 	whomever 	or 	whatever 	the 	“enemy” 	is 		
perceived 	to 	be. 	

»	 Get 	out 	in 	the 	streets 	and 	experience 	the 	situation 
	 first 	hand. 	Meet 	people, 	talk 	to 	them. 	Lead 	by 			

example. 
»	 Collaborate 	with 	municipal 	departments 	and 	NGOs. 		

Use 	collaboration 	to 	convert 	potential 	opponents 		
into 	allies. 	

Match Messaging with Infrastructure 
»	 Good 	words 	demand 	good 	deeds. 	The 	on-the-	

ground 	experience 	of 	cycling 	must 	deliver 	on 	the 		
promises 	made 	my 	campaign 	messaging. 

»	 Marketing 	costs 	money, 	but 	it 	doesn’t 	need 	to 	
break 	the 	bank. 	Campaigning 	typically 	accounts 		
for 	10–15% 	of 	an 	annual 	cycling 	budget. 	

»	 Messaging 	must 	be 	consistent 	to 	be 	effective. 		
Be 	concrete 	in 	what 	you 	are 	requesting 	from 	the 	
target 	audience 	and 	provide 	the 	infrastructure 	and 		
services 	that 	make 	compliance 	easy 	and 	enjoyable. 

»	 When 	stuck 	for 	inspiration, 	go 	for 	a 	ride. 	
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mEAsUrIng ThE ImpACT oF
�

biCyCle 
Marketing 
MeSSageS 
did you know that a picture of a cyclist wearing a helmet has 
a negative  marketing effect on cycling and a much more positive 
marketing effect on cars than a typical car advertisement? 

by sidsel birk hjuler &  Thomas krag 
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leisure no helmet 

there exist numerous surveys on the implementation 
and evaluation of marketing campaigns for behavior 
changes, among them campaigns for increasing 
cycling (Prochaska et al, 2008; P. Hyllenius et al, 2009; 
Merseyside ltP support unit, 2010). an important 
question is to what extent such campaigns should 
include messages relating to bicycle safety since 
such messages may have an adverse effect on cycling 
(utility cycling, 2013). 

in principle, finding out which messages are most 
effective could be done by conducting a variety of 
campaigns using different messages and evaluating 
the campaigns afterwards. in practice though, this 
would be very time consuming and costly. as an alter-
native approach, a special survey technique can help 
to obtain info as to how different messages influence a 
range of opinions among respondents. this was done 
in the Danish project “Measuring the impact of Bicycle 
Marketing Messages”. 

Messages were represented by pictures with no text. 
six pictures representing typical messages were used 
in addition to a blank, neutral photo (the latter for 

Helmet 

reference purposes). these six pictures correspond to 
leisure, no helmet, helmet, accident, car, and traffic 
jam. each of the respondents, all of which live in urban 
areas of Denmark, saw only one of the pictures. a total 
of 3,500 responses, 500 per picture, were received 
and analyzed. 

according to the hypothesis, the pictures actually 
have an influence on the average opinion scores; 
the picture-induced differences were statistically 
significant. a central opinion when it comes to 
marketing is the (expected) experience of the various 
modes. in this aspect, cycling received the highest 
average score of all transport modes, although cars 
also scored well. for cycling, the car picture (quite 
surprisingly) and the leisure picture (less surprisingly) 
resulted in the highest average opinion scores. the car 
picture also had a positive impact on car experience, 
while for all other modes but the bicycle (i.e. car, bus) 
both the accident picture and the picture of a cyclist 
wearing a helmet gave the highest average opinion 
scores. this indicates that typical safety messages 
(e.g. “always  remember to use a helmet”, “cycling 
is dangerous”) have an adverse effect on bicycle 
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Bicycle accident car traffic jam 

marketing. the average opinion score for travelling by 
car was notably higher after seeing the helmet picture 
than after  seeing the car picture. 

While the general risk of cycling (“cyclists have no 
risk”/“cyclists have a high risk”) has a high average 
opinion score, the respondents’ experienced risk to 
themselves (“travelling by bicycle i am not afraid of 
getting hurt”/“travelling by bicycle i am very afraid of 
getting hurt”) produces a lower average opinion score 
and a totally different score distribution. 

in addition, the study points out that even though 
respondents declare themselves very positive towards 
helmets, a picture of a cyclist wearing a helmet motiva-
tes them to lean more towards other modes of trans-

portation. there is a notable difference between the 
average opinion score for cyclists’ general risk and the 
experienced risk of oneself when cycling. Both scores 
are increased by a picture of a bicycle accident. 
all in all, if the goal is to address safety issues while 
still aiming to promote cycling, these results indicate a 
good reason for focusing on cyclists as individuals and 
leaving out general references to the risks of cycling. 
this is hardly big news for marketing people but still a 
challenge to be overcome in cycling campaigns. 
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smart shop display and an optician using the bicycle as advertising theme. 

eCo-aCtiViStS, 
get off the bike! 

by Andrea weninger 

“a man who stops advertising to save money is like a 
man who stops a clock to save time”, said Henry ford, 
the founder of the ford Motor company and noted 
advocate of all-out advertising. yet despite advertise-
ments and high brand awareness, ford and other car 
companies are feeling the impact of diminishing sales, 
especially in europe. More and more urban citizens 
forgo the car to jump onto their bicycles instead.  
above all young people tend to own fewer cars and  
use all modes of transport instead of only one. the 
image of the bicycle has changed profoundly. today, 
the bicycle is no longer the archetypal cheap student’s 
vehicle. rather, it has become a trend-setting product 
and an everyday means of transport. almost every-
where, this trend has been recognized by politics  
and is recently also supported by upgraded cycling 
infrastructure as well as by marketing campaigns. 

However, not only cities are promoting the bicycle. 
if we look at fashion or food sales campaigns, it 
becomes evident that bicycles are used as background 
decoration or even as the core vehicle for advertising, 
without promoting cycling itself. for example, Becel, a 
margarine brand, is not advertised on its own: a female 
cyclist is used to support the “healthy” message. 
an ikea campaign promotes the silkeborg carpet by 
arranging an old bike with down-tube shifters to make 
the product more attractive and the apartment hipper. 
fashion labels like H&M and c&a don’t just sell urban 
bike outfits; they also feature young female cyclists 
modeling mini dresses. in 2012, even the luxury brand 
chanel used a female cyclist for its advertising. 
Meanwhile, the crisis-ridden car industry utilizes the 

bicycle to bring subtle messages to customers. the car 
industry not only promotes fuel-efficient models that 
pretend to be extra-ecological but also, almost subli-
minally, wraps itself in fine “green” words. the BMW 
3 series ads rely on racing cyclists in the background, 
and the same goes for the new Volkswagen golf, which 
is promoted as especially clean. audi Q5, fiat, and 
ford focus feature the bicycle as a source of amuse-
ment or child’s dream! the list is long. a particularly 
aggressive and in-your-face campaign for rental e-cars 
revealed the mindset of the rental car company sixt: 

“memo to all pioneers, idealists, 
eco-activists and world savers: 
you can now get off the bike.” 

Don’t these marketing messages sound like the car  
industry’s desperate cry for help? obviously, car lobbies  
have realized that even the economically potent middle 
and upper classes have started to cycle. the bicycle 
is taken seriously as a competitor! the car industry is 
trying to recover lost customers and engages in avid 
greenwashing by using the bike as a prominent promo-
tional vehicle. this is a method to fake eco-friend liness 
and promote a positive product image, even if it’s a 
sham. Who’d ever have imagined the car lobby strugg-
ling to hold its own against the bicycle? a car ad that 
directly targets bikers like that by sixt goes to show 
that cycling has become normal and is accepted as 
an everyday means of transport. the question is only: 
when will bicycle ads use the car as a decorative prop 
– as a symbol of a bygone illusion of mobility? 
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even in a cycling-hostile environment. 

brussels’ “bike Experience” campaign persuades car 
drivers that cycling is a valuable and safe alternative, 
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by remco ruiter 

remco ruiter works 
as director of pro Velo 
belgium and is in charge 
of development of 
brussels activities. For 
more information on the 
project see the website 
www.bikeexperience.be 

Brussels is the capital city of many things, but cer-
tainly not of cycling. although the number of cyclists 
increases every year, one cannot really speak of a 
cycle-friendly environment. to the contrary, cars are 
ubiquitous, and until recently the laisser-aller policy 
paid tribute to car usage. nearly 65% of the car trips 
in Brussels are for distances less than 5 km, 25% for 
less than 1 km.1 as a result, Brussels was ranked 10th 
on the list of most congested cities of europe in 2012.2 

But as suburbanisation seems to have peaked, more 
and more european cities are in transition. the revival 
of urban cycling is definitely part of this new phenome-
non. But what to do when these new tendencies seem 
to have difficulty settling down in your city? What to do 
when the fragile rise of a cycling community is neither 
warmly welcomed nor politically backed? How to react 
when confronted with the endlessly discussed chicken 
or egg problem of which has to come first, infrastruc-
ture or cyclists? in Brussels, we decided to leave these 
discussions where they are. 

Where you must be mad (or male) to cycle 
so, Brussels is still a car-dominated city, with many 
(too) narrow streets, and the process of introducing 
cycling infrastructure in urban planning is slow and 
difficult, which ulrich schollaert has illustrated in 
his interview on page 38. But it is interesting to see 
that, notwithstanding a slight progress of cycling in 
Brussels, the majority of non-cyclists are not impres-
sed at all and stick to their usual modes of transport 
without ever considering trying a bike. they are, like 
many actual cyclists, focusing on the non-completion 
of an extensive network of (segregated) cycle-routes. 
in their eyes, as long as cyclists have to share the road 

with motorized traffic, cycling is too dangerous. the 
fact that just 30% of current cyclists in Brussels are 
women3 proves that cycling in Brussels is only for 
daredevils, or so they argue. 

a tasty omelette: the “bike experience” campaign 
now, how to deal with this negative image when trying 
to promote cycling? How to persuade car drivers that 
cycling can be a valuable and safe alternative for 
everybody, even in a cycling-hostile environment like 
Brussels? the “Bike experience” campaign seems to 
give some answers to these questions. Bike experience 
is an annual cycling campaign, organized for the fourth 
time in May 2013. car drivers are invited to test a 
bicycle for commuting for two weeks. the car drivers 
are being recruited by means of mass and social 
media, through our network of engaged cyclists, 
through the network of partner organizations, and via 
companies. Bike experience not only succeeded in 
achieving and supporting a sustainable change in 
mobility habits. it also gave some interesting new 
insights into the ideas around “cycle unfriendliness”. 

Knowing that the negative image and fear of cycling 
are to be taken seriously, we offer all participants 
(called “bikers”) an intensive accompaniment during 
their kick-off. not only do we give them a half-day 
training on how to ride in urban traffic, they also re-
ceive a personal coach during the first three days of 
the campaign. the coach, an experienced cyclist who 
is matched to the newcomer with more or less the 
same itinerary, is supposed to lead the newcomer 
through the streets of Brussels. in the morning the 
biker is picked up at home, and then the pair cycles 
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 1 leaflet on sustainable Mobility in Brussels: zich beter verplaatsen in Brussel – 100 tips om het milieu te sparen bij uw verplaatsingen, 

http://documentatie.leefmilieubrussel.be/documents/100_tips_mobiliteit_nl.PDf 
2 congestion index 2012 by tomtom - http://www.tomtom.com/lib/doc/congestionindex/2013-0129-tomtom%20congestion-index-2012Q3 

europe-km.pdf 
3 observatoire du Vélo: over the years, a relative constant ratio of 70% men and 30% women among the population of cyclists has been observed. 

urBan cycling cultures – 57 



 

 

©
 p

ro
 v

el
o 

as
bl

 v
zw

 

©
 p

ro
 v

el
o 

as
bl

 v
zw

 

©
 M

ob
ili

tä
ts

ag
en

tu
r, 

ra
dv

ok
at

en
/

Pe
te

r 
Pr

ov
az

ni
k 

to the working place of the biker. in the evening the 
journey is reversed. 

this formula of giving each biker a personal coach 
turned out to be the crux of the campaign, because 
it helps the starting cyclists to overcome their initial 
fears. and the (volunteer!) coach is happy to share his 
or her enthusiasm for cycling with the newcomer. after 
three days of coaching the biker has tested different 
routes with the aid of the coach and is ready to cycle 
alone for the remaining days of the experience. the 
first edition of 2010 was a pilot, the campaign started 
with 30 pairs. even at this early stage we noticed a 
huge demand for a type of campaign that combines 
promotion of cycling with an educational project. Many 
participants told us then, and also during the later 
editions, that they had long been eager to (re-)start 
cycling but simply did not feel comfortable doing so 
until the Bike experience campaign. 

During subsequent editions the number of biker-coach 
pairs grew steadily: 137 in 2011, 220 in 2012, and 404 
in 2013. the main reasons for joining appeared not 
to be related to environmental issues. When asked 
why people participate, they often mention health and 
sport and efficiency as key factors. 
the participants (coaches and bikers) were asked 
to publish testimonials about their experiences (on 
the website www.bikeexperience.be). Many of these 
testimonials were picked up or collected by local and 
national media and so helped to spread the message 
that cycling in Brussels is in fact possible, even fun and 
liberating. Many participants proclaimed to be proud 
and happy when finally having started cycling in Brus-
sels. We ourselves could not have designed any better 
propaganda for cycling. 

every edition was evaluated by a questionnaire, and 
the results always turned out to be more or less the 
same. 70% of the participants are women, so we 
observe a reversed gender distribution compared to 
the actual cyclist population, and more than 70% of the 

bikers continue to cycle intensively after the Bike ex-
perience campaign. Both these results make us believe 
that the Bike experience campaign, by capitalizing on 
changing mobility habits, can be considered a success-
ful marketing campaign for cycling in a supposedly 
hostile environment. 

the joy of cycling 
cycling in a “bicycle unfriendly” city is not always 
comfortable, but it is also not insurmountable. the 
Bike experience campaign proves that it is possible, 
even without segregated cycling, to put hesitant or 
frightened newcomers on bikes and keep them there. 
accompaniment, along with training and coaching, 
will suffice to give starting cyclists the necessary 
self-assurance and joy of cycling. after their first 
experiences, the negative image of cycling simply 
disappears, which means that the most difficult part 
of promoting cycling is to actually get people on their 
bikes and convince them to find their way. 

in conclusion, the idea of the “cycle friendliness” of 
a city is strongly correlated with the notion of being 
familiar with cycling. is that a plea for doing nothing? 
no. But the Bike experience challenges the idea that 
for promoting cycling everything has to start with 
the creation of infrastructure. We all know that once 
infrastructure is created things become fixed for a long 
time, physically as well as mentally. it then becomes 
quite difficult to change existing infrastructure, and as 
a consequence it freezes the mobility habits that go 
with the infrastructure once it‘s in place. 

the most crucial question for our future cities turns 
out to be: who we will serve most by creating segre-
gated infrastructure? the frightened cyclists who can 
actually learn how to ride in a less than ideal setting, 
or the ardent car drivers who can‘t speed up without 
having the road to themselves? travel light! 

58 – tHe sounD of cycling 



PubliC tranSPort CyCli

share of total revenue 
per year, malls excluded 

n
Car Walkin

g 

55% 

32% 

13% 

32% 

23% 

g 

39% 

Car 
Walking 

PubliC 
tranSPort 

CyCling 

share of total revenue 
per year, malls included 

 
 

 

 

©
 c

ity
 o

f V
ie

nn
a,

 P
hi

lip
p 

fo
rs

tn
er

 

are CyCliStS 
good CuSto MerS?

Marie kåstrup is project manager at Copenhagen‘s bicycle program. she 
has five years of experience with cycling-related campaigns, including a 
current campaign to persuade car drivers to choose the bicycle for short 
trips under 5 km. marie was the program coordinator at Velo-city global 
2010 in Copenhagen and wrote her thesis on bicycle culture and national 
identity. she is interviewed by ulla thamm and andrea Weninger. 

Denmark has identified cyclists as a valuable 
economic force with different consumer demands 
than car drivers. As part of an EU project, the 
shopping habits of cyclists were investigated. What 
is the aim of this project and how was it conducted? 
Marie kåstrup: our study is primarily based on an 
online survey conducted in March 2012 with 3,000 
respondents who had been shopping in copenhagen 
during the previous week. respondents were asked 

Cyclists actually spend more than car drivers. 

about their overall shopping behavior throughout the 
week as well as detailed information on their latest 
shopping trip for each transport mode used. 

Cyclists would seem to be the perfect customers 
for shops at street level. Is this indeed the case? 
Are cyclists good customers? 
When looking at shops and supermarkets at street 
level (malls excluded), cycling is the most frequent 
means of transport for shopping in copenhagen with 
35% of all shopping trips done by bicycle and only 20% 
by car. 58% of all shopping trips are done by cycling or 
walking. in terms of revenue, cycling customers spend 
a total of 2.05 billion euro per year whereas car driving 
customers spend slightly less at 2.04 billion euro. in 

total, walking and cycling customers count for 55%  
of the total revenue of street level shops and super-
markets in copenhagen. interestingly, cyclists spend 
less per visit as well as per shopping trip than car  
drivers. that is compensated for by several visits to 
different shops. the average spending for cyclists is  
30 euro per visit and 50 euro per trip, whereas car 
drivers spend 60 euro per visit and 90 per trip. 

Why do cycling customers generate more revenue 
than car driving customers? 
the reason is twofold. first, cyclists in general  
shop more often than car drivers, which in turn  
compensates for the tendency to spend less per  
visit. second, there is a “local” effect of cycling being 
the favorite mode of transport in the city proper. thus, 
the number of customers who already use the bicycle 
as their primary means of transport is considerable 
among copenhagen residents. this is underlined by 
the fact that almost half of all shopping trips by car are 
done by persons living outside of copenhagen coming 
into town for shopping purposes. on average, copen-
hagen residents only use the car for every seventh 
shopping trip, or 15% of all shopping trips. cycling 
and walking each account for 38% of copenhageners’ 
shopping trips and combine for 35 billion shopping 
trips per year. 

for shops at street level, 
cycling customers generate 
more revenue than other 
transport users 

Car drivers generate 
less revenue than either 
cyclists or pedestrians 

Why are bicycle parking facilities one of the main 
barriers in Copenhagen that might prevent cyclists 
from shopping by bicycle? 
67% of cycling customers in the survey were generally 
satisfied with the parking conditions at the shop they 
had visited. another survey by the city of copenhagen 
shows that the general satisfaction of resident cyclists 
with parking conditions at shops in copenhagen is 
down to 26%. this suggests that cycling customers 
seek out shops with better than average parking 
conditions. satisfactory parking conditions for cycling 
customers include being placed close to the entrance, 
as cyclists tend to park as close to the destination as 
possible. Parking racks should preferably keep the 
bicycle stable while loading the groceries onto the 
bicycle as well as enable fixing the bicycle with a 
lock in order to prevent theft. cargo bicycles are 
particularly well suited for shopping trips but need 
more parking space than regular bicycles. 

prioritizing cyclists and pedestrians is
actually a way to enhance shopping
conditions for the majority of customers. 

Why do some people prefer to use the car for 
shopping? 
car driving customers’ most important reasons not to 
shop by bicycle are that they were already heading 

Marie Kåstrup’s lightning talk at Velo-city Vienna 

somewhere where they needed their car; their  
groceries were too heavy; the shop was too far away; 
the groceries took up too much space; they were 
going to several different shops. However, for those 
who considered shopping by bicycle and ended up 
choosing another mode of transport, 26% say bicycle 
parking conditions influenced their decision not to 
shop by bicycle. 

You have collected a lot of data on the shopping 
habits of cyclists. How can all of this plentiful  
information be used to actually support cyclists in 
being good customers? 
i think this data really challenges the image of cyclists 
as being poor people and thus not relevant as a  
target group for private enterprises. When you see 
that cyclists actually spend more than car drivers this 
should motivate shop owners to cater more to cycling 
customers, e.g. by improving parking facilities. i also 
think there is an important political aspect of this 
knowledge, as local economic growth (and the lack of 
such) is a key theme when shopping streets are traffic 
calmed and car traffic is reduced. the recurrent argu-
ment is that restriction of car traffic will cause shops 
to close down, but the results from our survey show 
that prioritizing cyclists and pedestrians is actually a 
way to enhance shopping conditions for the majority  
of customers. 
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the CyCling

CoMMunity
�

by Ulla Thamm & Florian lorenz 

Velo-city Vienna‘s Cycling Visionaries Awards introduce the global cycling community 
to next-generation innovators and prove that the future of cycling is in good hands. 

the crowd of participants at Velo-city conferences is 
known for its relaxed spirit and a fairly mixed spec-
trum. at this year’s Velo-city in Vienna, young scien-
tists, cycling advocates, and cycling enthusiasts wea-
ring cool musettes with the label “cycling Visionary” 
seemed to be everywhere. Many of these sixty people 
probably wouldn’t have been present if the Velo-city 
Vienna team hadn’t introduced the cycling Visionaries 
awards. Many young researchers, activists, and desig-
ners are keen on joining the global discussion on urban 
cycling, of which the Velo-city conference series is a 
hotspot. However, many individuals, representatives 
of smaller organizations, and initiatives have not yet 
reached a prime economic level and therefore cannot 
cover the expense of conference participation. 

Velo-city Vienna introduced the cycling Visionaries 
awards as a funding mechanism to help make the con-
ference a more diverse event. the cycling Visionaries 
awards featured five award categories: advocacy & 
social projects; science, research, and development; 
design, fashion, and cycling equipment; urban planning 
and urban design; cycling and arts. 

a total of 218 submissions from 49 countries com-
peted for the desired cycling Visionaries awards. a 
premise for the awards program was that all entrants 
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should benefit from an online publication of their 
ideas, whether or not they are awarded. the high 
number of submissions as well as the diversity and 
the great public and media interest demonstrates that 
urban cycling is a topic of growing importance. 

With the help of the awards sponsors sraM cycling 
fund, erste Bank, and the Vienna insurance group, 
a total of 60 prizes were funded. the public voting 
mechanism generated valuable public attention for all 
projects submitted. Half of the prizes were considered 
“Vienna Jury Prizes” and were awarded by the Velo-city 
Vienna Management team. the young and arty crowd 
of award winners was not only invited to participate 
at the Velo-city conference but also had the chance 
to enjoy their personal moment in the spotlight as the 
Visionaries and their projects were honored with a 
ceremony during the Velo-city Vienna opening. 

Visions from the entire globe 
Visionary award winners came from all around the 
world to embark on the adventure that was Velo-city 
2013 in Vienna. Patricia Vargas, representing the 
activist group Macleta, came all the way from chile 
to present the project “Women cycling school”. the 
school supports women with different backgrounds 
and of all ages to get them on their bicycles. Women 

who cannot ride a bicycle yet or who lack experience 
in cycling in urban areas acquire skills and confidence 
in this cycling school to become urban cyclists. 

udi rimon from israel invented the tel-o-Porter, a 
portable shared bike trailer used for transporting 
goods. the tel-o-Porter can be attached to existing 
bike sharing schemes all around the world. the trailer 
is available at bike sharing stations and can be easily 
attached to the bicycle. this is definitely a right step in 
seeing cyclists as good customers and supporting the 
transportation of goods in a sustainable way. 

a rather short travelling distance had to be taken 
by a group of students from the Vienna university 
of technology. the students conducted empirical 
research to develop a strategy for motivating young 
people to ride a bike. the project Becycle investigates 
what it takes to reach the highly significant user  
group of young people aged 12 to 21. the Becycle 
strategy should spark interest in the bicycle lifestyle 
not through a single project but through various 
inducements. 

a world of opportunities 
the opportunities for professional exchange were 
numerous and diverse. anders swanson from canada 

presented the project counterpoint / tapping traffic 
2.0. He recalls the moment at the conference when 
“i was standing at my speed dating table and reali-
zed i had a statistics researcher from the university 
of zurich, a civil engineering PhD student from the 
university of Budapest, a regional cycling coordinator 
from the netherlands, a manager from the city of 
copenhagen, and a cycling advocate from Hawaii, all 
keenly interested in a little piece of bicycle planning 
software developed in the middle-of-nowhere canadian 
prairies.” 

unfortunately, not all cycling Visionary winners could 
make it to Vienna. Jean Baptiste nsabimana from 
rwanda was also awarded a well-deserved prize.  
He submitted the micro credit project MWirute  
Bicycles, which helps create jobs in rwanda. His is a 
truly inspiring example of how bicycles can provide a 
way out of poverty in developing countries. 

We wish all contestants of the cycling Visionaries 
awards good luck with their projects and dearly hope 
to see them again at next year’s Velo-city! 

www.velo-city2013.com/?page_id=2249 
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biCyCle 

kingdoM 
ThE promIsE oF bICyClE UrbAnIsm 

beijing is the greatest cycling city the world has ever seen. At its peak in the 1970s 
and 80s, cycling claimed a 60% mode-share in beijing. more than 3 million people 
could be found riding bikes in the city on any given day, and with over 500 million 
units sold the Flying pigeon is the single most popular vehicle in history. smarter 
Than Car (sTC) seeks to learn from beijing’s past success as a bicycle kingdom. 
Co-founders liman Zhao and Shannon bufton and Vienna-based florian lorenz 
recently spoke with Joshua grigsby. 

Joshua Grigsby: Liman, what are the biggest diffe-
rences between Beijing during its bicycle kingdom 
years in the 1970s and 80s and Beijing today? 
liman Zhao: in the 70s and 80s, Beijing was a city 
that moved by bicycle. today, it is a city that moves 
by motorized transport. cars have invaded all urban 
spaces, including the sidewalk, the hutongs (alleys), and 
of course all the major roads. it used to be the reverse 
of this, with millions of bicycles dominating the city. and 
that makes a big difference to the way the city functions 
and feels, also from a livability and health point of view. 
Beijing in the 70s and 80s was a livable city. Most activi-
ties were within cycling distance. the danwei system of 
housing and work was set up so you could walk or ride 
from home to school or work or the local doctor’s clinic 
or to buy your regular groceries. the entire city was 
programmed around the bike. now things have changed 
dramatically. Distances have increased and a lot of 
people have been moved past the third, fourth, and even 
the fifth ring roads. Beijing has become a car-oriented 
city. Public transit is overcrowded and because of the 
greater distances the bicycle has become impractical. 

How has the perception of the bike and its role in 
urban society in Beijing changed? 
liman Zhao: the bicycle used to be a status symbol. 
now everyone wants a car. But as traffic gets worse 
and worse and the city suffers from air pollution people 
are realizing once again the value of bicycles. cycling is 
starting to become hip again. 

Shannon, when did you first go to Beijing? What were 
your first impressions of cycling culture there? 
Shannon bufton: i first came to Beijing in 2006. i was 
immediately struck by the diversity of bicycle culture 
that existed here. When i arrived i was shown around 
the city by bike, and so i understood the scale of the city 
through the bicycle. the old city structure was perfectly 
suited to the bicycle. the hutongs that crisscross Beijing 
are narrow, quite often shaded, with lots of interesting 
urban life that, on a bicycle, you can be a part of. riding 
through the hutongs i could experience the smells of the 
city and see hutong culture. 

How has the role of the bicycle changed since you 
arrived? 
Shannon bufton: i would say that one of the most 
exciting and positive things is to see the change in 
how the media portrays the bicycle, especially among 
young chinese with their interest in what i’d call modern 
cycling. the bicycle as a utility vehicle is definitely off 
the agenda, but increasing numbers of young chinese 
are getting into a new cycling culture. it started off with 
recreational cycling, road biking and mountain biking, 
and that’s expanded to different areas of cycling. there 
are huge fixed-gear communities in china. there are the 
beginnings of vintage cycling groups, there are folding 
bike enthusiasts. the role of the bike has changed from 
that of a utility vehicle to an object of fashion. 

What’s driving these changes? 
Shannon bufton:  the biggest force has been the in-
crease in wealth in society. chinese have looked for new  
ways to spend their money and their leisure time. also,  
young chinese are looking for ways to distinguish them-
selves as individuals. so, subscribing to a bicycle culture  
like fixed-gear, which is cool, which is edgy, which also  
has some green connotations, is very appealing to many  
young chinese.  

Does this mean that state socialism was more con-
ducive than capitalism to making Beijing a cycle city?  
florian lorenz:  not exactly. the capitalist world had  
embargoed socialist china since the Korean war, and  
after china’s relations with the soviet union became  
worse in the 1960s they were basically cut off from the  
supply of cheap and abundant foreign oil. thereafter,  
china followed a “self-reliance” policy guideline and  
was basically energy independent for about 25 years.  
this period coincides with the golden age of the bicycle.  
so, one hypothesis is that the bicycle was in part so  
successful in china because the country had to adapt  
to limited resources. the chinese government made an  
active decision to prioritize cycling as the primary mode  
of individual transportation because it was the mode  
that made the most sense for the national economy. the  
humble bicycle as egalitarian mode of urban transport  
also happened to fit well with a socialist agenda of equal  
access to commodities.  

Florian, given all the research you’ve done on urban 
cycling, do you think a bicycle city on par with Bei-
jing in the 70s and 80s is possible to realize today? 
florian lorenz: Beijing‘s bicycle urbanism of the 70s 
and 80s had some really unique features that we can 
learn from. the urban fabric of Beijing’s hutong urban 
life is very active on a neighborhood scale and people 
use public space as an extension of their courtyard 
houses. equally unique was the socialist background 
in which one type of bicycle, the flying Pigeon, was 
predominant and provided an egalitarian, affordable 
means of transport. this “style-uniformity” of Beijing‘s 
bicycle urbanism will probably remain unique given the 
pervasiveness now of Western, individualized societies. 
one aspect worth exploring today is an urban struc-
ture, or structures, that are as lively and diverse and 
socially active as the hutong concept. of course they 
will be adapted to a contemporary context and enhan-
ced with current technologies for public utilities and 
buildings. at stc, we are interested in creating such a 

bicycle urbanism 2.0 – in Western as well as chinese 
contexts. it is not about re-creating Beijing‘s bicycle 
urbanism from the 70s and 80s but rather extracting 
qualities from this period and learning from them. 

What are the most important differences, prac-
tically and politically, between current cycling 
conditions in Beijing and Vienna? 
florian lorenz: one main practical difference is traffic 
regulations and how people obey them. People in 
Vienna tend to claim their territory in urban traffic re-
gardless of what is happening around them. in Beijing, 
on the contrary, people on the streets have a good 
sense for each other and are always aware of their 
own movement as well as the movement of others. 
ignorance of others in traffic just does not exist. Many 
people socialized in china think it is safer to cycle 
in Vienna than in Beijing because traffic segregation 
and traffic laws give the illusion of control and safety. 
i would argue that cycling in Beijing is actually safer 
than cycling in Vienna precisely because people pay 
attention to each other. i think we can learn from that 
in Vienna. 

In your presentation at Velo-city you talked about 
“bicycle livelihoods” What are they and what rel-
evance do they have for modern cities? 
florian lorenz: Bicycles can be used for so much 
more than just transportation. “Bicycle livelihoods” 
describes various operations of everyday urban life, 
small-scale urban economies, and ways to appropriate 
the city using bicycles or tricycles. Bicycle livelihoods 
sustain people‘s identity, create opportunities for un-
derprivileged classes, and provide a significant degree 
of public utilities. in Beijing, we found pop-up retail, 
transport & recycling, and pop-up crafts & services. 
there still exists a considerable amount and diversity 
of bicycle livelihoods in Beijing, but they are fading. 
on the contrary, bicycle livelihoods are on the rise as 
urban strategies in many modern — especially Western 
— cities. increasingly, they are also becoming the focus 
for the creative class and thereby bear great potential 
for innovation. in this context, productive exchange 
between bicycle cultures can bolster established bicy-
cle livelihoods and catalyze the development of new 
ones. as modern cities prepare for the post-oil era, 
pedal-powered urbanism is emerging as both viable 
and necessary. 
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by Ulla Thamm 

Can Japan be both a car country and a bike country? Copenhagenize-
guru mikael Colville-Andersen thinks so, even ranking Japan as the 
third greatest cycling nation following denmark and the netherlands. 
The  international cycling community, however, has not yet looked across 
the pacific to expand its horizon and learn from Japan’s cycling success. 
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cycling promotion and infrastructure design follow a 
highly euro-centric approach, admittedly often for a 
good reason. Japan is not known for its cycling infrast-
ructure, which barely exists, or for seeking inspiration 
from european cycling cities, and the country invests 
little in cycling promotion. still, cycling is an essen-
tial mode of transport in everyday life for millions of 
Japanese. obviously, Japan lacks the conventional 
ingredients for a successful cycling nation, so what 
makes cycling work in the land of the rising sun? 

Japan is an archipelago in the Pacific, a high-tech 
nation with a population of around 130 million inhab-
itants, and has one of the largest car industries on the 
planet. Byron Kidd, from the internet movement “tokyo 
By Bike”, identified several elements contributing to 

a high number of cyclists in Japan. in Japan, most 
people use the highly modernized and reliable public 
transport system for their daily trips and so the bicycle 
often functions as a feeder to public transport. trends 
concerning the use of automobiles are comparable to 
those in europe, with fewer young people buying cars 
and more people earning their driver’s license at a la-
ter stage in life. these, combined with the high cost of 
car ownership, make this a perfect time for the bicycle 
to fill the gap in a changing mobility culture. 

also supporting cycling in Japan are largely unenforced 
cycling laws, which are better referred to as “cycling 
guidelines” – the most important of which is to not 
have an accident. on this basis, a liberated cycling ex-
perience is guaranteed. another reason why cycling is 

66 – tHe sounD of cycling urBan cycling cultures – 67 



 
 

 
 
 

 

 
 

 
 

 
 

 
 

 
 

 

al
l p

ho
to

s:
 ©

 c
hr

is
 Jo

ng
ki

nd
 

Tolerance within Japanese society plays 
an essential role in making Japan a great 
cycling nation. 

convenient in Japan is its suitability for Japanese urban 
fabric. cities in Japan are among the most highly and 
densely populated in the world, and thus the essen-
tials for everyday life are typically reachable within a 
very small radius. Kidd claims that the politeness and 
tolerance of the Japanese society contribute greatly in 
making Japan a great cycling nation, but that the Japa-
nese should perhaps be a little bit less tolerant when 
they are denied an appropriate cycling environment. 

the lack of infrastructure has become a major problem 
in the last couple of years. When Japanese don’t find 
space on the street or if there is no cycling infrastruc-
ture, they ride anywhere and anyhow, including on the 
sidewalk. riding on most sidewalks in Japan is legal 
and, unimaginably for most western societies, largely 
tolerated, which inevitably leads to conflicts between 
pedestrians and cyclists. riding on sidewalks in Japan 
was legalized in 1970 in reaction to the steadily rising 

Japan is reclassifying the bicycle as a vehicle. 

number of traffic accidents and fatalities. for the mo-
ment cyclists were at least safe, if also confused about 
where they belonged. 

cycling is booming in Japan. since the great east Ja-
pan earthquake in March 2011, the number of bicycles 
sold has risen 12% compared to the previous year. 
after the earthquake, the bicycle was a support vehicle 
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for many victims. When nothing works anymore, 
streets are broken, and petrol stations are out of elec-
tricity, the bicycle can still get you around. With the 
number of cyclists also rose the number of accidents 
between pedestrians and cyclists on sidewalks, as Hiro 
Koike from the utsunomiya Kyowa university in Japan 
discussed at Velo-city Vienna. Between 2001 and 2011 
alone, accidents between bicycles and pedestrians 
increased by 50%. separated bicycle infrastructure 
in Japan accounts for only 3.5% of cycling routes; the 
remainder is shared with pedestrians. 

in order to deal with the increase in accidents, the 
national Police agency issued an urgent policy change 
order in 2011. the aim was to reclassify the bicycle as 
a vehicle, one that should run on the left side of the 
roadway, on the same level as motorized transport. 
obstacles to this policy change include a massive lack 
of separated infrastructure, ambiguous and complica-
ted traffic laws that simply confuse most users, and 
non-existent bicycle traffic education or training. in 
2012, the Ministry of land, infrastructure, and transport 
took a giant step forward for cycling policies in Japan. 
“the guideline for safe and comfortable Bicycle usage 
environment” was published, demanding the planning of 
a bicycle route network, design of bicycle traffic space, 
enforcement of bicycle traffic laws, and comprehensive 
measures for bicycle use. the official side in Japan has 
at least begun the long journey of enhancing cycling 
conditions, but what is going on beneath the surface? 

ulla thamm is a 
European ethnologist 
working in the field of 
mobility and environ-
mental research at 
rosinak & partner in 
Vienna. she was the 
assistant Velo-city Vien-
na program director 
and explored Japanese 
cycling cultures to relax 
after the Velo-city confe-
rence. many thanks to 
peter smith and koike 
hirotaka from Utsuno-
miya kyowa University 
and to Chris Jongkind. 

Cycling empowers women 
within the Japanese society. 

at Velo-city Vienna, Peter smith from utsunomiya uni-
versity discussed a multi-generational riding style that 
encourages important user groups to take up recrea-
tional cycling. the so-called pottering movement puts 
women and also elderly people and children on bikes. 
Pottering simply means to “take a walk by bicycle”. it 
is about enjoying a ride with other riders. according 
to smith, Japanese women are not yet acknowledged 
as a proper cycling demographic and are instead seen 
either as housewife cyclists doing the shopping and 
transporting of kids or else as commuters to school. 
other female cyclists have yet to make their presence 
felt. smith thinks pottering can assist in “empowering 
women within the Japanese society, where they tend to 
stay in the background”, as it helps overcome several 
hurdles for female cyclists in Japan, such as a general 
lack of mechanical skills, male-centered bike groups, 
a macho bike culture, and a lack of female mentors. 
“Pottering is about socializing, having fun, enjoying 

cycling across a broad age and physical ability range 
[…]. as such, i see its inclusiveness as a democratizing 
force in Japan.” 

Pottering has created a stir in Japan. ripple effects in-
clude the promotion of pottering by local governments, 
and bicycle magazines now target female readers, 
informing them of tours and cycling fashion and know-
how. an increase in the number of cyclists will put 
additional pressure on cycle paths—in Japan’s case, 
sidewalks—and also on administrations. thus, pottering 
can have beneficial effects for the establishment of 
facilities and infrastructure as more riders will be seen 
on the street. Peter smith believes that the “pottering 
move shows a desire for urban and multi-environment 
cycling,” and will hopefully have a positive effect on 
Japan’s cycling future. 

references: www.tokyobybike.com/ 



 
 

 
 

 
 

 
 

 

 

sølling Pedersen – timeless for more than a hundred years, 1978 
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Velo-City 
Vienna’S  
MarVelouS  
SeleCtionS 
selected by Andrea weninger 
and Ulla Thamm our 5 Most 

curious Bicycles 
of tHe eMBacHer 
collection 

our 10 beSt  

biCyCle SongS 
�

Binder & Krieglstein – fahrradlied 

skero – fuß vom gas 

Katie Melua – nine Million bicycles
�
red Hot chili Peppers – bicycle Song
�
yves Montand – la bicyclette
�
nouvelle Vague – i Just Want to ride My bike
�
sons of science – Motherfucking bike
�
skylar grey – C’mon let Me ride
�
tom Waits – broken bicycles
�
Mikill Pane – dirty rider
�

bonuS Video: 

Bat for lashes – What’s a girl to do 


our 5 

neW aSPiring 

CyCling CitieS
�

StoCkholM, sweden
�
oklahoMa City, usa
�

Bike friday 

all photos: © embacher-collection /  Bernhard angerer 
detroit, usa 
Vienna, austria
�
adelaide, australia
�

capo elite “eis” 
a strange Hybrid, 1966 

Buddy Bike 
equality on one Bike, 1988 

skoot Koffer-rad, 2001 

urBan cycling cultures – 71 



 

 

 

 
 

 
 

 

 
 

 

 

  
 

 

 

 

 

 

 
©

 M
ob

ili
tä

ts
ag

en
tu

r 
W

ie
n,

 r
ad

vo
ka

te
n/

Pe
te

r 
Pr

ov
az

ni
k 

gearing  uP 
For doUblIng
CyClIng In EUropE 

The mission of the European Cyclists’ Federation (ECF) is to double cycling (to at 
least an average 15% modal share) in the European Union by 2020 while halving cyc-
list fatalities. where are we now with these ambitions? A report by bernhard ensink, 
secretary general of the ECF and Velo-city series director. 
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Just before Velo-city Vienna 2013, ecf published the 
first eu cycling barometer. the goal of the barometer 
was to provide a europe-wide measurement of cycling 
infrastructures and to answer the question, where are 
the best places to cycle in europe? What should the eu 
do to achieve the ecf goals? this was the focus of the 
panel discussion on the last day of Velo-city 2013 with 
siim Kallas, vice-president of the european commis-
sion and the commissioner responsible for transport; 
two members of the european Parliament (MePs), 
Mathieu grosch of the european People’s Party and 
Michael cramer of the group of the greens/european 
free alliance; and two presidents of ecf member orga-
nizations, Marijke van Haaren from Dutch fietsersbond 
and ulrich syberg from german aDfc. 

600 million euro or 6 billion? 
likely in response to ecf’s “6 Billion” campaign, in 
which the ecf calls for the eu to invest 6 billion euro 
over the next seven years, Kallas stressed that the 
600 million euro already spent by the eu on cycling 
infrastructure between 2007 and 2013 is “no small 
money”. Michael cramer spoke in favor of a specific 
budget line for cycling in europe in order to give a 
signal to all member states. Budgets for cycling are 
always the most vulnerable to cuts during times of 
tight public budgets, says cramer. Van Haaren of ecf 
member fietsersbond showed what new investments 
in excellent high-quality cycling infrastructure could 
mean for cyclists. she showed the next level of cycling 
infrastructure in the netherlands: fast cycle routes for 
bike commuters. 

© city of Vienna, christian fürthner ec Vice-President Kallas invited the regional and natio-
nal authorities to submit concrete proposals. “We will Panel Discussion at Velo-city Vienna 

find european money for cycling projects if member 
states submit the right proposals,” said Kallas. the 
ecf already identified years ago a gap between the 
opportunities for eu co-funding for cycling infrast-

ructure and what member state administrations and 
regions actually put into their bids. the ecf is working 
to bridge this gap. 

economic benefits of cycling 
additionally, the panelists discussed one of ecf’s main 
lobby arguments - the huge benefits of cycling, such 
as those due to the daily physical activity of cyclists. 
ecf calls for including the benefits of cycling in the 
discussion on internalization of external costs of 
transport modes. ecf’s message in May 2013 to the 
54 transport ministers of the international transport 
forum was that they should invest more in cycling1. in 
Vienna, we heard again the concert of all the reasons 
for investments in cycling: greater quality of life, the 
human right of cycling2, and the strong return on 
investment due to the many health benefits of cycling.3 

already 1.3 million e-bikes on german roads 
ulrich syberg from ecf member aDfc referred to the 
fact that more than 1.3 million e-bikes are now on ger-
man roads without any public subsidy. He pointed out 
that a mere 7,000 e-cars received a total of 600 million 
euro in subsidies. the e-bike success story should 
be supported by public investments in better infrast-
ructure for cyclists. MeP Mathieu grosch welcomed 
the success of e-bikes and urged the inter-operability 
between national standards when charging e-bikes. 

Cycling in europe needs coordination at eu level 
syberg tabled the need for coordination of cycling 
policies at all levels. “the 2nd german national 
Master Plan 2013 – 2020 could serve as a blueprint 
for a european master plan,” he said. “the german 
government installed a national cycling coordinator 
within the ministry of transport for the coordination of 
cycling policies at national ministerial level.” syberg 
invited the commission to follow this example. While 
not strictly against it, Kallas foresees “huge resistance 

bernhard ensink stu-
died theology in germa-
ny and the netherlands. 
he is secretary general 
of the European Cyclists 
Federation since 2006. 
he was previously direc-
tor of the Fietsersbond 
and interim director 
of the milieufederatie 
groningen. he has 
been Vice mayor of the 
dutch City of Coevorden 
(1994-1998), where his 
responsibilities included 
public affairs, spatial 
planning, environment, 
housing and finance. 
Today he is a member 
of the city council and 
second deputy of the 
chair of the council of 
Coevorden. 

from member states” due to the subsidiary principle. 
But grosch supported syberg’s call. “support for eu 
cycling policy must come from the eu member states.” 
the cross-sectional approach we need for cycling on 
all levels is a key point in ecf’s advocacy work. cycling 
is important for many eu directorates in addition to 
transport. ecf contributions include the development 
of sustainable tourism with the euroVelo project for a 
network of long distance cycle routes across europe. 
We want this network included in the trans-european 
network for transport (ten-t) to unlock more co-fun-
ding from the eu for cycling infrastructure.4 

default of 30kmh in cities improves road safety 
Van Haaren called for a windshield airbag for cars. 
“life-saving technology should not only be there for 
the car passengers, but also for other road users.” 
initiated by the Dutch fietsersbond, a swedish-Dutch 
consortium has been working on the development of 
windshield airbags in recent years. the technology 
could enter the market by 2017. Van Haaren asked 
the commission to come up with a european stan-
dard. Kallas did not reply directly to this request, but 
stressed generally the higher probability of receiving 
national support when following the same objectives 
regarding road safety. cramer strongly supported the 
current eu citizens’ initiative for 30 kmh5 as the default 
speed limit in residential areas and called on the eu 
commission to follow the european Parliament’s rec-
ommendation on this from 2011. 

Cycling becomes mainstream world wide 
the hosting of Velo-city in Vienna symbolizes that 
cycling has become mainstream. “20 years ago, cycling 
was not an issue for parliamentarians,” grosch said. 
“now there is much support across all political 
parties.” yet cycling is still rarely a priority in eu 
policies and the policies of member states. of course, 
we do not forget the european countries that are not 
members of the eu. We also have members in norway, 
switzerland, albania, turkey, ukraine, and on other 
continents. We welcomed as new members this year 
thailand cycling club and Bike south australia. ecf 
discussed in a side meeting with representatives from 
five continents the federation’s initiative for a World 
cycling alliance. inspired by the challenge of main-
streaming cycling worldwide, in June 2013 i repre-
sented the ecf at the Berlin High-level Dialogue on 
implementing rio+20 Decisions on sustainable cities 
and urban transport. i am curious what the global 
state of cycling will be when we meet in May 2014 at the 
Velo-city global conference in adelaide, australia. 

1 ensink, B., neun, M., 2013, “letter to the Honourable Minister of transport. 
re: funding cycling infrastructure—time for national authorities to step-up!”, ecf, Brussels/leipzig. 

2 cycling economy 2.0, page 86 
3 Health Benefits & cycling economy, page 88 
4 http://www.ecf.com/advocary/eu-funding-2/include-eurovelo-in-ten-t/ 
5 http://www.greens-efa.eu/speed-limit-30-kmh-5212.html 
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by nektar duma 

roCk ’n’ 
roll 
Shkodra 

The City of shkodra in the north of Albania is famous for its cycling culture. 
shkodra is surrounded by natural and historical beauties. Its citizens are renowned 
for their fine sense of humor, excellent tastes, their love of arts and sports, and 
a high level of religious tolerance. Therefore, shkodra’s cycling culture could not be 
more eccentric and self-confident – just like the citizens of shkodra. 

the perfect cycling city is flat and compact, located on  
a lakeside and with three rivers flowing by. a castle on  
top of the highest of the close-by hills looks over the city  
and the seaside is just 25 km away, inviting cyclists for  
a refreshing swim after just an hour’s ride. the alps are  
located 60 km from the perfect cycling city and their  
high peaks are a tempting challenge for more adventu-
rous and tougher cyclists. the perfect cycling city is the  
rock’n’roll cycling city of shkodra! 

When car ownership was forbidden 
the high share of cycling is due to historical develop-
ments. During communism, car ownership was for-
bidden in albania and cycling was a common mode   
of transport in several albanian cities. two decades  
after the fall of communism in albania, owning a car  
is now perceived by most albanians (and most of the  
men in the Balkans) as a “dream that must come true”.  
thus, it is not surprising that prevailing albanian policies  
are car-oriented and that as a consequence tirana and  
other albanian cities have lost their cycling cultures.  
only shkodra managed to preserve its cycling culture.  

there are many identifiable reasons for this develop-
ment, for instance the economic situation. However, the  
main reason why shkodra’s cycling culture is still alive  
is the city’s self-confidence, its eccentricity, and its ac-

ceptance of cycling as a deeply rooted shkodran habit.  
every country has its driving force when it comes to 
cycling and every city has its very own cycling culture. 
in shkodra you can basically go anywhere by bicycle, 
although shkodrans prefer walking when going to 
school or university. When it comes to commuting 
to work, going by bicycle is very common. in many 
other aspects, cycling is as well a part of everyday life. 
shkodrans use the bicycle to meet friends, to cycle to 
the lake, go to the closest open market and bring back 
their shopping bags, or else use the bicycle or their 
self-built cargo bikes to sell goods. 

a living laboratory of shared space 
shkodrans don’t consider cycling a mission or a sta-
tement. they simply do it because cycling is the most 
convenient, pragmatic, and poetic way to get around. 
no matter what age or gender, everybody cycles in 
shkodra. this can be compared favorably to driving 
cars, which is mainly done by men. to cycle distances 
shorter than 500 or 1,000 meters is considered lazy; 
for trips of such short distances shkodra’s deeply-
rooted walking culture takes over. 

With only a few exceptions, you can cycle in shkodra 

on every street. shkodra is said to be a living laborato-
ry for shared spaces and shared streets. this requires 


mutual respect between all road users and requires 
that the road is shared by cars and bicycles at the 
same time without installing dedicated bicycle lanes. 

st poetic way to get around. 

cycling becomes less attractive if many rules have to 
be conveyed. still, while cycling on sidewalks is not 
common, bike racks on the sidewalk are tolerated and 
there are plenty of them. cycling too fast is considered 
irresponsible. the shkodran police accept contraflow 
cycling. Many more rules would drastically decrease 
the number of cyclists. the more cyclists you have on 
the street, the fewer cars you see and the cars you do 
see go slower. shkodran car drivers are often gentle 
and tolerant, but cycling is definitely making their life 
harder. they slow down or stop (without swearing) 

Cycling is the mo

nektar duma works at 
public services in the 
municipality of shkodra. 
he studied Architecture 
at politecnico di Torino 
and at the berlin Univer-
sity of Technology. du-
ring his studies, nektar 
became interested in 
the way citizens live 
their urban space. he 
is a member of mobility 
ngo go2 in Albania.  

every time they see a cyclist cutting the street without 
following the pedestrian crossings. this shared space 
concept creates funny situations in which two cyclists 
block an entire car lane, simply because they don’t 
want to interrupt their talking. 

Shkodra still faces plenty of challenges, though. 
the number of cars as well as car parking spaces is 
rising and has become a major problem. in a country 
with an economy in transition like albania, it’s hard to 
take quality measures. the growing number of cars 
will threaten the existing equilibrium and soon the 
municipality will have to go towards segregation or 
semi-segregation. the main question for shkodra is 
whether the city can preserve its sustainable urban 
transport profile. 

shkodra is located in the northwest of albania, close to Montenegro and Kosovo, and has 
about 120,000 inhabitants. the shkodrans are especially proud of their cycling culture. 
according to the ByPaD report from 2011, produced within the Mobalb project, the modal 
split in the city as follows: 44% walking, 29% cycling, 3% public transport. 
www.mobalb.al 
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Volunteers of cycling academy on a fieldtrip in seville 

VolunteerS of 
CyCling aCadeMy 

Instead of waiting for others to help them, young and active 
cycling advocates are helping themselves. ana Pereira 
reports on an extraordinary lifelong learning program. 
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ana Pereira, one of 
the very few cycle 
training instructors in 
portugal and an expert 
in the highway code, 
has  been promoting, 
defending, and serving 
cycling as a means 
of transportation & 
recreation for the last 
seven years. she has 
done so through 
personal initiatives, 
through Associação 
pela mobilidade Urbana 
em bicicleta mUbi 
(a cyclists’ ngo), and 
also through her com-
pany, Cenas a pedal. 
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Voca, Volunteers of cycling advocacy, is an internatio-
nal project mixing lifelong learning promotion activities 
together with cycling issues. Volunteer advocates from 
12 cycling ngos, some of which are 100% volunteer 
based, founded a network and a set of events meant 
to facilitate learning and sharing of experiences. Par-
ticipants came from seville, nicosia, Vienna, Dublin, 
copenhagen, Maribor, Prague, lisbon, Budapest, 
Bucharest, Poland, and Bulgaria. 

the need for stronger cycling advocacy organizations 
is obvious. cycling advocacy organizations need to 
be stronger in terms of their numbers as well as their 
political power, but we also need to become smarter in 
what we fight for, when we fight for it, and how. 

We need better skills 
so, we need better knowledge in infrastructure design, 
engineering, data, education, cyclists‘ needs, and poli-
cy. We need to know the facts! We need to know what 
works and what doesn‘t, where, and why. We need to 
know what is important. and we need better skills. in 
raising awareness, fostering cooperation, lobbying, 
fundraising, building and managing organizations. We 
need to know the best ways to engage people, to earn 
their sympathy and even maybe their interest in our 

cause, and to get things done. advocates also need 
to understand how they can attract talented people to 
their teams and how to keep them around. all so that 
we can get on the fast track, dodging obstacles and 
cutting through the many challenges in a quicker, chea-
per, more effective way, by learning from others. 

the meetings were the heart of Voca. We got together 
and shared the things we knew and the things we did. 
and we shared new experiences while on research 
and cultural tours, by bike of course. We also shared 
our knowledge of particular issues and our analysis 
of local conditions, such as cycling regulations, traffic 
laws, and accident statistics. and we‘ve had a few 
workshops delivered by people from outside Voca, 
particularly from the european cyclists’ federation. 

We also have had lectures from local professionals 
and have had the opportunity to attend local cycling-
related conferences and other events. We participated 
in parades and critical Mass rides, we visited bike 
shops and community workshops as well as festivals, 
museums, and fairs. and we have really talked and 
debated a lot, and have had good fun together, 
which is essential to build and keep long-distance 
relationships beyond the meetings. 

the network itself has been kept alive between events 
through online platforms: a wiki, a mailing list, and also 
a facebook group. the willingness of participants to 
take on responsible roles was high. 

finally, we got the opportunity to cycle in many dif-
ferent types of infrastructure and traffic and weather 
conditions, in both flat and hilly cities, like seville and 
lisbon, for example, and in cities with very different 
modal shares for cycling. 

VoCA was funded by the European Union 
through the grundvig program of lifelong learning. 

local change through international cooperation 
all the different experiences showed that many pro-
blems encountered were similar, even if at a different 
scale – but the overall growth of cycle culture europe-
wide was evident. a strong database of information on 
the Voca wiki has been established, including a great 
pictorial record, for use by other campaigners. groups 
in general have gotten stronger and have greater 
motivation as a result of cooperation and learning from 
each other. the Voca project has helped to create 
a real network of active advocacy groups who have 

also made strong personal connections. these people 
and their organizations, spread out through these 12 
countries, have thereby become more inter-connected, 
and have started cooperating on an international level 
to achieve local change. 

the Voca team would like to be able to continue the 
project beyond 2013, fine-tuning it to be more focused 
in its topics, with more practical workshops, and 
involving more countries. Voca started off as a unique 
transnational network of activists, communicating and 
cooperating in a direct and horizontal way, which is a 
great complement to european level representative-
type organizations such as the european cyclists’ 
federation. We believe it would be a valuable invest-
ment in the development of the cycling culture, 
numbers, and conditions of each country involved, 
and of the european union as a progressively more 
coherent whole. 
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CyCle ChiC’S 
by Joshua grigsby SuCker  PunCh  

whAT hAs Us EATIng oUT oF
mIkAEl ColVIllE-AndErsEn’s hAnd? 

cycling needs Mikael colville-andersen. in 2006, the 
canadian-Dane snapped a moody shot of a copen-
hagen street with a typically stylish female cyclist in 
the foreground. the so-called “photo that launched a 
million bicycles” became the foundation on which the 
now-global cycle chic phenomenon was built, mostly 
because colville-andersen, a born salesman, has an 
olfactory sensitivity to branding and marketing oppor-
tunities that would shame a bloodhound. He founded 
both the cycle chic and copenhagenize movements 
and is the ceo of the offshoot consulting firm copen-
hagenize Design co. the man’s talks on urban cycling 
are exciting, his interviews provocative, his blogs 
engaging and informative. He coins catchy isms in his 
sleep. His influence on what he refers to as Bicycle 
culture 2.0 is irrefutable and it’s hard to argue against 
colville-andersen as one of the founding fathers of the 
current urban cycling boom, a title given testament 
by the long list of international cycle chic blogs and 
events and “your city”-ize groups. still, something 
about Brand Mikael colville-andersen and its various 
subsidiaries begs the question of what all this sound 
and fury actually signifies. 

the devil ever pulled was 
ld he didn’t exist. 

sitting on the steps of Vienna’s city Hall, processing 
my thoughts after a lunch interview with colville-an-
dersen, it was Kevin spacey‘s voice that kept whispe-
ring in my ears, “The greatest trick the devil ever pulled 
was convincing the world he didn’t exist.”1  colville-an-
dersen had given his Velo-city plenary talk the day be-
fore, and to be honest i wasn’t sure what to make of it, 
or of him. He had the audience eating out of his hand, 

The greatest trick 
convincing the wor

knew when each laugh was going to come and how 
much to sell each punchline. He clearly relishes the 
role of entertainer as well as that of agent provocateur, 
but to what end? What is he really after? an hour of 
questions and conversation hadn‘t entirely cleared 
things up, and i was convinced only that the truth 
lay somehow in spacey‘s classic line from The Usual 
Suspects. i began to wonder if Mikael colville-ander-
sen might be more than just a cycling advocate. could 
he be cycling‘s Keyser söze2, pulling strings with such 
dexterity that the Western cycling world didn‘t even 
realize it had become his puppet? 

in his Velo-city talk, “Bicycle choreography: How 
remastering car cities through Design can transform 
and Modernize our urban culture”, colville-andersen 
claims that “we live in cities controlled by mathematical  
models, often bizarre and outdated: cost-benefit analy-
ses, feasibility studies, statistics, numbers.” Where was 
the human element? he asked. Why does the logic of 
urban planning not align with that of human observati-
on? Why doesn‘t urban design adhere to the same prin-
ciples that guide product design? Why don‘t transpor-
tation planners take their cue from gaston Bachelard 
and Michel de certeau? and, finally, “what would our 
streets look like if our main consultants were five year-
olds, 3rd  graders, and a 13th century religious dude?” 

colville-andersen counts among his inner circle of 
experts his five year-old daughter lulu-sophia, her 
brother felix, and the medieval monk and mathema-
tician William of ockham; the first two for their crystal-
line observations of the shortcomings of urban design 
and traffic engineering, unbiased by formal educations 
that have been teaching the wrong things for the past 

Joshua grigsby, born 
in the United states and 
now based in Vienna, 
is an urbanist, writer, 
and design consultant. 
Josh has a msc in Urban 
studies and is currently 
a ph.d. candidate in the 
department of geogra-
phy at the University 
of Vienna, where his 
research focuses on 
bicycle urbanism. The 
bicycle has been his 
primary means of trans-
portation since 2008. 

hundred years, and the third for his postulation that 
simple solutions are generally better than more com-
plex ones (though this axiom is to some extent a mi-
sapplication of ockham‘s work). for colville-andersen, 
a modern city is one that watches its people, listens 
to them, and acts in response to their needs. taking a 
cue from Danish design, streets and cycling infrast-
ructure should be elegant in their simplicity and in the 
obvious perfection of their function. if they require 
signs to be understood or if their logic isn‘t clear to a 
child, well, then they haven‘t been designed properly. 
you don‘t ask how to sit in a chair, you just sit in it. 

copenhagenize Design co. conducts projects such as 
the mapping of the behavior of cyclists at the busiest 
cycling intersection in copenhagen in order to identify 
desire lines that might suggest improvements to the in-
tersection‘s design. they called this not a traffic study 
but bicycle choreography. their point seems to be that 
human observation is basically the only tool required 
by urban researchers and that urban shapers need 
little more than a proper sense of user-oriented design. 
all a city needs to do is define its principles, observe 
whether the behavior of its people corresponds to tho-
se principles, and redesign its built environment and 
policies to correct behavior where it does not. echoing 
Field of Dreams, if you build it, they will come. 

it isn‘t coincidence that colville-andersen‘s ideas can 
be discussed via movie quotes. He studied literature 
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1 the usual suspects is a 1995 american neo-noir film directed by Bryan singer. it stars among others Kevin spacey. the film follows the 
interrogation of roger ‘Verbal’ Kint, a small-time con man who is one of only two survivors of a massacre and fire on a ship docked at the Port 
of los angeles. (http://en.wikipedia.org/wiki/the_usual_suspects accessed on 23 august 2013) 

2 according to petty con artist roger ‘Verbal’ Kint (played by Kevin spacey), Keyser söze is a crime lord whose ruthlessness and influence have 
acquired a legendary, even mythical, status among police and criminals alike. the character has placed in numerous ‘best villain’ lists over the years. 
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by Andrea weninger 

Vienna iS on itS Way
� u
P


�

i was not yet born in the 1950s, nor was colville-an-
dersen. Which means neither of us knows firsthand 
what Vienna looked like after being bombed during 
World War ii or how it was rebuilt bit by bit. as a child 
of the 1970s, i remember being fascinated by the 
construction of Vienna’s subway and enjoyed riding it. 
today, as a traffic planner, i am glad that Vienna’s old 
fashioned ways or slowness caused the city to retain 
its tramway system after the war instead of eliminating 
it like many german cities did due to bomb damage, 
lack of money, and increase of motorization. Vienna’s 
modal share in public transport, the city’s livability, and 
its healthy living environment are enviably high. cer-
tainly there is a lot to do when it comes to cycling in 
the next years. and for sure it makes sense to reconsi-
der city plans according to all modes of transport and 
to be fierce when doing so. to enforce comparisons 
of cycling in Vienna with its own history or with other 
cities such as copenhagen won’t help much. Vienna 
needs to develop its own cycling culture. and as a 
cycling city, Vienna is most certainly on its way up. 

and is a filmmaker by trade, having previously worked copenhagen and you might just become as effort-
for the Danish Broadcasting corporation. His educa- lessly hip as we are. and this is when i realized that 

network contribute mightily to making cycling the only do with desire. 
practical option for getting around. Design helps, but 
the lack of competition might better explain the high Much of colville-andersen's work is creative and 
rate of cycling in the Danish capital. thought-provoking, and while his ill-advised oversteps 

and occasionally tactless flair for the hyperbolic might 
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tion in planning and transportation has been acqui-
red informally as his cycling endeavors have gained 
popularity. as a result, holes in both his knowledge of 
history and his understanding of urban phenomena 
occasionally undermine his narratives. 

Colville-Andersen is a salesman and his 
medicine goes down easy. 

for example, he uses the “fact” that streets have been 
democratic public spaces for 7,000 years to support 
his argument that streets should be designed with 
the experience of humans more in mind. Which would 
be fine except that it isn‘t true. in another instance, 
colville-andersen explains that it is the seductiveness 

colville-andersen isn‘t, as he‘s been called, the pope 
of urban cycling. He‘s not Keyser söze — he’s Verbal 
Kint2, using narrative sleight of hand to weave a tale 
so compelling you can’t not believe it. Because cycle 
chic‘s sucker punch is that if everyone buys it, nobody 
will have it. 

to be sexy, hip, cool, or chic is to be exceptional. 
colville-andersen sells you sexy, but if enough people 
buy it what you‘ll end up with is the normalization of 
urban cycling. and that‘s his goal. that‘s the who-
le point. He tells cities that what makes cycling in 
copenhagen so exceptional is its normalcy. Make the 
bike a tool, a mobility appliance, a vacuum cleaner, 
something you use without thinking twice about it. He 
puts the truth right in front of you, knowing you won‘t 
see it. Knowing you‘re too riveted by the pretty girls 
and the pretty boys, sharp dressed all of them. Kno-
wing that poetry and choreography and philosophy and 
fashion have little to do with cycling and everything to 

of good design that compels copenhageners to cycle 
year-round in a cold, windy, and sometimes snowy cli-
mate. He fails to mention that extremely high taxes on 
private automobiles and copenhagen‘s generally poor 
(yet still inexplicably expensive) public transportation 

Proponents might say that colville-andersen brings 
a fresh perspective and common sense to traffic 
planning, and that by focusing on bicycle culture he’s 
widened cycling’s appeal. opponents might claim that 
he peddles pseudo-science, and that his bobo-centric 
social impact is more style than substance. none of 
this really matters, though. Mikael colville-andersen is 
a salesman and his medicine goes down easy. He sells 
cycling to non-cyclists and a vision of urban livability 
to cities desperate to realize one. strictly speaking, it 
isn‘t even cycling that he‘s selling, it‘s coolness. the 
chance to be one of the popular kids. Do as we do in 
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induce eye-rolling and head-shaking, let's not throw 
the baby out with the bath water. Because whether 
he's really an expert on cycle planning or even quali-
fied to advise cities is beside the point. cycling needs 
Mikael colville-andersen because his unparalleled gift 
for selling a dream on the back of a bicycle might just 
lead to his doing more to normalize urban cycling than 
anyone else on the planet. By posing as the king of 
cool, he might just become ceo of the status quo. and 
in the end we'll thank him for it. the greatest trick the 
devil ever pulled, indeed. 

In an interview with the Austrian daily newspaper 
Der Standard, mikael Colville-Andersen ruffled 
more than a few feathers by saying that Vienna 
had been gang-raped by cars. And he insists that 
Vienna’s traffic planning is outdated and stuck in 
the 1950s. 
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CyCling Story

of gdanSk ´


Cycling is an indispensable tool of sustainable urban 

development. Maciej lisicki, Vice mayor of gdańsk, 

poland, tells us about a multilayered cycling approach.
�
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gdańsk takes account of the future by reserving space to further expand the public transport network. 
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gdańsk with its nearly half-million inhabitants, is a ma-
ritime capital of Poland, a major economic, academic, 
and cultural center, and a popular tourist destination. 
for many centuries, this Hanseatic city played a key 
role in the exchange of ideas between northern and 
Western europe and central and eastern european 
countries. today gdańsk is the capital of the Pomera-
nian Voivodeship and an important administrative hub. 

for a fair number of years now, gdańsk has been 
ambitiously realizing european commission’s indica-
tors towards the development of a new urban mobility 
culture. as such, the city started to assume the role of 
“the cutting edge of innovation” vis-à-vis other Polish 
cities. in 2009, we were the first city in Poland to sign 
the charter of Brussels, hence committing ourselves to 
increase the share of cycling to 15% by 2020. 

gdańsk is dedicated to active mobility understood as 
the development of cycling and walking, either as indi-
vidual modes of transport or in connection with mass 
transit. the fast urban railway (SzybkaKolejMiejska 
– SKM) is the public transport backbone connecting 
not only the individual districts of the city of gdańsk 
but also the neighboring town of sopot and the city of 
gdynia. sKM allows free-of-charge bicycle transport 
during the summer season and charges only 0.25 euro 
during the rest of the year. 

gdańsk features a modern ticketing policy for 
trams and buses 
However, it is the dense network of trams (116.7 km) 
and buses (803 km) permitting passengers to reach 
almost any corner of the city which has become the 

Maciej lisicki is Vice 
mayor of gdańsk, 
deputy president of 
the City of gdańsk, and 
president of the polish 
Union of Active mobility 
(pUmA). he graduated 
from the Faculty of Civic 
Engineering of gdańsk 
University of Technolo-
gy and completed the 
postgraduate school of 
history of gdańsk Uni-
versity. lisicki is respon-
sible for the manage-
ment of public services, 
for the improvement 
of the city’s transport 
system, and for housing 
development as well 
as for the planning 
and management of 
gdańsk’s water supply 
and sewage systems. 

key element of transport. the city invests in quality – 
122 low-floor trams constituting 74% of all rolling stock
as well as 100% modern buses make gdańsk Poland’s 
leader in this field. the fact is best demonstrated by 
the independent survey on the perception of quality of 
life in european cities, which revealed that satisfaction
with public transport in gdańsk in the 2006-2009 
period had indeed increased by 6%. 

a modern ticketing policy proved to be yet another im-
portant element to encourage the use of public trans-
port. in 2006, the price of a monthly pass equaled 
that of 94 single tickets, while only 34 single tickets 
could be purchased for the cost of a monthly pass in 
2012. the population’s acceptance of this policy was 
reflected by an increase in monthly pass sales by up to
15.7% from 2007 to 2012. in its public transport policy
the city takes account of the future by reserving space
to further expand the transport network. 

the importance of improving public space 
the city very quickly discovered parking policy as a 
useful tool to nurture a new mobility culture. 

 

 

 
, 
 

The introduction of high parking rates as well 
as the systematic increase of car-free streets in 
the city center further helped to improve public 
space quality. 

an audit implemented in line with the international 
Bicycle Policy audit (ByPaD) method proved a turning 
point for further development of gdańsk’s cycling po-
licy. the audit‘s final report identified a need to realize 
infrastructural, promotional, educational, political, and 

organizational activities. ByPaD was followed by the 
appointment of a bicycle policy advisor to the mayor 
as well as the creation of an additional municipal 
department specifically devoted to implementing ac-
tivities on behalf of cycling policy – the active Mobility 
Department. extra-structural funds played a consider-
able role in achieving the city’s aims. thanks to monies 
amounting to 58.5 million euro over the 2007-2014 
period, the following infrastructure facilities were 
provided: 107 km of cycle tracks, 432 km of calmed 
streets (over 30% of the city’s total street network), 
contra-flow cycle tracks, cycling and pedestrian lanes, 
and bicycle parking. 

the city earmarked 5.2 million euro for the promotion 
of cycling. this amount permitted conducting a wide 
range of promotional and informational campaigns for 
the citizenry as well as for the organization of the first 
active Mobility congress in 2010. its fourth edition 
took place in 2013 and was the biggest-ever event of 
this type in central and eastern europe (www.kongres-
mobilnosci.pl). 

the underlying idea of the active Mobility congress 
is to highlight the benefits of promoting various 
forms of active mobility among the citizens of Poland. 
the initiative is closely related to the intention, based 
on international models, of preparing Polish local 
governments for an effective use of eu funds during 
the 2014-2020 period. the active Mobility congresses 
mainly target local government officials and administ-
rators, policymakers, city planners, traffic management 
experts, and cycling promoters. 
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gdańsk received the “golden Spoke” award 
in addition, the scope of infrastructure activities is 
determined by the project “gdańsk’s Bicycle tracks 
system” (System TrasRowerowychdlaGdańska - STeR). 
ster is an outcome of joint efforts of the Pomeranian 
population, developed through a national-scale social 
participation process over a two year period: inhab-
itants of gdańsk, representatives of neighboring rural 
municipalities, non-governmental organizations, city 
and district councilors, representatives of public insti-
tutions as well as private entrepreneurs equally contri-
buted to the formulation of guidelines and the range of 
activities for ster. for this model social participation 
process, gdańsk received the special “golden spoke” 
award. the final document was approved by the 
gdańsk city council and is to serve as the basis for 
the creation of the ster realization strategy. 

under the new financial framework 2014-2020 of the 
european union, gdańsk plans to undertake pro-cy-
cling investments (included in ster) whose scale may 
become unique in central and eastern europe. they 
shall e.g. comprise the creation of 100 km of bicycle 
tracks and 25,000 parking slots for bikes to the tune of 
35 million euro. over 70% of the city’s street network 
will be calmed and transformed into 30km/h zones. 
as a first in this part of europe, bicycle highways will 
be created along newly-built main roads. While the 
city will gain a new image of citizen-friendliness, it will 
also be closer to meeting the ambitious targets of the 
charter of Brussels. 
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Based on the experience of cities, regions, and 
countries that have been successful in maintaining 
high quality of life, we decided to refrain from segre-
gation and instead opted for holistic approach as 
well as for intensified dialogue with our citizens. 
therefore we have begun to pay particular attention 
to the upgrading of public space quality rather than 
merely introducing new infrastructure elements. the 
city of gdańsk appreciates the role of active mobility 
promotion, which is bound to result in an improvement 
of the physical health as well as of the economic 
wellbeing of our residents. We recognize the need for 
sustaining our efforts, which will eventually lead to the 
creation of a city that embraces both its youngest and 
oldest residents. 
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CyCling eConoMy2.0

ThE hUmAn rIghTs ApproACh 

human rights is a premium argument for investment 
providing the overarching objective and global approach 
that is so badly needed in order to develop more solid 
and sustainable economic concepts. As president of the 
European Cyclists’ Federation, Manfred neun works 
to bridge the gap between cycling advocates, industry, 
politicians, and experts. 

the CyCling eConoMy grid 
the tool for strategic investments in quality of life	�

active Mobility 	
the human sized category in transport;	�
the opposite of energy dependent passive mobility; 
the healthiest transport mode when practiced in a safe public space; 
a human need and right – for young and old alike; 
Highest potential of growth through cycling; 
the conceptual link between human rights and cycling. 

since 2011, when i introduced the first “cycling 
economy” framework, we have seen how experts 
and partners have responded, widening the frame for 
investments in cycling and bringing together all the 
components i highlighted. 

this is exciting for me and for the european cyc-
lists’ federation (ecf). We can and must launch new 
thinking about cycling that keeps it at the forefront of 
political thought. the cycling economy framework has 
developed well alongside other key concepts such as 
“active Mobility” which was introduced to the interna-
tional transport forum by the ecf in 2011. Both have 
been widely adopted because of the global demand for 
new transport solutions. 

a new economic model that serves the needs of 
people, not financial institutions 
However, two years later i realise that this is not 
enough. the economic crises of the recent past have 
made it increasingly clear that we need a new econo-
mic model for our society that puts people, not financi-
al institutions, at the core. in the last year i have been 
powerfully inspired by thinking that puts human rights 
at the heart of economics and active mobility and this 
encouraged my speech at Velo-city 2013, “cycling, the 
Best investment to combine economic Benefits and 
Quality of life”. in this speech i invited the delegates to 
join me in developing a new tool, the “cycling economy 
grid”, which brings together my earlier thinking with 
the principles of human rights. 

Cycling is the perfect fit 
any investment has to respect human rights. and 
cycling, as it turns out, is the perfect fit: it has the 
potential to provide economic benefits as well as 
the recognition of human rights. therefore, in order 
to make better economic decisions, we have to ask 
ourselves the following questions: 

»  Have our existing human rights previously been rec-
ognised? if not, we have to insist that this changes. 

»  is there a human right to cycle? if yes, then all (pu-
blic) investors in urban and transport development 
must respect this right. 

Based on these questions we will develop a new frame-
work for all investments, which hopefully will ultimately 
result in a new economic model.	�

i must credit the source of my inspiration, Paul tranter 
from the university of new south Wales. His presenta-
tion at Velo-city global 2012 Vancouver on the human 
rights of children complemented so perfectly the work 
i had done in preparing ecf’s “charter of Vancouver”. 
tranter’s concept that established three criteria for the 
respect of human rights – protection, provision, and 
participation – was the perfect match and subse-
quently enabled me to bring wider concepts about 
the impact of cycling on sustainable development to 
the World forum on Human rights shortly before the 
Velo-city conference. 

the Cycling economy grid: bringing it all together 
i recognize that the analysis of children’s rights and 
behaviours has deep roots and has been the subject 
of scientific research by many professionals around 
the world, and the story will go on. so here we can see 
excellence growing that we can build on. 

now i want to combine this work with economic and 
investment thinking that our community can use. this 
is the origin of the cycling economy grid. With it we 
can identify who the actors are, why the economic 
effects are so great, what new leverage is created, 
why we can expect further increases, and how human 

rights for active mobility deliver a new approach for 
decision makers which cannot be neglected in budge-
ting and investing at all governmental levels. 

this is another inspirational new step for me, but 
equally exciting is that it presents further opportunities 
for ecf to work in a collaborative, open source way 
with all our partners to turn this into a shared resource 
that can continue to improve the way we think about 
cycling investments. consider for a moment the ele-
ments and experts we can bring together to create a 
new way of thinking: 

»  from human rights we bring protection, provision, 
and participation as top-level concerns; 

»  as actors we bring public authorities, urban mobility 
experts, and cycling businesses; 

»  and as assets we bring all the cycling issues we 
have jointly worked on, plus those central to sustain-
ability and society. 

a global approach 
My objective is to develop the cycling economy grid 
into a powerful tool for decision makers and investors. 
Human rights is a premium argument for invest-
ment providing the overarching objective and global 
approach that is so badly needed in order to develop 
more solid and sustainable economic concepts. 
ecf’s ongoing research and development of this 
concept will lead to the publishing of more content on 
our website. the cycling economy grid is one of the 
key subjects i will be working on with our partners in 
the “scientists for cycling network” and at our sympo-
sium and events in coming years. Based on the cycling 
economy framework, our message is as simple as it is 
powerful: respect cycling – invest in cycling – build a 
cycling friendly world! 
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by Francesca racioppi, Christian schweizer, nick Cavill, bas de geus, 
John parkin, martin held, robert Thaler, harry rutter, and Adam bodor 

ThIs rETrospECTIVE sUmmAry oF ThE podIUm 
dIsCUssIon “hEAlTh bEnEFITs And CyClIng EConomy”
AT VElo-CITy VIEnnA 2013 proVIdEs InsIghT InTo ThE
lInks bETwEEn CyClIng And hEAlTh And ThE InTrInsIC
bEnEFITs oF CyClIng. 

there is a large and growing body of evidence that 
demonstrates conclusively cycling’s conduciveness 
to good health and economic vitality. this evidence 
should form the basis of effective policy approaches. 
the session “Health Benefits and cycling economy” at 
Velo-city Vienna 20131 provided a unique combination 
of scientific rigour and political perspectives on this 
topic and shined a light on the interfaces between 
knowledge development, its packaging for practition-
ers and policy makers, and policy actions at national 
and local levels. the session benefited from contribu-
tions by health scientists, who critically investigated 
the most recent evidence on the links between cycling 
and health; transport economists, who highlighted how 
cycling should be amenable to economic assessments 
just like other transport modes; and policy makers, 
who brought their practical experience and their need 
for information and evidence to support policy action 
and investments in cycling. 

chaired by francesca racioppi from the World Health 
organization (WHo), regional office for europe, the 
session began with a presentation by christian schwei-
zer (WHo, regional office for europe). schweizer 
provided an overview of the links between cycling and 
health and highlighted the effect of cycling  on reducing 
total deaths. this offered the epidemiological evidence 
underpinning the WHo Health economic assessment 
tools (Heat) for cycling and walking. the Heat is an 
innovative and  easily accessible online tool for  estima-
ting the economic value of reductions in mortality from 

The benefits of being physically 
active on a daily basis greatly 
outweigh the costs. 

regular cycling and/or walking and was developed 
within the framework of the transport, Health, environ-
ment Pan european Program (tHe PeP). 

nick cavill (cavill associates) followed, illustrating 
examples of how the Heat has been used in diverse 

contexts including: cycling infrastructure at city level 
(e.g. in Parnu, estonia; Modena, italy; Palma, spain); 
awareness-raising initiatives on the health bene-
fits of cycling (glasgow, uK); the health impacts of 
public transport policies (Boston, usa); investments 
into winter cycling for commuters (Kuopio, finland); 
methodological tools for transport planners (uK De-
partment of transport); and a national cycling master 
plan (austria). While positive overall, this experience 
indicates that challenges remain in terms of identifying 
information on cycling travel patterns, interpreting the 
results of Heat analyses, and gaining political support 
for cycling. 

the discussion broadened to address a key question 
for policy makers: is it safe to support investments in 
cycling in the context of concerns that cyclists may be 
exposed to increased health risks from injuries and air 
pollutants relative to other road users? over the last 
few years, this question has witnessed a flourishing of 
research, the main outcomes of which were reviewed 
by Bas de geus (Vrije universiteit Brussel, Belgium). 
though results are highly context specific and influ-
enced by methodological choices (e.g. the inclusion of 
non-fatal injuries of low severity), Bas demonstrated 
that the  benefits of being physically active on a daily 
basis greatly outweigh the costs. although the costs of 

The hEAT is an innovative and 
easy accessible online tool. 

cycling injuries, road infrastructure, and air pollution 
are considerable, the benefits to health are far more 
significant. these findings should stimulate policy 
makers to increase safety for cyclists and improve 
urban air quality in order to maximize the health bene-
fits of cycling. 

a discussion about cycling and economy would be in-
complete if not anchored to transport economics. John 
Parkin (london south Bank university, uK) drew atten-
tion to the fact that, while recent research has mostly 

1 this session was organized in cooperation with ecf’s scientist for cycling network. 

urBan cycling cultures – 89 



 
 

 
 

 
 
 

 
 

 
 

 
 

 
 

  

 
 

 
  

 

 

 

is safe 

helps promote physical activity 

supports the economy 

emits zero emissions 

saves space 

burns calories 
produces no noise 

reduces stress 

is enjoyable 

strengthens immune systems 
increases physical fitness 

lowers risk of coronary heart disease 

is inexpensive and affordable 

focused on economic evaluations of cycling based on 
external aspects to its users (i.e. through reduced car 
use, congestion, and emissions), greater efforts are 
needed to understand the “intrinsic” benefits of cycling 
to those who choose to cycle, rather than to those 
who benefit from others’ choices. for example, travel 
time savings are one of the key arguments to support 
the economic soundness of transport investments; 

The cycling sector adds to the 
Austrian economy nearly 900 million 
euro and supports 18,000 jobs. 

but there is a need to develop better understanding of 
the nature of travel time savings to cyclists. in many 

circumstances (i.e. good travel ambience), cyclists 
may perceive the time  they spend cycling positively, so 

that this outweighs time savings  in monetary terms. 
adding to these considerations, Martin Held (Protes-
tant academy tutzing, germany), noted that since it is 
important to be physically active, the opportunity cost 
of time spent in passive mobility (e.g. in a car) would 
still need to be compensated with time spent on phy-
sical activity. in turn, this would greatly diminish the 
value of time savings through motorized transport. 

greater efforts are needed to under-
stand the intrinsic benefits of cycling. 

Bringing these scientific discussions into the realm 
of policy making, robert thaler (austrian Ministry of 
agriculture, forestry, environment, and Water Mana-
gement and present chairman of tHe PeP) provided a 
compelling overview of how policy makers can develop 
evidence-informed policies and create a national policy 
framework that sustains local action. this was illust-
rated through the example of the ambitious austrian 
Master Plan for cycling, which aims at doubling austrian 
national cycling share from 5% to 10% by 2015 through 
the implementation of a package of 20 measures. in 
addition, the “Klima: aktiv Mobil” national program 
provides a robust basis to motivate and support cities 

and regions, companies, leisure and tourism, schools 
and youth to develop and implement environmentally 
friendly mobility measures, particularly by providing 
the financial means to implement programs and invest-
ments for cycling. thaler also shared the results of a 
study jointly undertaken by the Ministry of environment 
and the chamber of commerce on the “cycling sector 
as economic factor in austria”, which estimated that 
the cycling sector adds to the austrian economy nearly 
900  million euro and supports more  than 18,000 green 
jobs. He also mentioned the positive role played by the 
Heat in building up political support for the imple-
mentation of the austrian Master Plan for cycling. 
furthermore, he stated that austria has also developed 
a Heat version for application at company level. 

adam Bodor (european cyclist federation, ecf) 
closed the series of presentations on a positive note, 
highlighting the european financial opportunities for 
cycling-related development measures. the ecf is 
targeting 6 billion euro of eu funding in support of 
cycling between 2014 and 2020 (ten times more than 
the current level) in order to double europe’s share of 
cycling by 2020. achieving this level of cycling will re-
quire influencing decision makers, who in turn have to 
take into account all external costs and benefits when 
deciding on investments. 

in drawing up the final conclusions from the session, 
Harry rutter (london school of Hygiene and tropical 
Medicine, uK) remarked that attention needs to remain 
focused on strengthening the scientific basis and cri-
tical thinking underpinning the links between cycling, 
health and economics. the scientific community must 
be aware of the needs of policy makers and develop 
better skills and capacity to communicate and share 
its findings, as well as tools to facilitate their fruition 
by policy makers and practitioners at the national 
and local level. We should find new ways of thinking 
and framing, and move away from traditional ways of 
assessing the transport system, based on motorised 
transport modes. cycling must be valued for its own 
intrinsic benefits. 
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by Ine bosmans & marjan Frederix
�

CyCling on 
PreSCriPtion 
should a doctor write a prescription for cycling? 
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 When Mobiel 21 started the cycling school for adults 

in the city of leuven in 2012 they aimed to expand the 
travel options of citizens who didn‘t know how to cycle. 
after only a couple of months it became clear that a 
number of participants didn‘t join the cycle school just 
to improve their mobility. During its first year, 10% of 
the cycle school’s participants signed up after recei-
ving a doctor’s prescription to exercise. 

A bike ride a day keeps the doctor away. 

Moving on prescription is an initiative from the com-
munity Development of the province of Vlaams-Bra-
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bant and a local community work program. this pilot 
participation project was launched in leuven in 2009 
and focuses on socially vulnerable people. When 
consulting a doctor in the local health centre, patients 
can receive a prescription to exercise more for health 
reasons. a physical coach is then appointed to the 
patient to assist him or her in finding a sport that fits 
him/her the best. the physical coach intensively fol-
lows up on the patient by means of a weekly contact to 
talk about progress and wellbeing while practicing. for 
many patients, cycling seems to be an easy solution 
as it is a sport you can do anytime of the day, and you 
can do it individually or in a group. the most important 
asset of cycling is that you can implement it in your 
daily lifestyle. for every short trip you can jump on 
your bike and it doesn’t even feel like a real workout. in 
this way, cyclists easily reach the 30 minutes of daily 

physical exercise recommended by the World Health 
organization. at Velo-city Vienna, ideas about cycling 
and health benefits were exchanged. Here are some 
main conclusions: 

doctors are the first to keep a healthy lifestyle 
Doctors should be involved more as a communicati-
on channel to patients. they could help spread the 
message of cycling as a habit that maintains a healthy 
lifestyle. Despite the evidence from enormous amounts 
of research on health effects of cycling, it is rarely 
seen as a medical solution. What can doctors do to 

92 – tHe sounD of cycling 

rectify this? 

» Doctors should be model of healthy lifestyle, and 
could choose to do their home visits by bike. 

» Waiting rooms can be decorated with informational 
material on cycling and its various health benefits. 

» Doctors can also go on cycling tours with patients 
and explain cycling’s health benefits while riding, 
using cycling as a mobile consultation. as an exam-
ple, general practitioners in solothurn, switzerland, 
take their patients on healthy “Doctours”. 

» Doctors could be involved in campaigns and actions 
from advocates of cycling or health. 

» Doctors could work together with physiotherapists 
on a long-term basis. 

bike ownership is a key factor 
Bike ownership seems to be a barrier for many people. 
People with inactive lifestyles do not always have 

ine bosmans and  
Marjan frederix both 
work for mobiel 21,  
a belgian nonprofit 
organization. Ine’s main 
tasks are sustainable 
mobility education and 
campaigns. she is  
primarily involved in 
mobility education for 
schools, but she also 
coordinates the cycling 
school for adults in  
leuven. marjan is 
project officer for cam-
paigns and education. 
her specialties are in 
the field of mobility 
management initiatives 
on different levels. 

the right equipment to be active. Patients should 
have easy access to materials for try-out purposes. 
one idea is to strike a deal with a health insurance 
company to give patients for whom more activity is 
medically recommended access to a bike. some cities 
or municipalities can offer citizens a discount when 
they buy a new bike. 

ibike? 
nowadays, we are evolving toward a more digital 
world. can applications (apps) and other digital tools 
convince people that cycling is healthy? Personal apps 
are certainly a viable method of encouraging people to 
cycle, e.g. the american app “My fitness pal” combines 
numbers and a personal approach in one tool. 

Cross-sectoral approach needed 
it is important to get various parties and departments 
of a city or state around the table. cycling has a strong 
connection with other themes like health, environ-

ment, work, social inclusion, and urban planning. 
Besides, over two-thirds of the world‘s population live 
in countries where overweight and obesity kill more 
people than malnutrition. the bicycle can be part of a 
new sustainable development including a high-quality 
improvement of public health. Doctor’s prescriptions 
for cycling or walking could be combined with a coa-
ching program. today’s agenda of physicians should 
focus not only on making you healthy, but keeping you 
healthy in the first place. 
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auStrian aCadeMia 

giVeS SCientiStS
for CyCling netWork 
by manfred neun a PuSh! 

from copenhagen to Vienna: within only three years 
the european cyclists’ federation’s (ecf) global 
network “scientist-for-cycling” (s4c) has become a 
dynamic interdisciplinary collaboration of professionals 
in both natural and social sciences worldwide. the 
now-traditional members meeting on the day before 
the conference begins was held this year at the Vienna 
university of technology, where valuable presentations 
took place. 

this significant step forward was already initiated when 
ecf and the Velo-city Vienna team started more than 
one year before the Vienna summit to invite austrian 
universities to use the momentum of the conference 
for their own cycling-related research and lectures. and 
they made the most of the opportunity with workshops, 

papers, and lessons before the conference while  
also preparing workshops for the Velo-city program. 
the academic collaborations before and during Velo- 
city were highlighted by the plenary speech of georg 
Hauger, a remarkable contribution for all participants. 
additionally, Manfred neun’s launching of the “cycling 
economy 2.0” (see article on page 86) is part of the 
s4c content development on cycling‘s key-issues.1 

and the approved collaborations will go on: setting 
agendas for cycling related research is the target of the 
next s4c events. 

1  the science Behind Doubling cycling – Presentations:  
 http://www.ecf.com/events/the-science-behind-doubling- 
 cycling-in-europe-academic-workshop/ 

inSPiring WorkShoP 
of eCf’S CitieS for CyCliStS netWork
�
by bernhard Ensink 
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one of european cyclist’s federation’s (ecf) side network agfs from north rhine Westphalia, u.s. city 
of austin, and the green lane Project, which works 
with six leading u.s. cities. 

scheduling workshops for ecf networks on the day be-
fore Velo-city opens has successfully met the demand 
of interactive life sessions to learn from each other and 
intensify the networking within the networks. 

More about ecf’s global network cities for cyclists: 
www.ecf.com/projects/cities-for-cyclists/ 

events on the day before Velo-city 2013 opened was an 
inspiring workshop of ecf’s global city network,  “cities 
for cyclists”. this was followed by the reception in 
the evening from the host city and ecf-invited special 
guests. the participants of the workshop came from 
cities for cyclists members ferrara, Munich, Vienna, 
Brussels, Helsinki & finnish cycling Municipalities, 
nantes, stockholm, Mecklenburg-Vorpommern, an-
dalusia region, and invited guests from, among others, 
the region of utrecht, Budapest, adelaide, the city 
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acceptance of measures: 

Safety strategies of e-cyclists (in %),  figure 1 rating of bike infrastructure and e-bike policies (in %), figure 2
�

Dismount in crowded pedestrian areas 22 14 8 57 e-cyclists should rather use female 64 14 17 5 

sometimes cycling on pavement 22 8 28 42 the road than bike paths male 52 11 18 20 

always cycling on bike facilities 62 15 15 8 the use of bike paths female 19 17 8 56 

give way to cars when necessary 8 11 5 76 should be compulsory male 29 4 10 57 

respect pedestrians 3 97 Bike infrastructure is female 8 21 17 53 

Bike defensively 8 8 24 60 too narrow for e-bikes male 19 11 23 47 

Break in good time 3 5 19 73 e-bike speed limited female 28 8 17 47 

adapt speed to the situation 3 5 11 81 to 25 kph. male 38 19 8 35 

n = 34 active e-cyclists n female = 36, n-male = 91 definitely no probably no probably yes definitely yes definitely no probably no probably yes definitely yes 

 
 

 

 
 
 

 

 
 

 
 

by sandra wegener, michael meschik & Ulrike raich 

 
rising numbers of cyclists in our cities are a challenge for road users as well as 
for bicycling infrastructure, especially when more and more cyclists use electri-
cally supported bicycles (pedelecs). The quicker acceleration of these pedelec 
riders can cause conflicts with other road users who are used to slower cyclists. 
A field study in klosterneuburg and Vienna by the University of natural resources 
and life sciences, Vienna, provides an overview on the risk potential as well as 
legal and infrastructural requirements of e-cycling.
�

Within the research project seeKing1, conventional 
cyclists and e-cyclists were interviewed about their 
cycling expertise, their experiences, interactions with 
other road users such as car drivers, pedestrians, and 
cyclists, as well as about their strategies to ride safely 
in road traffic. Between the different parts of the face-
to-face interviews, participants had to pedal through 
test rides on a set course with both ordinary bicycles 
and pedelecs. Different sets of data of the bicycles 
were recorded during the test rides, such as speed or 
three-dimensional acceleration to analyse the driving 
dynamics and handling of the bikes. 

this article focuses on the results of the interviews, 
especially on participants’ attitudes regarding traffic 
safety issues. topics addressed are perception of 
personal safety on the road, safety strategies related 
to safe and anticipatory cycling (appropriate speed, 
slowing down in critical situations, etc.), and assess-
ment of possible sources of risks for (e-)cyclists. 
two thirds of the test persons (n = 127) had expe-
rienced a conflict or dangerous situation with another 
road user in the past while cycling. the group most 
frequently mentioned was car drivers (male cyclists 

bikeS
Sandra Wegener, 
Michael Meschik, 
and ulrike raich work 
at the Institute for 
Transport studies at the 
University of natural 
resources an life 
sciences, Vienna. 
sandra wegener is a 
senior researcher with a 
focus on mobility beha-
vior and sustainable and 
active mobility. michael 
meschik is assistant 
professor and has lec-
tured on non-motorized 
transport and traffic-re-
lated environmental 
impacts for more than 
twenty years. 
Ulrike raich is a 
scientific assistant. 
her research focus is 
on transport planning, 
mobility behavior, 
economic and ecologi-
cal traffic effects, and 
mobility management. 

55%, female cyclists 44%), followed by other cyclists 
(males 30%, females 36%) and pedestrians (males 
29%, females 25%). Women felt safer on a conventio-
nal bicycle than on an e-bike. the female participants 
seemed to be more concerned about their personal 
safety in general because they wear cycling helmets 
more often than male cyclists, who would rather use a 
cycling helmet when riding an e-bike than when riding 
a conventional bicycle. 

the safety strategies of the active e-cyclists interview-
ed (34 e-cyclists out of 127 test persons) depicted 
in figure 2 reflect their high awareness of road risks 
and the adaptation of their cycling behavior in road 
traffic. Pedestrians are respected by the whole sample 
interviewed, which is slightly contradictory to the 
percentage answering that they would dismount in 
crowded pedestrian areas. Due to the gaps in the 
bicycle infrastructure network, cycling is sometimes 
unavoidable on the road or on sidewalks. the majority 
of the interviewees characterized themselves as 
defensive cyclists who ride with appropriate speed 
and slow down in good time. some answers admittedly 
also give reason to suspect that there are some less 
considerate people among cyclists. 

interesting insights were gained through a qualitative 
evaluation and also by a gender-specific analysis, 
although the share of participating women was below 
expectations. the majority of the interviewees rejected 
the idea that e-bikes should use the road rather than 
cycle facilities. e-cyclists want to have at least the 
opportunity to ride on bike paths – especially women, 
as doing so corresponds with their safety preferences. 
Women even support the compulsory use of bike 
paths. Quality of bicycle infrastructure is not only 
discussed among experts: two-thirds of the cyclists 

assessed the bike paths in the regions where the test 
rides were conducted as too narrow. interestingly, if 
not surprisingly, male test persons generally found no 
need to impose speed limits for e-bikes, while more 
than half of the interviewed women did. 

Participants also expressed preferences regarding 
potential measures for the safe participation of (e-) 
cyclists in road traffic, such as (voluntary) rider trai-
ning, mandatory wearing of a bicycle helmet, or license 
plates for bicycles. the discussion about having to 
wear a bicycle helmet seems to be more intensive for 
e-cycling due to the higher average speeds (compared 
to conventional bicycles). the answers correspond 
with those given about personal safety perceptions, 
again with a higher acceptance by female cyclists. 
license plates for e-bikes in combination with liability 
insurance are rejected to a large extent. a compulsory 
test on traffic rules for e-cyclists is favored especially 
by female interviewees, while compulsory training 
tends to be considered as unnecessary, especially 
among males. experts, however, regard tests as useful 
especially for seniors or untrained persons who have 
not cycled for a long time and now want to use a 
pedelec. 

the majority of e-cyclists can roughly be characterized 
as male, academic, and middle-aged. Despite rising sa-
les figures of e-bikes, the sample contained only a small 
share of e-cyclists. However, the basis for a growing 
number of e-cyclists and for a safe cooperation of all 
road users should be established now by providing ade-
quate infrastructure (e.g. suitable cycle paths), briefing 
and training the cyclists, and setting the legal frame-
work in austria according to ec-regulations. after all, 
e-cycling is not only a vital part of cycling in cities but 
shows a high potential for sustainable mobility as well. 

1 seeKing: safe e-Biking is a project funded by the austrian Ministry of transport. team members: austrian institute of technology, university of 
natural resources and life sciences, Vienna, austrian road safety Board, the Province of carinthia, Karl Katoch (strombike.at). 
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by dave horton
�

fear of 

CyCling
�
Cycling is so very good, yet many people still don’t cycle. why? 

dave horton is a 
sociologist and writer 
based in lancaster, 
England. Cycling is 
his main research 
interest and passion. 
much of his writing, 
including a longer 
version of “Fear of 
Cycling", can be 
found on his blog: 
www.thinkingaboutcy-
cling.wordpress.com. 

we must start by recognizing how cycling conditions 
remain so generally poor; to do otherwise is naïve. most 
people quite simply do not want to, and will not, cycle 
along roads dominated by fast, motorized traffic; the 
thought of riding amongst or close to big, heavy vehicles 
is one which they find very scary. nobody wants to get 
hurt and, rightly or wrongly, people feel getting hurt is 
more likely if they move by bike. 

For anyone who wants to see more cycling, the instinct 
is to try to persuade people that cycling is actually, really 
safe. we might explain how cycling is: 

»  objectively safe – the chances of a crash when 
cycling are very, very slim; 

»  relatively safe - for example, there is more chance of 
being injured when cooking than when cycling; 

»  much safer than not cycling - the health benefits of 
cycling, it is said, outweigh the risks by 20:1. 

better still, we might try not only to encourage people to 
ride despite their fears, but also push for substantial – 
radical – improvements to current conditions for cycling. 
but the question remains: why is cycling - something 
which perhaps gives us such pleasure and benefit - in 
the minds of other people so worrying? 

fear is the biggest barrier to cycling 
we don’t need another survey to tell us that across most 
of the world fear is the biggest barrier to cycling. yes, 
people might overstate cycling’s risks. yes, more must 
be done to make cycling (feel) safer. but might there 
also be cultural and political processes at work which 

make cycling seem dangerous, more dangerous than it 
is, and which produce a fear of cycling? And, if this was 
the case, and we identified those processes, couldn’t, 
shouldn’t we intervene, to stop them? 

Emotions can be, and are, constructed. Cycling is not 
inherently dangerous and a fear of cycling is not inevi-
table. we need only look to the netherlands to know 
that; cycling there is so normal that people barely even 
think about it. but across most of the world cycling is 
much more problematic, with many people reluctant to 
cycle because they think it’s dangerous. 

how is fear of cycling produced? 
so let’s examine how fear of cycling is produced. There 
are three clear ways in which cycling is made to seem 
more dangerous than it is. Ironically they all purport to 
be responding to cycling’s danger and to be making cy-
cling safer, but instead they produce cycling as a dange-
rous practice, and thus contribute to fear of cycling; they 
do, in other words, the opposite of what they intend. 

road safety education makes cycling seem 
alien and dangerous 
road safety education teaches everyone, but par-
ticularly children, that moving around is risky, roads are 
dangerous, and they ought to be very careful, especially 
when walking and cycling. you know the kind of thing – 
leaflets telling children to keep out of the way of cars. 
such information reinforces driving as the normal means 
of moving around, and makes cycling seem difficult, 
awkward, and dangerous; it usually puts responsibility 
for safety squarely on the cyclist’s shoulders – it’s up to 
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Dave Horton talked about emotional 
aspects of cycling at Velo-city Vienna 
and states that the picture for 
cycling is actually pretty bleak in 
most of the world. 

you to devise a quiet route (however long), to wear hi-viz 
clothes and (of course!) a helmet. road safety educa-
tion does not make places safer; it makes driving more 
normal and cycling more dangerous, and it seems often 
deliberately designed to instill a fear of cycling. 

Promoting helmets increases fear of cycling 
In a context marked by widespread fear of cycling, 
promoting helmets – or making them mandatory - can 
seem like an easy, obvious, quick, and sensible thing 
to do. which is of course why it’s done. but this is no 
way to promote cycling, because promoting helmets 
depends on associating cycling with danger, and will the-
refore inevitably increase fear of cycling. like road safety 
education, helmet promotion puts responsibility onto 
the wrong people; and instead of making streets safer, 
makes cycling more dangerous. To promote helmets is 
to promote car use and to repress cycling. 

It’s a dilemma: media likes nothing better than 
having a conflict, particularly if it represses cycling 
and it reproduces motoring as normal. 

We try to make cycling safer without tackling the 
root problem 
If fear stops most people riding, an obvious solution is to 
change cycling’s place. And in the short to medium term 
this might be a necessary step to overcoming fear of 
cycling, getting more people riding, and building a mass 
culture of cycling. but can you see how the logic here 
remains similar to the previous two examples? we try 
to make cycling safer without tackling the root problem, 
the danger imposed by fast motorized traffic. And with 
similar results – the impulse to take cycling off the road 
inevitably increases people’s fear of cycling on the road, 
and also makes those who remain cycling on the road a 
bit more “strange”. 

so all these attempts to make cycling safer actually 
make cycling (seem) more dangerous, and produce a 

fear of cycling whilst failing to change how most people, 
most of the time, move around. And so, cycling remains 
in the minority, and the cyclist remains strange. 

but we’re trying to promote cycling, aren’t we? yes,  
and we shouldn’t be surprised if there’s discomfort 
around, even resentment and resistance towards, this – 
because by inviting people to cycle we are asking them 
to become different. however, cycling would be much 
more successfully promoted if we stopped making it 
seem dangerous and difficult, and worked instead to 
make it the simplest, easiest thing in the world. The 
sooner we make cycling normal, the sooner most  
people will stop feeling cycling is a strange thing to do. 

how do we combat fear of cycling and make  
cycling normal? 
From the bottom-up: by grassroots empowerment, com-
municating cycling’s benefits, and helping people insert 
cycling more effectively into their lives. The more people 
cycle, the safer cycling becomes. From the top-down: 
by explaining to our governing institutions how cycling 
remains much too difficult and dangerous, and requires 
radical political re-prioritization. The more cycling is 
prioritized, the safer cycling becomes. From everywhere: 
we should stop focusing on the misguided attempts to 
make cycling safer discussed here (with the caveat that 
high-quality dedicated cycling infrastructure is often now 
a necessary step to mainstreaming cycling), and instead 
concentrate on making motorized traffic less dangerous 
– by for example increasing restraints on driving, slowing 
speeds, and enforcing careful driving. 

Fear of cycling can be otherwise, but we must work to 
make it so. 
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by Joshua grigsby 

lenore skenazy is the worst mother in the United states 
of America and possibly in the world. This is a fact, as 
reported by major American media outlets. how else 
to explain her decision to abandon her 9 year old son 
at bloomingdale’s in new york City, at the mercy of 
kidnappers and child molesters, and force him to find his 
way home all alone? 

Turns out the boy had been pushing the idea on his 
parents for months. “we discussed it and decided that 
he knows how to read a map,” says skenazy. “he speaks 
the language and he’s grown up in new york riding the 
subway.” skenazy and her husband prepared their young 
son for his maiden solo voyage on public transportation. 
They equipped him with a map, emergency contacts, 
a metroCard, and cash, and selected bloomingdale’s 
because the department store sits atop a subway station 
on their local line and no changing of trains would be 
required. plus, the bloomingdale’s station is always 
crowded. “To me,” says skenazy, “crowded means safe.” 

while excessive crowding presents some real risks, 
skenazy isn’t wrong. The safety of numbers is something 
cyclists have long known and cycling planners and 
advocates have long cited. If you want to make cycling 
safer, get more cyclists on the road. This, in combination 
with the countless environmental, social, economic, and 
health benefits of cycling, makes sociologist and cyclist 
dave horton’s question all the more apt: why don’t 
more people cycle? 

An animated and infectious speaker, skenazy criticizes 
what she calls the “safety Industrial Complex”, in which 
so-called experts advise the correct and incorrect ways 

to conduct every facet of one’s life, rampant litigious-
ness sparks paranoid fear of close proximity to fellow 
humans, and mass media peddles fear to a consumer 
society striving to inoculate itself to risk via the latest 
safety product. “we’ve been taught to view life through 
the lens of risk,” says skenazy, whose son made it home 
safely and with a newfound sense of independence. 
overemphasizing risk quickly leads to fear, and the loss 
of our ability to think and act rationally in the face of 
fear is well-documented. when fear swells into a culture 
unto itself behavior once considered normal becomes 
deviant. seemingly innocuous activities such as learning 
to walk, picking berries, or riding a bicycle became shad-
ed by the specter of death. As horton points out, never 
in human history have we been so safe, and never have 
we felt so scared. 

“never in human history have 
we been so safe, and never have we 
felt so scared.” dave horton 

In seeking to answer his own question as to why more 
people don’t cycle, horton examined british road safety 
education methods, helmet promotion campaigns, 
and the discourse surrounding new cycling spaces. he 
discovered that the monopolization of both streets and 
minds by motor vehicles had transformed the percep-
tion of the bicycle. bikes had become strange, cyclists 
strangers. Justified fears of reintegrating bicycles onto 
streets where they would share space with fast moving 
auto traffic spurred safety measures that by relying 
on scare tactics succeeded mostly in institutionalizing 
fear. Focusing on the potential dangers of urban cycling 

reaffirmed suspicions that this odd behavior was truly 
dangerous, despite a plethora of studies and statistics to 
the contrary. horton concluded that, “fear of cycling is 
neither natural nor inevitable; it is produced by construc-
ting cycling as dangerous.” 

“we’ve been taught to view life 
through the lens of risk.”  lenore skenazy 

Cycling, like fear, can be described in terms of culture,  
which peter Cox of the University of Chester says always  
exists in relation to power. Cycling culture exists in relati-
on to the power wielded by both car culture and the cul-
ture of fear. It is neither cars nor fear, per se, that cycling  
should view as its opponents, but rather the behavior that  
the culture of each supports. And it is critical that cycling  
advocates understand that difference. 

so, why don’t more people cycle despite popular  
acknowledgment of its many benefits? To be sure, the  
redesign of streets to facilitate and prioritize high-speed  
motor vehicle traffic is a major reason. but psychology  
plays an equal role. As dave horton so eloquently ex-
plains, “fear prevents the conversion of values to actions.”  lenore skenazy showing the baby bath water temperature rubber 

duck. if the word “hot” appears on the duck, then and only then do 
you know that your child might not be safe. the duck is here to “screw 
with a parent’s mind.” 

  

Ideological support is no match for fear. To neutralize the  
fear of cycling we must make cycling normal. we must  
accept the risk inherent in life. The question we should be
asking isn’t how could lenore skenazy allow her child to  
ride the subway unattended, but rather what is wrong with  
our cities and society that causes us to view such an act  
as abnormal.  
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frocks on Bikes takes a fresh approach to getting women on bikes 
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by Christina bellis
�

froCkS 
on bikeS: 
CyCling 
in Style 

Frocks on bikes is a success story. Its methods of cycle advocacy 
are achieving what has thus far been a difficult challenge in 
new Zealand: normalizing everyday cycling as a means of transport. 
our motto: everything in your closet is cycle wear – even a frock. 

the importing of affordable secondhand automobiles 
is just one of the reasons Kiwis began trading in their 
two-wheeled transportation a few decades ago. this 
started to change the culture of cycling from com-
muter to sport. off-road cycling and racing became 
the focus of bicycle culture in new zealand and with 
it came specific gear and clothing. cycle advocacy 
groups have been working hard to re-popularize cycling 
as a regular transport option, doing great work to get 
more Kiwis on bikes. We see it at events like “go By 
Bike Day” breakfasts, which draw crowds of passionate 
cyclists. 

it was at one of these breakfasts in 2008 that four 
women with their bikes, en route to work like everyone 
else, saw each other standing out from the crowd, 
completely out of context. these women wearing their 
work clothes – skirts, trousers, a dress, one in jeans 
– were surrounded by a sea of men clad in lycra, high 
visibility clothing, and mountain biking gear. these wo-
men decided that something needed to change: more 
women needed to enjoy the convenience, the liberty, 
the economy of getting from a to B on a bike, without 
changing their style or their wardrobe. and “frocks on 
Bikes” was born. 

frocks on Bikes takes a fresh approach to getting 
women on bikes. We focus on showing, not telling, 
how one can enjoy all the benefits of biking simply by 
bringing a little bike into everyday lives. We get people 
out on bikes doing activities and having fun. frocks 
on Bikes runs events and provides services that get 
women past biking barriers and doing it their way, 
for their own reasons. We organize movie trips, café 
excursions, fashion shows on bikes, picnics, and tweed 
rides. We run street skills workshops and road rights 

and responsibilities evenings, which give women the 
confidence and skills for road riding, and more. 

We don’t advocate a particular ideology, and we don’t 
try to make women into enthusiasts of bikes. We 
simply show how great it is to use a bike to save time, 
money, keep healthy and fit, be more environmentally 
sustainable, or just not have to search for a car park! 
this combination of showing instead of telling, getting 
regular women on bikes for their own reasons instead 
of ours, and wearing anything in our closet – this is our 
manifesto. it is the core of our success and what ma-
kes us different than most traditional cycle advocacy. 
frocks on Bikes started with four women in Wellington 
in 2008 and there are now 13 “flocks” in cities all over 
new zealand and australia – and we’re growing all 
the time. commuter cycling in Wellington has doubled 
from 2% to 4% due to volunteer initiatives like frocks 
on Bikes and cycle advocacy groups. the annual city 
budget for cycling in Wellington city has grown from 
zero dollars to over a million. 

frocks on Bikes wants to catalyse a movement. We 
want to change new zealand’s culture, which we see 
happening through encouraging and empowering 
women to do a bit of cycling the way they want to: 
independently, spontaneously, anytime they please. 
our goal is to make cycling such an accepted thing 
to do that movements to normalize cycling are totally 
redundant. While we won’t be copenhagen tomorrow, 
we’d like to see the day when cycling is a regular 
everyda y activity performed in regular everyday  
clothes. everyday urban cycling will create more 
liveable cities, better public health, healthier local  
economies, more liberated and happier people with 
more time, money, and freedom. 

the typical cyclist in new 
zealand: clad in lycra, high 
visibility clothing and moun-
tain biking gear. 
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Christina bellis is a 
volunteer coordinator 
for Frocks on bikes in 
wellington. Christina 
is passionate about 
helping to create the 
future she’d like to live 
in, with liveable cities, 
connected communi-
ties, and a healthy envi-
ronment. her beautiful 
vintage bicycles are 
fantastic transportation  
and also a fashion 
statement, and she 
loves riding them along 
the stunning wellington 
waterfront.  
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Women are still outnumbered by men in positions of responsibility, and the cycling world 
is no exception. When i visited the Velo-city conference in Vancouver in 2012, ellen 
Barton from Whatcom council of governments in the u.s. encouraged me as the future 
program director to involve women more fully in the 2013 Vienna conference. My task 
was clear: involve more women in decision-making processes and committees (which by 
the way worked out quite well), and invite as many women speakers as possible. thanks 
to Master of ceremony Monika Jones and impressive female plenary speakers such 
as lenore skenazy, amanda ngabirano, and shipra narang suri, these efforts proved 

a
M

o
n to be worthwhile. But still, only one-third of all Velo-city participants and only 25% of 

the speakers were female. in developing the Velo-city conference program we added a 
“gender criterion” to our selection process, yet to my surprise, many females selected 
to speak were eventually replaced by their male colleagues. i wondered why women are 
not as likely to attend and speak at conferences as men. Do they not earn the privilege? 
is it because they have less authority than men in their workplace? family duties, which 
still tend to fall to women, may play a role. or perhaps it is because networking, a main 
reason to visit international conferences like Velo-city, is still a male-dominated task. 
However, since women are key to improving conditions for youth and elderly cyclists, they 
must be involved greatly in cycling issues, in all different kinds of ways. and everywhere 
you look, more and more women are in fact jumping on the bicycle bandwagon. a city is 

ea not really a cycling city until it has at least as many female as male cyclists. Women are 
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Steel, iron, and steam 
When the first movies came out in 1895, today’s bi-
cycle had just been born and was spreading rapidly. 
Both movies and bicycles were created from the 
same components: steel, iron, and steam. Both were 
contributing to the creation of a new industrialized 
world which was, just like the bicycle, moving forward. 
factories were being built mainly in the outskirts of 
cities and workers had to think about how to reach 
them quickly and affordably. the bicycle fulfilled these 
requirements and became very popular for commuting. 

in the end of the 19th century motion pictures were 
completely new. fairgrounds and amusement parks 
reached a high level of popularity, especially among 
the working class. technical novelties, like movies, 
were featured attractions. the first filmmakers filmed 
moving objects and showed common street life. they 
wanted to arouse the audience’s interest by showing 
reality, which the audience would recognize. it is not 
at all surprising that the very first movie became a 
milestone in the film world: La Sortie de l’Usine Lumière  
of 1895. the movie shows workers spilling out of the 
gate of the lumière factory, many of them on bicycles. 
at that time, there was no need to tell complicated sto-
ries with movies as they were just another fairground 
attraction. film was not considered to be high culture, 

like theatre or opera. the bicycle, while popular with 
the working class, was also important as a symbol of 
freedom within the female emancipation movement. 
as film clips prove, women on bicycles were a perfectly 
normal sight at that time, but nonetheless, women had 
to cycle against established moralities. 

When storytelling begins 
in the beginning of the 20th century, movie theatres 
emerged and storytelling became important. the 
shooting of movies also became more complex as 
many movies were shot indoors, and naturally bicycles 
appeared on the screen. at this time, the us and 
european film industries started going in different di-
rections. in the us, chaplin, lloyd, laurel & Hardy, and 
Buster Keaton emerged with their slapstick comedies. 
By then, the american industry had changed. cars and 
trains appeared in the landscape and on the screen 
and became much more important than bicycles. 
Bicycles are just shown from time to time, for instance 
in an undated Harold lloyd sequence including a 
slapstick scene on a tandem. another example is the 
Buster Keaton movie Our Hospitality (1923), featuring a 
scene with Buster riding a draisine. 

in contrast, european films focused more on sur-
realism and/or machines. if bicycles appeared in 

by Christine dériaz & Andrea weninger
�

The bicycle plays certain kinds of roles in movies. In many films bicycles simply 
serve as add-ons or as set decoration, but sometimes they take on a major role. 
bicycles reflect and define the time period in which the movie is set. In movies, 
the bicycle is not just a means of transportation, it is often a cultural statement. 
Thus, analyzing film history allows us to draw conclusions about cultural and 
transport-related societal developments over time.
�

Christine dériaz, 
born in switzerland, 
is a freelance film 
editor and film maker, 
working and living in 
Vienna. she writes for 
film magazines like the 
german schnitt and 
works for the Austrian 
broadcasting orF and 
Ard german Television. 
her latest editing works 
are Call me a Jew by 
michael pfeifenberger 
and the documentary 
Schau&Spiel by Armelle 
lenya. 

andrea Weninger 
is a transportation 
planner and consultant 
and senior expert at 
rosinak & partner in 
Vienna. her work is 
dedicated to cycling 
related topics as well as 
public transport. she is 
also a lecturer at Univer-
sity of Applied sciences 
Fh Campus wien and 
University of Applied 
sciences st. pölten. 

european movies, they were more likely to be just an 
extra than a central object. nonetheless, a very short 
but intense appearance can be found in sergei eisen-
stein’s movie October from 1927. a stunning sequence 
combines the angle of the proletarian vehicle with the 
metaphorical and literal aspect of bicycles moving 
forward. 

after the wars 
in the late 1940s, after the second World War, the 
bicycle reappeared in european movies and was again 
mainly used by the working class. the most famous 
example of this time is Vittorio de sica’s Ladri Di  
Biciclette (1948), or Bicycle thief. the bicycle is shown 
to be essential to survival, a prerequisite for getting a 
job. in the 1940s and 1950s there is no movie found 
without a policeman, postman, priest, or doctor riding 
a bike, for example Jacques tati’s flying postman inclu-
ding slapstick tools to amuse the audience. 

the cyclist becomes rebellious 
in the course of time, the bicycle developed rebellious 
characters and represented the attitude of being fast, 
free, and bold. in Julien Duvivier’s Don Camillo (1951),  
a priest, passionate and bold, and always fighting  
injustice, is often seen on a bicycle. outside of the  
story line, it is very funny to watch the priest in a 
soutane riding a bike. in the us, the bicycle plays a 
minor role in movies of the 1950s. in the 1960s and 
1970s, comedies and rebellious movies with wired 
characters became popular and in the european 
cinemas the bicycles reappeared on the screen. Michel 
Piccoli in Themroc (1973) uses the bicycle for his daily 
routine. in Jules et Jim (1962) a relaxed bicycle ride 
expresses an easy way of life and contributes in very 
strong scenes to the movie. in Barbara (2012) playing 
in east germany in 1980, the bicycle is the mode of 
transportation chosen by the main character, a strong, 
intelligent and stubborn woman, who refuses to be 
under political control of the state security service. 

riding a bicycle as a statement 
in the 1980s there was a turning point: the bicycle  be-
came part of a character and no longer just an extra. 

Mostly young and urban characters, who started to live 
different lives, chose a bike rather than a car. riding a 
bicycle became a way of life, a way to be different. in 
spielberg’s E.T., the bicycle was the preferred way of 
transportation and becomes essential to the develop-
ment of the story. everybody remembers the scene 
of e.t. making the bicycle fly high in the night sky. a t 
that time in movie history, riding a bicycle turned into 
something cool to do and speed by means of pedal 
power gained importance: car chases were even 
replaced by bicycle chases. Jackie chan includes a 
hilarious bicycle action sequence in Project A (1983). 
Bicycle messengers in new york, l.a. or san fran-
cisco probably inspired the change in the image of the 
bicycle to something young, fast, urban, and active. 
the film industries effectively placed bike riders on the 
screen, for instance in Quicksilver (1986). us movies 
still experiment with bike riding characters and even 
build entire stories around them as in Premium Rush 
(2012), a fast, fixed gear rider starring in a breath-
taking action movie. even Bruce Willis rode a bicycle  
in Die Hard With a Vengeance in 1995, proving that  
cycling is no longer only associated with suburban  
kids or nerdy geeks.  

Cycling becomes normal again 
riding a bicycle is more than just a way of getting from 
one place to another. it suggests its own attitude, one 
that stands alongside those associated with fancy cars 
and cool motorcycles. Bicycles increasingly define 
the young, modern, urban citizen. Movies from the 
beginning of the 21st  century are the first evidence of 
changing bicycle cultures in europe and the united 
states. the bicycle slowly changes again from an odd 
thing to something normal, just like in the beginning 
of film history. right from the beginning of motion 
pictures, bicycles and the audience belonged together. 
Bicycles were mere scenery, necessity, status symbol, 
attitude, and metaphor of different dreams. the ways 
in which bicycles, or bicycle riders, are shown in the 
movies, reflect throughout time the status of bicycles 
in society, in urban development, and in urban cycling 
cultures. the bicycle is again becoming a normal sight 
in movies – and on our streets. 
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amanda ngabirano, a lecturer at makerere 
University and consultant in kampala, Uganda, li-
ved in the netherlands for 13 months. she learned 
to ride a bicycle there and has become a passio-yoU nEEd onE ClEAr VoICE nate advocate of cycling. ngabirano, referred 
to as “madam bicycle”, believes that cycling’s To AChIEVE onE big goalpotential contributions to economic development 
in African countries are greatly underestimated. 

some of my friends and family could not hold their 
laughter when I mentioned that I was going to Vienna to 
speak “only” about bicycle transport. I could understand 
because the bicycle is such a simple item: two wheels, 
two pedals. Apparently it calls for a lot of efforts to 
sustain that bicycle passion and its usage, and to push it 
forward. otherwise why would over 1,400 cycling 
experts and lovers fill Vienna’s City hall to listen to 
bicycle stories? 

kampala, being the capital of Uganda, is the fastest 
growing city in the country. It has a day-time population 
of over three million people. bicycle transport is not so 
popular because of several reasons that reinforce each 
other. one of the most visible is the safety concern. 
This is mainly because there are no segregated lanes 
for the cyclists nor caution on the part of motorists. It is 
also the perception of cycling being a vulnerable mode, 
simply on two wheels, so it must be very unsafe. 

riding bikes is not for girls 
bikes are also unpopular for cultural reasons, especially 
because women are not expected to ride and so the 
majority of girls never learn. I was stopped when I tried 
to learn as a young active girl. This consequently affects 
the total number of cyclists on the road. And that is why 
it is very rare to find a woman riding in kampala, and in 
most towns in Uganda. on the other hand, women tend 
to do more domestic errands and so one would expect 
their travel options are not limited at all but rather 
expanded. 

Cycling is also regarded as a poor person’s mode. The-
refore, since the women and children are automatically 
excluded, as explained, it implies that the few who ride 
are the presumed “poor men”. I guess they can’t wait 
to be financially stable enough to kick the bicycle. This 
is ironical because the majority of the people are of low 
income class and it would make a lot of sense if they 
could be enabled to ride bicycles, without fear or such 

negative connotations, but with pride and pleasure. 
This kind of attitude puts the cyclist in kampala at risk in 
all ways. If it is a woman or a girl, she is doing a strange 
thing, outside the expected societal norms. Then of 
course she or her husband cannot afford other means 
of transport. If it is a child, it is extremely dangerous and 
the parents must be a careless lot. And for a man, he 
risks being branded as poor. 

the irony of traffic congestion 
It is currently estimated that 70% of the daily trips made 
in kampala are by non-motorized means of transport. Al-
though the percentage of those cycling is not yet known, 
this should be viewed as great opportunity for the city. 
some fast developing cities such as beijing already lost 
this opportunity and it will certainly be more challenging 
to reinstate it because of other competing modes. 

kampala’s general traffic flow is also an experience 
dreaded by the majority of the motorists. It is extremely 
heavy and certainly growing day by day. It is also periodic 
and affects the proper functionality of the city. For a 
distance that should take 15 minutes, one is likely to 
spend more than two hours. Also, some sections of the 
city are no-go zones for motorists during those hours. 
This is obviously ugly, given all the disadvantages of such 
congestion. 

It should be surprising then for a city where the majority 
are said to be using non-motorized transport, to be 
experiencing congestion of this nature. The current pu-
blic transport is still far from good in terms of capacity, 
efficiency, convenience, and regularity. This implies 
that the private car is currently deemed as the only 
convenient option left for the people. It also insinuates 
that improved and safe mobility for the cyclists and 
pedestrians would most likely relieve those stuck in the 
congestion, by providing an extra option, and also facili-
tate increased flow for those who will stick to motorized 
transport. 
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a typical street in Kampala’s central Business District 
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traffic congestion in Kampala 

Pushing the cycling agenda in kampala 
It is simply imagined, thanks to the “developed world”, 
that road expansion, expressways and flyovers will 
address the congestion problem, and that traffic 
congestion is the only major problem to be addressed. 
kampala is considering such projects, but thankfully the 
non-motorized pilot project is also underway. It is being 
funded by the United nations Environment program and 
Un-habitat and the dutch organizations Iganga 
Foundation and move mobility. The entire corridor is 
roughly 3.5 km, but its design process is being 
sponsored by all those organizations. That also tells a 
thing about prioritization of cycling infrastructural needs. 
This is simply because there are multi-million dollar road 
design and construction projects being funded by just 
one organization. nevertheless, this is a good start, 
and the final design is expected to be ready by the end 
of 2013. There are also several initiatives like those 
pushed by Uganda sustainable Urban Transport network 
(UsT-nETwork), meant to tackle the awareness issues 
regarding sustainable urban transport modes. 

pushing the agenda for cycling as a lecturer and a 
consultant so far has not been rosy. I have no power 
to change anything immediately although that’s what I 
would wish for. And that of course earned me a great 
name: madam bicycle. There is a lot of doubt about the 
overall benefits of cycling-inclusive planning for the city, 
even among some of the hired transport consultants. It 
is easier for some officials and lay men to imagine that 
the problem is just narrow roads even when the same 
road width is already being shared. This disqualifies the 
excuse of narrow roads unless they get wider when in 
use by all. The issue is just planning relevantly for all, 
prioritization and organization of facilities. kampala has 
the demand for moving by cycling and walking, and so 
do most cities of Africa. This is gold for Africa in relation 
to the future transport planning. 

the dutch cultural shock and disappointment 
The issue of narrow roads reminds me of my stay in the 
netherlands, where I lived for 13 months and actually 
learned to ride a bike and became passionate about it. 
I hope kampala and other African cities will not wait to 
fly its dwellers, planners, and decision makers to the 
netherlands before they can appreciate bicycling. I was 
struck by the number of cyclists young and old, male 
and female. I was also astonished by the existence of 
cycling lanes, even on very narrow roads, some even 
narrower than most of the roads in kampala. on the 
other hand, I must admit that I was later disappointed 
that there were not more cyclists in the netherlands 
given the supportive infrastructure and policies already 
in place. This is quite unbelievable for a well-read and 
informed citizenry not to utilize this opportunity fully. 

There may be excuses as well, but compared with the 
riding circumstances in kampala it is simply an under-
utilized opportunity which was costly to put in place. so 
all countries and cities that are cycling friendly, you have 
gold. Use it to the fullest! 

you don’t have to be mayor to change things 
At Velo-city Vienna, it was very inspiring to see what 
some mayors are doing for their cities. however, 
different cities have different systems and so mayoral 
priorities also differ. This may not work for some cities, 
but does not imply that we have to sit and do nothing 
because it is the mayor’s work. In everybody’s capacity, 
a big difference can be made. we just have to be con-
vinced of the importance of cycling, assess its current 
status, and identify measures through which a special 
agenda can be pushed forward. For instance, identifying 
the right decision makers, engaging the city leaders, 
equipping the civil society organizations with facts, 
press and media attention, and establishing supportive 
networks, among others. This is important not only for 
attracting more cyclists but maintaining those that al-
ready exist. Cyclists in cycling-friendly cities should not 
be taken for granted. They also need special incentives 
and innovations to maintain that standard. Cycling is 
truly special, but it faces stiff competition from resource 
allocation to acceptability, so it is not only vulnerable on 
physical roads but also in board rooms. 

realizing that we are still in the developing world 
means we have not made such huge and costly 
mistakes. 

dreaming big and avoiding mistakes 
From the African perspective, someone out there may be 
thinking I am dreaming big and that it is not feasible in our 
cities given their current state of “road sharing no matter 
the design”. have you ever dreamed while awake? well, I 
have. Fortunately, some dreams come true and therefore 
the bigger they are, the better. so if you must dream, 
dream even bigger. Additionally, we have to share our 
dreams, work hard and together towards attaining them. 
It has been said that a section of the indigenous Africans 

living in Africa think that the idea of promoting such 
projects as cycling still has a colonial perspective, and 
that the “developed world” is just not wishing “us” to 
have nice looking streets filled with flyovers and super-
highways crisscrossing in cities. It is easy to think this 
way because the pace was set by the developed world, 
and it was attractive, and so everybody else would wish 
to have it. but it is not well known that focusing on 
infrastructural expansion was a mistake that is being re-
gretted heavily, and the efforts to counteract the effects 
such as global warming are even more costly. 

Making Velo-city truly global 
lastly, it is very important that Africans (and decision 
makers from African cities in particular) are present and 
engaged in such initiatives as Velo-city and those being 
spear-headed by decision makers from the developed 
world to promote cycling. This will enable us to realize 
that the fact that we are still in the developing world 
means we have not made such huge and costly mis-
takes. And we don’t need to make those same mistakes. 
we can learn from the mistakes of others instead. It also 
does not make sense for cycling to be promoted only 
in Europe; cycling must be promoted everywhere. For 
example, if it is good for you in Europe, it is good for me 
in Africa or Asia and also good for you when you cross to 
Africa or Asia. we need to effectively look at it globally 
for even greater outcomes. 

In Africa, our city dwellers, visitors, and future cities are 
entitled to the benefits of cycling. so we have to take a 
step, which luckily kampala and Uganda are beginning 
to take. And remember that even the longest journey 
begins with one single step. I doubt if this is the longest. 

For the rest of the world, please be inspired by kampala 
to ride even more, work harder and together to maintain 
and increase cycling levels in your cities. 
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by michael szeiler
�

no bikeS on 

the balCony!
�
The possible impact of housing on cycling. 

christoph chorherr, green Party politician in Vienna and 
a passionate advocate of cycling, has long cherished 
the vision of a housing project specifically geared 
toward cyclists. He refused to take no for an answer 
until his idea became reality, and in 2008 he was finally 
able, together with the housing developer gesiba, to 
create Bike city, a flagship project of bicycle-friendly 
housing. the success was so massive that the next 
bicycle-friendly pilot project – Bike & swim – followed 
only four years later in 2012. 

the special thing about bicycle-friendly housing pro-
jects is their comprehensive and varied availability of 
bike parking options. for a total of 99 flats, Bike city 
offers over 330 bike parking spaces, mostly in bike 
storage rooms on the ground floor and on the upper 
stories. in addition, residents can rent lockable bicycle 
storage compartments in the basement. 

bike parking spaces abound 
the visitor to Bike city is struck by the extra big lifts 
designed to transport bikes. at 1.6 by 1.4 meters, the 
lift cabin easily carries three bikes and three persons 
at a time. as a result, bike parking on the upper storeys 
is very popular: 60 % of residents go for this option. 

However, sometimes storing your bike in the flat or on 
the balcony is unavoidable, even at Bike city. some 
residents simply prefer to keep their bicycles close by, 
especially if these are expensive models. 

Bike city not only boasts many excellent bike stora-
ge facilities but of course offers parking spaces for 
cars as well. However, the underground car park only 
accommodates a total of 56 car spaces for 99 flats. 
according to the Vienna Building code, one parking 
space must be provided for each dwelling. an exemption 
from this statutory requirement was made for Bike 
city. on a side note, one of the spaces is occupied by 
a car-sharing vehicle. 

the smaller number of car parking spaces resulted 
in reduced construction costs, and the money saved 
permitted the creation of spacious shared facilities. 
residents like to spend time in the communal rooms, 
with the respective playrooms for children and teens 
as particular favorites. in addition, there is a fitness 
room and a laundry. the Bike city sauna is very 
popular, too, and always fully booked ahead. likewise, 
the Bike & swim project boasts a rooftop pool and an 
in-house wellness zone. 

Michael Szeiler’s 
fields of expertise are 
transport planning and 
mobility consulting. he 
is an associate at ro-
sinak & partner gmbh, 
graduated in mechanical 
engineering and holds 
a master‘s degree in 
mediation and conflict 
management. michael 
has been living at bike 
City since 2008 and 
cycles every day of the 
year, in any weather. 
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Swim is less than 15%.	�

Walking cycling car driver car Public 
passenger transport 

Bike storage ground 

rooms on floor 25%
�
upper storeys 

40%
�

Where do bike City residents park their bicycles? 

in the corridor inside the 
outside the flat flat 5% 
20%	� Basement 

10% 

the mode share of cars at bike City and bike & 

60% 

50% 

40% 

30% 

20% 

10% 

Bike city Wohnen am Park Bike & swim 

112 – tHe sounD of cycling	� urBan cycling cultures – 113 

does bike-friendly housing change anything? 
and what about the mobility behavior of the residents 
of bike-friendly housing developments? a research  
project compared the mobility patterns of the residents  
of Bike city, Bike & swim, and Wohnen am Park, an 
adjacent conventional housing development. car 
ownership among the inhabitants of the three housing 
estates is surprisingly similar. However, the residents 
of the two bike-friendly developments tend to use their 
car much less often. at Bike city and Bike & swim, the 
share of trips made by car is under 15 % (on workdays, 
for persons aged 18 to 64 years). 

the impact of infrastructure on behavior 
it is particularly interesting to compare those persons  
whose decision in favor of a specific housing project  
was not influenced by any bike-related aspects. in this  
group, the share of trips taken by bike is three to four  
times higher for the residents of Bike city and Bike &  
swim than for the inhabitants of Wohnen am Park. this  
suggests that good bike storage facilities motivate even  
those people to cycle who normally have little interest  
in this form of travelling. in the case of Bike & swim,  
15% of residents use the bike more frequently after  
moving in because of the superior storage options. in  
addition to the car-free Model Housing Development  
in Vienna’s 21st municipal district floridsdorf, the Bike  
city and Bike & swim estates are success storeys for  
how good infrastructure provision in housing projects  
can change the mobility behavior of residents.  

Challenges for Vienna 
Vienna will grow by over 200,000 inhabitants in the 
next few years, while the motorization rate will stagnate  

or even continue to decrease. effective solutions for 
the space- and energy-saving form of transport that is 
cycling are already in the pipeline. 

a special challenge comes from the necessity of 
retrofitting older residential buildings with bike parking 
spaces. While subsidies from the city of Vienna and 
the federal Ministry of agriculture, forestry, environ-
ment, and Water Management do create financial 
incentives for building owners to add bicycle storage 
facilities, the biggest problem lies in finding the space 
required for this purpose. Moreover, efforts are being 
undertaken to use vacant shop premises as bicycle 
garages.  However, this still leaves the problem of finan-
cing. People tend to be less willing to pay for heated 
and dry bike storage space than for indoor car parking. 

With the amendment of the Vienna Building code, 
newly built housing developments must offer one bike 
parking space for every 30 square meters of housing 
space. this equals roughly three bike parking spaces 
for one flat and meets the existing demand. so far, 
however, these bicycle parking spaces are designed 
heterogeneously and in the absence of quality control 
standards which should be developed together with 
architects. the experience made with special housing 
projects like Bike city and Bike & swim will be taken 
on board when planning new urban development zones 
– after all, cycling is no short-lived fad but continuously  
on the rise. 

the title of this text refers to antje Hammers speech at Velo-city 
Vienna about Basel’s bicycle parking policy. 

bike City bike & Swim Wohnen am Park 
architects koeniglarch architekten laki architects PPag architects 
year of construction 2008 2012 2009 
address Vorgartenstrasse 130-132 Vorgartenstrasse 127 Vorgartenstrasse 122-128 
number of flats 99 231 274 
car parking spots per flat 0.56 0.45 1.0 
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Creating More 
by wencke hertzsch & herbert bork 

If you live in a densely built urban area, a lack of bicycle parking might be  
a f ormidable obstacle to more frequent use of your bike. bicycle garages 
are advantageous not only for bicyclists, but for the entire quarter. 

the potential for cycling is enormous, but to tap into 
this potential the building of bicycle-specific infra-
structure such as secure bicycle parking in urban 
areas plays an important role. for high-density urban 
neighbourhoods, empirical data shows that the use 
of bicycles falls when cyclists cannot find appropriate 
parking facilities. Many bicycles have to be parked 
on streets and without protection against weather, 
vandalism, or theft. cyclists often carry bikes into their 
apartments, or else leave them in the staircase at the 
risk of conflicts with neighbours or property managers. 
 
few buildings in Vienna have bicycle garages, even 
fewer among the Gründerzeit1 buildings. for new 
buildings there is still no mandatory law to incorporate 
bicycle garages. in historic districts, hardly any con-
temporary examples can be found of integrated bicycle 
garages, whether attained through creative urban inter-
ventions, new types of public space furniture, vacancy 
management, or innovative business models. Bicycle 
garages have positive effects on neighbourhoods. 
informal interactions take place while retrieving or 
depositing the bicycles, and these create new 
contacts, develop neighbourly ties, and build trust 
between those living in the neighbourhood. 

the question of how to integrate bicycle parking in 
urban quarters with historic urban fabric requires an 
answer, or possibly answers. But which architectural, 
social, and economic principles should be considered? 

the research project meineFahrradgarage analyzed 
these questions with the goals of implementing a pilot 
project in 2013 with 200 parking possibilities in differ-
ent locations and developing an operating system for 
the next five years. the research focuses on: 
»  urban-functional and social-space related analysis to 

determine the appropriate places and possibilities 
for bicycle garages; 

»  customer surveys to assess demand, the maximum 
distance to the next garage, willingness to pay, and 
any special requirements they may have; 

»  analysis of suitable parking facilities (those that save 
space and costs without impeding movement) and 
research regarding access systems; 

»  network analysis to find the operating and 
 supporting actors; 
»  analysis of different operating systems for develop-

ment and implementation of bicycle garages. 
Possible locations for bicycle parking can be found 
in three different categories: empty premises, car 
garages, and public space. each category has its own 
challenges to overcome. 

empty premises 
empty premises are one of Vienna’s urban economic 
problems with all known negative implications. these 
vacant stores hold great potential regarding their 
conversion to bicycle garages. for one thing they are 
available almost everywhere. also, implementation 
can be part of the revitalization and upgrading process 

Wencke hertzsch 
studied urban and  
regional planning at 
berlin University of 
Technology and serves 
as a freelancer in urban 
planning in Vienna and 
as scientific assistant 
at the department for 
spatial planning at 
Vienna University of 
Technology. 
herbert bork was 
educated as a spatial 
planner at Vienna 
University of Technology 
and is a staff member at 
stadtland in Vienna and 
bregenz. 

1 from 1850 and the failed March uprising until around 1910, Vienna, the imperial capital and residence of emperor francis Joseph, gradually grew 
 into the world’s 5th largest metropolis due to the incorporation of the old suburbs and the influx of hundreds of thousands of newcomers, mainly 
 from Bohemia and Moravia. the ringstrasse boulevard replaced the old city walls; housing construction and speculation flourished. a typical 
 characteristic of the gründerzeit (founder era) are perimeter buildings – usually built by private housing contractors – of mostly four to six 
 storeys with richly decorated facades. 

in public (street) space, increasing the subjective 
feeling of security and promoting communication and 
empowerment of inhabitants. imagine a coffee shop, 
a bar, a community bike repair shop within the garage! 
High rents and running costs can present an obstacle 
for a bicycle garage, particularly in inner districts. 
users might need to pay more per month for their bike 
than for a car. Beyond that, the organizational efforts 
are necessarily high. 

bicycles in car garages 
the city of Vienna offers a high potential for conversion 
of car garages. access to Volksgaragen (cheap car 
parking facilities funded by the municipality) is nearly 
universal in the inner districts. Plus, capacity utiliza-
tion is not overly high. a reuse of car parking spaces 
for bicycles would be feasible. the operating system, 
back office, and security are already there. thus, the 
installation and implementation could be easy and 
quick. 

bicycles in public space 
numerous examples, many of which have been 
presented at Velo-city Vienna, show that bicycle 
garages can also serve as multifunctional street 
furniture and a design aspect of public space. garages 
can be combined with recycling points, toilets, or even 
playgrounds. furthermore, the municipality holds the 
ownership of bicycle garages and so the rental and 
running costs can be kept to a minimum. 

a pilot garage implemented 
the research for meineFahrradgarage has been 
finalized. the first garages will be implemented in 
2013. the work on the supporting actors, the cost-
benefit analysis, and the operating system remain 
great  challenges, however, as it is difficult to change 
a  research project into a business project. 

this article is based on a text by Wencke Hertzsch and Herbert Bork. 



 

 

 

 

 
 

getting ready...
�
Velo-city Vienna was a fantastic conference and a great event! It is now with great 
excitement and anticipation that Adelaide looks forward to hosting the world’s 
premier international cycling planning conference from may 27 - 30 next year. 
what will be going on? An interview with Margaret howard, program director  for 
Adelaide Velo-city global 2014, and Peter Smith, CEo of Adelaide City Council. 

Kangaroo island 

Marg, how did you use your time in Vienna to 
prepare for the Velo-city conference in Adelaide? 
Margaret Howard: Velo-city Vienna gave us the 
opportunity to talk with hundreds of delegates, ex-
hibitors, and government representatives. if some 
of your readers attended the Vienna conference and 
visited the adelaide booth then they might be one of 
the many people who told us what they’d like to see in 
adelaide next year and the sorts of things they’d like to 
see in the conference program. We’ll be working hard 
to meet those expectations. 

Peter, what are the main cycling goals? 
Peter Smith: We hope that experts and delegates from 
around the world will join us to share leading prac-
tices for creating and sustaining cycle-friendly cities. 
adelaide aspires to be not only a cycle-friendly city, 
but the most cycle-friendly city in australia and indeed 
the southern hemisphere. so it is fabulous for us to be 
the first city in the southern hemisphere to host a con-
ference in the Velo-city global series. and by the way, 
we can absolutely guarantee kangaroos, koalas, and 
more of Jack Buckskin’s amazing didgeridoo playing 
and singing. Jack is a young Kaurna man (the aboriginal 
people who are the traditional owners of the land on 
which adelaide is situated). He gave a mesmerizing 
performance at the closing ceremony in Vienna that 
was hugely appreciated by the audience. 

Where will the conference be held? 
Peter Smith: our conference will be primarily held 
at the adelaide convention centre – a multi-award 
winning venue that enjoys a global reputation for ex-
cellence and is consistently ranked among the world‘s 
top convention centres. its reputation is second to 
none and is founded on superior product, world-class 
facilities, and constant maintenance of already ex-
ceptional standards. We’ll also be making use of other 
nearby venues and the city itself. We’re also planning 
a fantastic conference dinner and party at a surprise 
location that we hope will rival Vienna’s garden Party – 
which everyone from adelaide really enjoyed. 
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Visit the Adelaide 
Velo-city website at 
www.velo-city2014. 
com. you can sign 
our mailing list, 
follow us on Twitter 
and “like” us on 
Facebook. There are 
many ways to stay in 
the information loop! 

The motto will be “A Celebration of Cycling”. That 
sounds very promising… 
Margaret Howard: adelaide Velo-city global 2014 
will be much more than just a conference. We are 
planning a range of community events, activities, and 
tours before, during, and after the conference, so there 
will be lots of different experiences for you to enjoy. 
you’ll also have the opportunity to compare notes 
with leading cycling practitioners, policy makers, and 
advocates from all over australia – all of whom will be 
keen to learn from you. We particularly look forward to 
welcoming our french colleagues from nantes who will 
host Velo-city 2015 – and working with them to design 
a memorable closing ceremony and hand-over so that 
the global cycling conversation continues. you can 
read about the themes for adelaide Velo-city global on 
our website www.velo-city2014.com 

Adelaide aspires to be the most cycle-friendly city in 
Australia…and indeed the southern hemisphere. 

If some of the readers have never been to Adelaide 
or Australia, why should they come? 
Peter Smith: adelaide is the gateway to a number 
of other wonderful south australian destinations 
including the wine regions of adelaide Hills, Barossa 
Valley, Mclaren Vale and clare, the stunning flinders 
ranges, and pristine Kangaroo island, where more 
than one-third of the island is declared conservation 
or  national park with five significant wilderness 
protection areas. so, Kangaroo island is a special and 
protected place. you can taste food from around the 
world at more than 700 restaurants, cafés, and pubs, 
and visit the renowned adelaide central Market that 
showcases our local produce in a cosmopolitan, 
friendly atmosphere. stroll along the north terrace 
Boulevard and visit our many art galleries and museums. 
you can also say hello to Wang Wang and funi, the 
giant pandas at the adelaide zoo. come to the con-
ference, and make sure you stay a while - get to know 
us better, our  culture, and our beautiful country. 

118 – tHe sounD of cycling 
Jack Buckskin at the closing ceremony in Vienna 
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Margaret Howard: adelaide is a great city to appreci-
ate on foot or by bike. the city features some of the 
best preserved heritage architecture in the country, 
well-designed parks and squares, magnificent cultural 
collections and intriguing public art. and adelaide was 
recently voted australia’s most liveable city. adelaide 
and indeed all of south australia, are home to long 
summers, stunning beaches, and award-winning wine, 
events, and festivals. 

But it’s so far to come… 
Margaret Howard: (smiling) actually it’s just a flight 
away. and one that takes not much longer than a train 
trip from copenhagen or london to Vienna. australians 
travel a lot and often take advantage of the direct 
flights to asian airports from adelaide and all australian 
capital cities to enjoy a brief stopover and experience 
a different culture. interstate coaches and trains also 
service adelaide, including the ghan transcontinental 
train which takes you through our red centre to Darwin 
and the arafura sea. 

How can I get involved? 
Margaret Howard: if you have a story to tell, research 
to share, or an innovative idea to spruik we’d love to 
hear from you. the call for abstracts closed on october 
11, 2013, the conference program will be published 
soon so that you have plenty of time to make arrange-
ments for your trip to adelaide. likewise if you have 
great products, technology, or cycle tourism you’d like 
to promote please be in touch. the early-bird exhibitors’ 
deadline is January 27, 2014. australia offers great 
opportunities for your business to expand. and if you’d 
simply like to participate in a great conference take 
advantage of the early-bird delegate rates. 

Thank you, Marg and Peter, you’ve made us curious. 
See you next year! 
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by Ulla Thamm 

Vienn
CyCling fun for eVer

a 
ybody 



biCyCle 

Week in 2013, Vienna i

cycling. the Velo
conference 2013
embedded in the

Bicycle Week, the highlight of the Vienna Bic
year. Velo-city participants and the citizens 

s all about 
-city 
 was 
 Vienna 
ycle 

of Vienna 
enjoyed a multifaceted, informative, and exciting side 
program with numerous events. With more than 4,000 
participants, the Bicycle corso took place as the 
largest bicycle parade ever in Vienna on a week day! 

the Vienna Bicycle Week has made cycling and the 
Velo-city conference visible throughout the entire city. 
While the experts inside Vienna’s city Hall met for 
the Velo-city conference, Viennese people enjoyed 
Vienna’s Bicycle Week outside. the cycling arena in 
front of the city Hall featured information stands, 
training opportunities and workshops, and service 
points as well as cycling competitions. 

the Karlsplatz square turned into the scene of  the Bike 
fashion show, Velostyle. national and  international 
designers adorned these evenings with colorful fashion 
that was not only stylish but also appropriate for cycling. 
the audience had the pleasure of enjoying and joining 
the sound of cycling at the Bicycle Bell concert as 
well. More than 1,000 visitors joined this extravagant 
sound and fashion event. 
the Museum of applied arts opened its exhibition 
Tour du Monde featuring Michael embacher’s historical 
and flamboyant bicycle collection. Bicycle-loving cine-
philes were invited to the sigmund freud Park for Bike 
film nights. latecomers could hardly find a free seat 
and these warm summer evenings were used to relax 
after the Velo-city conference. 

the week drew to an end with the Vienna radhaus 
Bike Polo Masters and a family bike ride to aspern, 
Vienna’s urban lakeside. 

the Bicycle Week celebrated its spectacular opening Vienna’s bicycle week was a great success and its 
with a tweed ride and subsequent Bicycle Picnic. after side events received a lot of positive feedback from 
a stylish – and very British – ride through Vienna, the conference participants. Vienna’s aim of becoming a 
awesome Bike award was successfully handed out. cycling city is well underway. the Vienna Bicycle Week 
Participants of all ages joined on this sunny day in the definitely made cycling visible throughout the city, and 
freudenau, eating Bavarian sausages and enjoying a definitely motivated plenty of non-cyclists to hit the 
Brompton race. pedals. 
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PreSerVe your 

Mental 
eQuilibriuM 
waiting at a red traffic light, marianne Eberl, 
one of Vienna’s first female cargo bike messengers, 
started to stretch her muscles and balance on her 
bike. bike yoga was born. 

a lot of people ride their bikes daily and keep growing 
their cycling-muscles. for helping your muscles grow 
and stay flexible it is important to do some stretching. 
so, why not just do it on your bicycle? seize the time 
while waiting at a traffic light and instead of getting 
bored give your legs a stretch. or just take a few minu-
tes to stretch after riding. your wellbeing and body-a-
wareness will grow. Velo-city participants 
enthusiastically attended Marianne’s early morning 
bike yoga lessons. 

www.bikeyoga.blogsport.at 



 

 

 
 

 

 

 

 

gear uP your life!
find your neW beSt bike Mate 

1. Which picture do you find most appealing? tally your a, b, and c answers to see which kind of 
cyclist you are (note: there’s nothing wrong with 

a b c 
hybrids!) 

a – bicycle revolutionary 
you find your own way through the city, letting no 
inconvenient barriers stop you from reaching your final 
destination. you are a fast and brilliant rider searching 

2. you encounter a parked SuV blocking the bike for someone to join you in the front row at critical 
lane while you are on your way to an important Mass. you know all dangerous bike lanes in your city 
meeting. how do you react? and which ones should be abolished. you ride no 

a. you take your key and scratch the car door. matter the weather, not even icy coldness can stop you 
b. you get off your bike and engage the car owner during winter and the ice riders would be lucky to have 

in a thorough and deep discussion about traffic rules. you! 
c. you simply go around it. Find your bike fellow here: 

SkirtBike www.skirtbike.ro 
3. the wheel rim of your bike is cracked.  Adopt a Dangerous Bicycle Lane www.optar.ro 
What do you do? Ice Riders www.uwsabikelab.ca 

a. you put your bike on your shoulder, carry it 

home, and choose another one of your other eight b – autonomy rules!
�
bikes to ride. you know what you want. you are an independent 

b. you repair it yourself as you always do. individualist, striding into a new cycling future. your life 
c. you go into the next bike shop and have it repaired. is full of energy and work – but you must not forget to 

enjoy the bright side of your cycling life and relax while 
4. you attended the Velo-city conference in Vienna. maintaining your bicycle in the nearby community bike 
What did you enjoy the most? shop. spend your evenings watching a movie at the 

a. Bike yoga lessons in the morning cycle cinema club, accompanied by your shared urban 
b. Plenary speeches bike trailer full of drinks and popcorn. 
c. garden Party and the gala Dinner You will find your perfect co-cyclist here: 

Bike Kitchen www.bikekitchen.net 
5. you are working to enhance cycling in your city. DIY Cycle Cinema Club www.cyclecinemaclub.at 
Why? Tel-O-Porter www.udirimon.com/ 

a. Don’t ask – just ride! 
b. cycling reduces the negative environmental  C – you are a romantic cyclist. 

and health impacts on a nation’s economy. Being a romantic dreamer on your bicycle, you love 
c. Because the bicycle is tHe solution to some  riding slowly through the landscape and looking for 

of world’s most complicated problems. your dream partner to ride your way. you love poems, 
flowers, sunsets, and you always have a warm smile 

6. your next holiday by bike takes you to: on your face while riding your bicycle. on sundays, you 
a. london, uK enjoy putting on a romantic gown and cruising along 
b. adelaide, australia with your friends from frocks on Bikes. you have a 
c. tuscany, italy smoothly balanced karma. 

Find your beloved bike partner here: 
7. Which one do you like best? Borracce di Poesia www.borraccedipoesia.it 

Frocks on Bikes www.frocksonbikes.wordpress.com 
a b c 

God Cykel Karma www.vimeo.com/28240374 
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the cycling culture in 
Portugal is probably one 
of the poorest in europe. 
cyclist associations and 
municipalities try to push 
bike sharing, but at the 
end of planning projects 
there wasn‘t enough 
money to implement a big 
scheme. therefore the 
Velo-city in Vienna was a 
fantastic opportunity for 
networking. 

Catarina Miguel  
bikeemotion, Portugal 

the Velo-city 2013 was a 
great opportunity to see 
the best practices from 
all over the world. from 
the lectures at the con-
ference we learned how 
cities like Vienna have 
proceeded to promote 
cycling. We will try to 
implement these projects i

in our country. 
i

ademola lawal l
assistant Corps Marshal, 
federal road Safety Corps, 
nigeria 

i will leave Vienna very 
motivated and inspired 
from the good vibes. My 
focus was on marketing 
deas, campaigns, and 
how to create a good 
mage of urban cycling. i  
earned a lot! 

andreea toader 
Skirtbike, romania 

the program was full of 
highly qualified speakers. 
i wish we could join all 
forces of the Velo-city. 
that would make a great 
campaign! i really liked 
Vienna as a conference 
venue, the great environ-
ment and all the various 
locations of the side 
events. 

benedicte Swennen 
Project Manager at bond 
beter leefmilieu, belgium 

i loved the hospitality 
of the austrian people. 
considering the panels 
and speakers, i have huge 
respect for the program 
director. she did a great 
job. Many projects trans-
ferred the message that 
emotions are very impor-
tant, which i fully agree 
with. cycling should 
be connected to fun, 
emotions, and positive 
messages. furthermore, 
we need to talk about 
the peaceful coexistence 
 between cyclists, car 
drivers, and pedestrians. 

andrzej Piotrowicz 
Secretary general of the Po-
lish union of active Mobility, 
Poland 

interVieWS With PartiCiPantS 
At the conclusion of Velo-city Vienna, journalist eva Zelechowski checked 
in with participants to get their perspective on the conference. 

it is still quite a challenge the program of the With its 1,400 partici- i‘m sad i could not clone What i probably liked the 
to cycle in the Korean city Velo-city 2013 was of pants, the Velo-city 2013 myself to go to all the lec- most about this con-
changwon where i come high quality. i liked the in Vienna is the biggest of tures. the program was ference was seeing the 
from, mainly because of interactive sessions a lot all Velo-city conferences very inspiring and i was different visions from 
the traffic. the lectures where the participants so far. My personal high- often thinking about the all corners of the earth. 
about urban planning could ask questions light was the Bicycle cor- things i can bring home. i the program offered 
have been truly inspiring. and exchange ideas. My so. the motto “the sound think romania is next on enormous diversity. How 

expectations for learning of cycling” matches the the waiting list to develop do you get more people Jo Mi Sun 

al
l p

ho
to

s:
 ©

 r
os

in
ak

 &
 P

ar
tn

er
 

Ph
ot

o 
7b

: ©
 c

ity
 o

f V
ie

nn
a,

 P
hi

lip
p 

fo
rs

tn
er

 

al
l p

ho
to

s:
 ©

 e
va

 z
el

ec
ho

w
sk

i 

Changwon, korea from speakers have been city perfectly. for the a good bicycle culture. on bikes? i think we 
fully reached. i also think upcoming Velo-city 2014 need some kind of “bike ariel Constantinof 
that you have to address in adelaide, i expect to tribule – the tribe, coalition” focusing on 
the emotional side if you show them the european bucharest, romania combining cycling with 
want to get people on point of view: that urban urban planning.
bicycles. cycling can be an alter- nadine gomez 

filmmaker, Canada native for cars. 

Ceri Woolsgrove 

Samir bendida 
Cyclodeo, netherlands 

european Cyclists‘ 
federation, belgium 
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travelling to Bavaria in 2011 to consult with our 
colleagues in Munich about how to bring Velo-city to 
Vienna, we never thought that Vienna might become 
the biggest Velo-city conference ever. thanks to our 
colleagues from Munich, we learned that a conference 
like this is first of all no piece of cake. secondly, it 
is not just a conference! Munich’s Vice-Mayor Hep 
Monatzeder proved that Velo-city 2007 in Munich 
had powerful both short- and long-term effects on 
transport policy in his city (see interview on page 14). 
all the different benefits from a conference of this kind 
must be taken into account to achieve Vienna’s goal 
of doubling the modal share of cycling by 2015. the 
city of Vienna had this unique opportunity to involve 
cycling experts and other creative minds in order to 
further develop its own cycling strategy. so far, we 
have obtained valuable feedback and expertise from 
international professionals, not only about organizing 
a conference of this size, but also about how to further 

in retroSPeCt

Velo-City Vienna 2013
�

enhance cycling infrastructure, urban planning, and 
bicycle marketing campaigns. Munich assured us 

well, what have we learned at Velo-city Vienna?
lessons, ideas, and recommendations. 

all photos: © city of Vienna, Philipp forstner 

126 – tHe sounD of cycling urBan cycling cultures – 127 

that the city will certainly benefit for a much longer 
time from the lessons learned from this conference. 
the resolution for urban cycling Grundsatzbeschluss 
Radverkehr and the Strategic pillars for urban cycling in 
Vienna – Learning from Velo-city 2013 should be among 
the first results. 

1.	� Plan for the goal, not the present  need. accept 
that ambitious goals come with controversy. 

2.	� situate cycling within larger political issues, 
such as livability, climate change and 
economic development. 

3.	� consider tying the percentage of transportation 
funding to  the mode share. if bicycles represent 
6% of the modal split they should receive 6% of 
the budget. 

4.	� Draw inspiration from good examples from other 
cities, but don’t copy and paste. 

5.	� embrace trials. test new ideas, designs, and 
locations before making them permanent. 

6.	� Do not attack cars. emphasize the ideal use of 
each mode of transportation. communicate that a 
balanced distribution of transportation modes 
improves conditions for all users, including 
reducing traffic congestion for car drivers. 

7.	� limiting speeds to 30 kmh in urban areas promotes 
urban cycling and urban quality of life. exceptions 
can be made for certain high-traffic routes that do 
not impair urban life, though even these should be 
restricted to 50 kmh within the city. 

8.	� open one-way streets to contra-flow cycling. 
it works, and it’s safe. 

9.	� create park-and-ride stations at the urban fringe 
and connect them to the city via both public transit 
and cycle paths. Provide ample bike parking and 
services. equip them with bike-share stations. 

10. eliminate car parking minimums in building codes. 
establish car parking maximums and bicycle 
parking minimums instead. 

11. Don’t underestimate the power of infrastructure 
to normalize behavior. consistent and continuous 
bicycle infrastructure normalizes cycling as a 
regular mode of transportation. 

12. in urban areas with minimal auto traffic, create 
more shared space. Put entire right of way at a 
single grade. use pavers and design to suggest 
central travel lane for cars and bikes. try not to use 
bollards or other physical separations. 

13. Move more goods in cities by pedal power. it is 
estimated that 20-50% of goods moved in cities 
could be efficiently and effectively moved by bike. 

14. get involved at a street and neighborhood level. 
advertisement campaigns and policies are not 
enough. 

15. embed bicycle training in schools and community 
centers. 

16. strengthen the association of bicycles with 
freedom and quality of life, especially in developing 
or post-socialist states that are likely to aspire 
to car ownership even in urban areas. 

17. Partnerships with other cities can help overcome 
local limits. leverage these partnerships to 
establish actionable goals. replace zero-sum 
interurban competition with mutually beneficial 
interurban competition. 

18. Merge all transport tasks (public transport, 
road design, (public) bicycles etc.) into one 
administrative agency. 

19. cities are shaped and reshaped by the dominant 
modes of transportation. the first phase of urbanity 
was shaped by walking, the second by motorized 
transportation. cities are ready to be reshaped for 
bicycles. Don’t be afraid to think big. 

andrea Weninger Joshua grigsby 
Velo-city  Program Director urban researcher 
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Joy in 
motion. 

BICYCLEBecause only the best is good enough. 
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