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FOREWORD
Bicycling is a simple solution to many of the complex problems facing our communities today. 
We know that if more people rode bikes, our nation would be healthier and our quality of life would 
improve. We all remember the joy and sense of freedom and discovery we experienced riding bikes 
when we were young. We want to ride more, and we know it would be good for us. 

The big question is, how do we do it? Generations of Americans have largely given up riding their 
bikes and can’t imagine riding in the traffic they see driving to work every day. How can we make 
bicycling safe and fun again?

That’s where bicycle friendly policy comes in. ChangeLab Solutions has developed a guide to help 
communities make the changes that will allow us to enjoy bicycling to work, to school, and around 
town. This guide feeds directly into the League of American Bicyclists’ Bicycle Friendly Community 
program, which offers a roadmap, or blueprint, of a community where riding a bike is safe, 
convenient, and FUN. Becoming a Bicycle Friendly Community isn’t complicated – especially with 
the clear thinkers at ChangeLab Solutions explaining what you need to know about the policies it 
takes to create lasting improvements. 

Getting the Wheels Rolling: A Guide to Using Policy to Create Bicycle Friendly Communities lays out 
the DNA of a Bicycle Friendly Community, making it easy to implement the policies that will make a 
difference. Together we can get the wheels rolling for millions of Americans who are waiting to be 
invited back out on the road. 

Let’s roll!

Andy Clarke 
President, League of American Bicyclists

ChangeLab Solutions encourages communities to go through the rigorous Bicycle Friendly Community 

certification process run by the League of American Bicyclists. We also recognize that for some communities, 

the first small movements towards supporting bicycling are a significant accomplishment. In this document, 

when we capitalize the term Bicycle Friendly Community, we are referring to the League’s excellent 

certification program. In contrast, when we use the term without capitalization, we are using it to convey 

the concept of a community that is taking general steps to support bicycling.
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INTRODUCTION

Bicycling improves our health, benefits the local economy, and helps create 
more vibrant, sustainable communities. But even as more and more people 

are getting around by bicycle, there is still tremendous room for growth in the 
numbers of people who bicycle. One of the most powerful ways to increase the 
amount of bicycle travel is the adoption of bicycle friendly laws and policies. 
Policies can remove obstacles to bicycling, create incentives for bicycling 
infrastructure, and make it easier and safer to bicycle. That means that state and 
local policymakers have a pivotal role to play in the future of bicycling. But some 
policymakers aren’t sure where to start. Others are daunted by the challenge of 
how to effectively use policy to promote bicycling, especially in light of the vast 
array of state and local policy options.

This resource is intended to be a practical guide to using policy to support 
bicycling. In describing the universe of bicycle-supportive policies, this guide 
provides a toolkit for decision-makers, government officials, community groups, 
and others interested in making all types of communities more bicycle friendly. 

The experience of Austin, Texas, demonstrates just how much can be 
accomplished with bicycle friendly policies, dedicated city staff, a clear vision, and 
community involvement. In 1990, Austin was like many American cities: there were 
few bike lanes, there was little consideration for bicycling, and the percentage of 
commuters bicycling to work was a dismal 0.79 percent.

Austin’s transformation into one of the best American cities for bicycling started 
with policy. A series of bicycle plans enabled Austin to spell out the policies and 
strategies necessary to achieve the community’s vision of increasing bicycle 
use and making bicycling safe. Austin also implemented a “complete streets” 
policy, which ensures that bikeways are efficiently installed during planned road 
construction and routine maintenance. Austin hired a bicycle program manager 
and gradually increased bicycle program staff, creating a team that vets bicycling 
infrastructure proposals with stakeholders and balances them with other city 
priorities. The result: some Austin neighborhoods now have a bicycle mode share 
of over 10 percent, and Austin has more than 200 miles of bikeways, including 
innovative bikeway designs that protect bicycle riders from traffic. 

But Austin didn’t stop there. To increase convenience for people bicycling, Austin 
passed a law requiring bike parking for all new development. Austin installed 
3,600 bike racks at existing businesses and requires bicycle parking at all 
city-sponsored special events. In addition, Austin zoning laws encourage the 
installation of showers in commercial buildings, mixed-use development near 
transit, and tree-lined commercial corridors, all of which make it easier and more 
comfortable to bicycle. Other Austin policies also show the city’s dedication to 
bicycling and support a citywide understanding that bicycling is a normal, socially 

 ““One thing that people say most in 
regard to how they feel about biking is 
that they feel this sense of joy. So, when 
we talk about investments in things, 
when we invest in something and one 
of the returns on that investment is 
joy, I can’t think of a better utilization 
of resources – in addition to how it fits 
into our transportation system, and 
the positive effects it can have on our 
environment, our neighborhoods, and the 
health of everyday people who partake of 
the opportunities to cycle to get from one 
place to another.”

Marc Ott, Austin City Manager1
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beneficial way to get around. Five percent of Austin police officers ride 
bicycles. Moreover, city employees have access to a city bike fleet, and a 
city-wide bike share program is underway. Austin also hosts fun city events 
like bike-to-work-day breakfast stations and happy hours, bicycle commuter 
challenges, and Viva!Streets, an “open streets” festival in which streets 
are closed to car traffic. Today, Austin has increased the number of bicycle 
commuters by 250 percent, doubling the national average. Austin has been 
awarded Silver Level Bicycle Friendly Community status by the League of 
American Bicyclists, has attained its target of a 2 percent bicycling rate ahead 
of schedule, and is well on its way to realizing its goal of a 5 percent bicycling 
rate by 2020.

Creating a bicycle friendly community is a significant commitment. But as 
the Austin experience shows, it can be done – even where communities are 
starting with low bicycling rates and little existing bicycle infrastructure. And 
the rewards are high. Not only is bicycle use rising in Austin, but crash rates 
are going down. Using policy to make bicycling an integral part of daily life is 
a win for everyone, as individuals become active and healthy, neighborhoods 
grow to be more lively and sustainable, and local economies and the 
environment benefit.

STREET
CLOSED
TO CARS

EVERY
SAT 

& SUN
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WHAT’S IN THIS GUIDE?

Chapter One: Bicycling ‑ The Big Picture 
Chapter One provides an overview of bicycling, documenting the many ways 
bicycling benefits each individual’s personal health as well as the health and 
vitality of the community at large. While a bicycling resurgence is underway in 
many places around the country, the number of trips made by bicycle in the 
United States is still only a tiny fraction of all trips made, and lags far behind 
rates achieved in many other countries. This chapter also looks at the many 
obstacles to bicycling that exist, how to overcome them, and the huge gains 
that can result from the right set of policies. 

Chapter Two: The Role of Policy in Increasing 
Bicycling  
Chapter Two explains our focus on policy, describing why policy change 
provides an effective approach to bringing bicycling out of the margins and 
into the mainstream of our transportation system. Numerous aspects of 
governance – from education to planning to taxation – have the potential to 
support bicycling. This chapter introduces policy makers and stakeholders to 
the wide array of available policy options, and describes how state and local 
governments can employ policy to create bicycle friendly communities and 
increase bicycle ridership. 

Chapter Three: The Four Requirements ‑ An 
Organizational Framework 
There are four key requirements that must be in place before people will 
choose to get around by bicycle:

  Safety: Travel by bicycle must feel sufficiently safe;

  Convenience: Travel by bicycle must be sufficiently convenient;

  Acceptability: Travel by bicycle must be viewed as a normal and 
socially acceptable form of transportation;

  Access: People must have access to bicycles when they need them.

This chapter discusses each requirement, and how policies can help establish 
the conditions to satisfy these requirements in a community. The policies 
presented in this guide are organized according to the requirements that 
they help achieve (though some policies may facilitate more than one 
requirement). This format not only helps readers understand how each policy 
supports bicycling, but also enables policy makers to determine whether they 
are taking steps to meet all four necessary conditions.

→

→

→
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Chapters Four–Seven: The Policies 
Chapters Four through Seven present the policy options for bicycle 
friendly policies, with one chapter devoted to each of the above-listed four 
requirements. Since communities around the country are developing and 
adopting new bicycle friendly policies at an enthusiastic pace, this guide does 
not purport to cover every possible policy option. It does, however, review 
many kinds of policies that jurisdictions can consider, whether they are simply 
interested in tweaking existing codes, laws, and plans, or are looking to adopt 
new policies altogether. 

  Chapter Four describes policies that improve safety for people 
bicycling.

  Chapter Five sets out policies designed to make bicycling convenient. 

  Chapter Six describes policies that help people see bicycling as a 
normal, socially acceptable activity.

  Chapter Seven provides descriptions of policies that are designed 
to increase access to bicycles. 

Policy examples are provided from every region of the country and all types 
of communities, from small towns to mega cities. These chapters provide 
many resources, including links to existing policies, extensive footnotes, 
model policies where available, and additional examples and resources. 

Chapter Eight: Counterproductive Policies 
Sometimes it is just as important to know what policies to avoid as what 
policies to adopt. This chapter describes some types of laws and policies 
that should be avoided because they will likely undermine efforts to increase 
bicycle ridership.

Chapter Nine: Putting It All Together - the role of 
bicycle plans and other government plans
This chapter brings it all together by describing how to effectively make use 
of the policy options discussed in Chapters Four through Seven, exploring 
how jurisdictions can engage their communities in the process of creating 
a customized bicycle plan. This big picture thinking and planning can allow 
communities to select which bicycle friendly policies will overcome identified 
obstacles, tailor approaches to meet the specific needs of the community, and 
set forth strategies for policy adoption, implementation, and enforcement. 

Chapter Ten: Finding Bicycle friendly policy 
This chapter provides a brief overview of funding issues, including a general 
description of how funding can be made available for bicycling infrastructure 
projects and what innovative sources of funding may exist to support bike 
friendly policies and approaches.

Conclusion and Appendix 
The appendix includes charts that allow readers to review all the bike friendly 
policies at a glance.

→

→

→

→

→

Communities around the 
country are developing and 
adopting new bicycle friendly 
policies at an enthusiastic pace. 
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CHAPTER ONE:  
BICYCLING – THE BIG PICTURE

Why Should Communities 
Care About Bicycling?

The average American drives more than 13,000 miles every year.2 We use 
our cars to do just about everything, from picking up milk a few blocks 

from home, to commuting to work, to visiting friends. Our heavy reliance on 
cars for transportation is a legacy of extensive public investment in suburbs, 
highways, and roads designed for cars, and little investment in public transit, 
bikeways, and walkways. In recent years, the cost of our auto-dependency has 
become increasingly stark. Motor vehicle emissions pollute the air; increase 
asthma and respiratory illness, particularly among children and older adults; 
and contribute to climate change.3 Constant travel by car eliminates many 
opportunities for routine physical activity, which is one reason why two-thirds 
of American adults today are overweight or obese, and so at higher risk for 
heart disease, diabetes, strokes, cancer, and other health problems.4 Our car-
centered lifestyle has other negative byproducts as well: car crashes are one 
of the leading causes of death in the country, and dependence on a volatile 
oil market creates economic uncertainty and foreign policy vulnerability.5 In 
addition, congestion is a serious problem in most urban areas, and each year 
we waste $87 billion on lost productivity and fuel while stuck in traffic.6 

There are also less measureable social impacts. Time lost to daily rush-hour 
traffic jams is time that could be spent with family or friends. And unlike 
bicycling or walking, which allows for interaction with passing friends and 
neighbors, traveling by car can be an isolating experience. 

Bicycling on the Rise
Today, bicycling is getting a fresh look as a practical alternative to driving. 
Bicycling is being welcomed back as part of a movement toward creating 
lively, sustainable neighborhoods and city centers where streets are 
designed to be used not just by cars, but also by people bicycling and walking. 
Americans’ insatiable demand for cars is, for the first time, beginning to flag. 
After decades of steady growth in driving, the number of miles driven by each 
American per year has dropped for almost 10 years in a row.7 

At the same time, bicycling rates are once again on the rise. Between 1977 
and 2009, the total number of annual bike trips in the United States more 
than tripled.8 Almost twice as many commuters biked to work in 2009 as 
in 2000.9 

 ““I have traveled all over this country in 
the past 14 months, and everywhere I 
go people want better [transportation] 
options. Options that offer reduced 
greenhouse-gas emissions. Options that 
offer reduced fuel-consumption. Options 
that offer better health. Options that 
bring communities together.”

Former US Secretary of Transportation, 
Ray LaHood10 



14      Getting the Wheels Rolling: Chapter One: Bicycling – The Big Picture    |    changelabsolutions.org

$$

Share-a-Bike
PROGRAM

CARS
FIRST STREETSFOR CARS

| | | | | | | | | | | | | |1880 1890 1900 1910 1920 1930 1940 1950 1960 1970 1980 1990 2000 2010

More than 100 years ago, Americans embraced bicycling as a great way to get around.  Now, after decades of 
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for health, the environment, and community, Americans are reclaiming our bicycling history.

1880s
A bicycling craze sweeps 
the nation & millions of 
Americans bicycle for fun 
and to get around.

1896
Biking leads to greater independence 
for women, including the demise 
of the bustle and corset 
and the start of more 
practical clothing. “I think [bicycling] has done more to emancipate 

women than any one thing in the world.  I rejoice 
every time I see a woman ride by on a wheel.  It gives 
her a feeling of self-reliance and independence the 
moment she takes her seat.” – Susan B. Anthony

1892
With bicyclists leading the 
way, Congress works to 
improve dirt and gravel 
roads, literally paving the 
way for cars.

1918
As mass production of cars begins, 
manufacturers and motorist clubs 
campaign to redefi ne the street as 
a place for cars.

By 1930
Cars are dominant in the battle for 
ownership of the streets, marginalizing 
children, “jaywalkers,” and bicycles.

1970s
The energy crisis leads to a 
spike in interest in bicycling.

2010
Denver, Minneapolis, and Washington 
DC kick off the fi rst large-scale bike 
share programs in the United States, 
and more than 45 additional cities 
follow suit.

late 1940s
Federal highway and housing policy leads to an 
era of suburban sprawl, and communities are 
built for access by car, not by foot or bicycle.

2005
The new federal transportation 
bill funds Safe Routes to School 
programs in all 50 states, 
supporting biking and walking 
infrastructure near schools.

now
Federal funding for biking and walking is 135 times 
greater now than in 1990 (from $6 million in 1990 
up to $808 million in 2013, with a peak of $1.2 billion 
in 2009), and the number of trips taken by bicycle 
has more than doubled. And those numbers look 
like they’ll keep climbing!

As more and more Americans are rediscovering the 
benefits of bicycling, it is worth remembering that 
bicycling has a long history in the United States. 
More than one hundred years ago, a bicycling craze 
swept across the country with the advent of the 
modern bicycle. In the 1880s, millions of Americans 
exalted in the mobility that affordable bicycles 
provided. 

Bicycle social clubs were popular, along with bicycle 
track racing on oval-shaped cement tracks called 
velodromes.11 Soon, bicycling organizations started 
lobbying for the paving of dirt and gravel roads to 
make bicycling easier, literally paving the way for 
the automobile.12 But once cars began to be mass 
produced, car manufacturers and motorist clubs led 

Bicycling: An American Tradition
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campaigns to redefine the street as a place for cars, 
not bicycles or pedestrians, and bicycles became 
relegated to the status of a toy for children.13 

This trend accelerated following World War II, as 
the federal highway system, supported by federal 
housing and urban development policies, created 
an era of suburban sprawl, and communities were 

designed around the automobile, with little regard 
for people biking or walking. In the early 1970s, the 
oil crisis ignited renewed interest in bicycling, but 
in the absence of policy change and investment in 
infrastructure, interest eventually waned. 
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Multiple factors underlie this bicycling renaissance. Many people who bicycle 
are motivated by an appreciation of how bicycling can improve individual 
health and quality of life. Local communities are investing in bicycling 
because they see how bicycling assists local businesses, protects public 
health and the environment, creates vibrant communities, and strengthens 
budgets. The benefits of bicycling include the following:

Health: Numerous studies have shown that “active transportation” – 
travel by bicycle, walking, or similar means – supports better health. Active 
transportation provides people with a convenient opportunity to engage in 
aerobic, low-impact exercise while simultaneously accomplishing the tasks 
of daily living, such as commuting to work or taking care of errands. Physical 
activity is key to good health, but Americans aren’t getting enough. Adults 
who bicycle enjoy lower weight and blood pressure, and are less likely to 
become diabetic.14 These benefits show up in state-by-state statistics as 
well, as states with the highest levels of bicycling and walking have the 
lowest rates of obesity, high blood pressure, and diabetes.15 Biking supports 
long-term health too – adolescents who bicycle are 48 percent less likely to 
be overweight as adults.16 Bicycling also contributes to health in other ways. 
Poor air quality causes a range of health problems, from asthma to cancer, 
and bicycling reduces the vehicle emissions that are prime contributors to 
air pollution.17 Moreover, physical activity has benefits beyond just physical 
health; it is linked to higher cognitive functioning and greater emotional well-
being, and can help prevent mental health disorders.18 In other words, regular 
physical activity such as bicycling helps people think better and feel better.

Local Businesses: Bicycling is good for local business. Unlike 
drivers, people bicycling travel at a speed that allows them to slow down and 
interact with their surroundings, making them more likely to stop, shop, and 
explore an area. Research concludes that “bicyclists riding through town will 
stop and spend money.”19 In fact, multiple studies show that people who visit 
shopping districts by bicycle spend more on a weekly basis than those who 
visit such districts by car.20 After New York City installed protected bicycle 
lanes on 8th and 9th Avenues in Manhattan, retail sales for locally-based 
businesses on 9th Avenue increased up to 49 percent, compared to a 
3 percent average increase in the rest of the borough.21 The overall economy 
in Wisconsin has significantly benefitted from investments in bicycling.22 

In Davis, California, shops along major bicycling routes rent at a premium 
because people bicycling bring in so much business.23 Employers can also 
benefit when employees bicycle to work. One employer in Minneapolis, 
Minnesota, reduced health care costs 4.4 percent after offering incentives to 
employees to commute by bicycle.24 

State and Municipal Budgets: Bicycling can provide two types of 
benefits for state and municipal budgets: higher revenues and lower costs. 
On the revenue side, bicycle friendly shopping districts can yield higher sales 
tax revenue. In Madison, Wisconsin, for example, sales tax revenue increased 
3 percent in shopping areas in which new bicycle racks were located.25 

 ““Biking has always been part of my 
life. However, it wasn’t until I became 
president [of an advertising agency] 
that I discovered that biking is also good 
for the bottom line. During the past few 
years, our agency has steadily added 
infrastructure and other ways to make it 
a cinch to bike, walk or run to work . . . . 
Sure, these changes were the right thing 
to do. But a funny thing happened along 
the way: Our employees are healthier, 
happier and more productive. We’re 
attracting some of the best talent in the 
industry. And, most important, we’re 
attracting new and exciting clients to fuel 
the bottom line.” 

Christine Fruechte, CEO of Colle+McVoy26 

 ““As the number of bicyclists and bicycle 
trips in Wisconsin increases, so does the 
impact of bicycling on our state and local 
economies . . . . [We now know] what we’ve 
suspected all along: that our investments 
in bicycling and transportation in general 
generate significant returns in the form 
of public health and safety, economic 
development and job growth.”

Governor Jim Doyle of Wisconsin 
(introducing report on economic benefits 
to Wisconsin related to bicycling, which 
exceeded $500 million not including 
tourism)27
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Bicycling also enhances transit revenue, because people who would otherwise 
be deterred from public transit, due to long distances between transit stops 
and destinations, may find public transit a viable option when combined with 
a bicycle. As a result, bicycling has the potential to improve the finances of 
public transit systems. In addition, homes located near bike routes or in bike 
friendly communities show higher property values, providing communities 
with a stronger tax base.28 Strong bicycling infrastructure has also been 
shown to attract new development, businesses, and skilled employees, further 
contributing to the tax base.29 

On the cost side, bicycling reduces expensive street repairs, since bicycles 
cause virtually no wear and tear on roads.30 Indeed, skyrocketing asphalt 
costs have become a serious challenge for governments operating with 
limited resources.31 Replacing car trips with bicycling trips can ease 
congestion for motorists, decreasing the pressure on local governments 
to build costly new roadways or expand existing roads. Because gas tax 
revenues do not cover even half of the cost of new roadways, lessening the 
amount of construction is beneficial for general funds.32 

Quality of Life: Because people bicycling travel more slowly than 
cars and can easily engage with their community, bicycling facilitates more 
social contact and lively, thriving neighborhoods. Not surprisingly, bicycle 
ridership is typically associated not only with vibrant neighborhoods, but 
with a community’s livability rating.33 Where traffic is congested or parking is 
scarce or expensive, bicycling saves time and money.34 And, for most people, 
bicycling is fun. 

Transportation Equity: While often overlooked, transportation 
costs and challenges are a significant aspect of poverty.35 Transportation 
is necessary for basic life functions, including finding and keeping jobs, 
accessing medical services, getting to school, obtaining food, and carrying 
out many other requirements of daily life. The cost of motor vehicle 
transportation, generally the second largest household expense after housing, 
can be a significant burden for low-income households. In 2011, the average 
cost of operating a car (not including the cost of the vehicle itself) was 
close to $9,000 per year – almost 20 percent of the median family income, 
and an even higher percentage of income for low-income families.36 These 
costs make car ownership prohibitive for many low-income families. While 
96 percent of middle or upper middle income families own cars, the rate of 
car ownership among welfare recipients is under 40 percent, and perhaps 
as low as 20 percent.37 Similarly, 20 percent of older adults do not own cars.38 

Disparate access to cars also falls more heavily on people of color. Nineteen 
percent of African-Americans and 14 percent of Latinos lack access to cars, 
compared with only 5 percent of whites.39 Frequently, public transportation 
is not a practical alternative. Because of long-term underinvestment and 
sizable budget cuts to public transit, bus and rail service to many destinations 
is inadequate and regular fare hikes have made public transit increasingly 
expensive.40 

 ““Cities that want to shine are building . . .   
better bike facilities as part of a suite of 
assets that attract business. And they 
find that bike infrastructure is cheap 
compared to new sports stadiums and 
light rail lines, and can be done much 
faster.”

Martha Roskowski, Director Green Lane 
Project, Bikes Belong Foundation42

 ““Biking is definitely part of our strategy to 
attract and retain businesses in order to 
compete in a mobile world.” 

Minneapolis Mayor R.T. Rybak41
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Because unreliable transportation is a common cause of job loss for low-
income families, perpetuating poverty, policies that support bicycling as a 
form of transportation can advance social justice and economic opportunity. 
Bicycles are reasonably reliable and far more economical than cars. They 
can be purchased relatively cheaply, do not require gasoline or insurance 
to operate, and can be maintained much more affordably.43 A survey in San 
Francisco found that although only 12 percent of low income women owned 
cars, 34 percent owned bicycles – but they didn’t feel safe riding them 
without additional bicycle infrastructure.44 

Transportation for Youth, Older Adults, and Other 
Non-Drivers: Bicycling also offers an important transportation 
alternative for people who don’t drive for other reasons. Children and teens 
too young to obtain a driver’s license can use a bicycle to travel to school, jobs, 
extra-curricular activities, and appointments. Also, many older adults lack 
cars or no longer feel comfortable driving, but are still able to bicycle. Other 
adults may not be able to drive because of medical restrictions. Individuals 
who have suffered a brain injury, for example, may be precluded from driving 
(or find it uncomfortable), yet be able to bicycle.45 Others may have had their 
licenses suspended or revoked. 

Bicycling also provides an alternative for people who choose not to drive. In 
recent years, more young adults have chosen to drive less for a variety of 
reasons, including higher fuel prices, additional licensing requirements, more 
opportunities to socialize via social media networks rather than in person, 
and changing values.46 The number of miles driven by people under 30 has 
dropped by 23 percent between 1994 and 2009, while the general public’s 
driving increased by 9 percent.47 

Individuals with Disabilities: Recent advances in the area 
of “adaptive bicycles” have made bicycling an important source of physical 
activity and independence for many people with disabilities.48 Adaptive 
bicycles are available for adults and children who face physical challenges 
such as difficulty balancing or poor lower body strength. Specially designed 
bikes compensate for challenges with balance and allow people who have lost 
a foot or limb to bicycle.49 Other bicycles are recumbent, allowing a person to 
recline in a chair-like seat and power the bicycle with hand pedals.50 For many 
individuals with disabilities, bicycling can open up vital new opportunities 
for physical activity and mobility. As an important source of physical activity, 
bicycling can also help improve mental health and mood disorders.51 

The Environment: Gasoline-powered vehicles are one of the largest 
emitters of greenhouse gases, which are linked to rising global temperatures 
and climate change. Since bicycles do not emit air pollutants, shifting to 
bicycle transportation saves nearly one pound of carbon dioxide emissions 
for every mile.52 Gas-powered vehicles also emit nitrogen oxide, a cause 
of acid rain, which harms fish, pollutes lakes and streams, and damages 
trees.53 Bicycling is particularly beneficial for air quality because people are 
most likely to substitute bicycling for driving when traveling short distances 

 ““For some reason not fully understood, 
some people with Parkinson’s disease 
can ride a bike, but have trouble walking 
and balancing. A friend couldn’t drive 
anymore and had to move into town, but 
still had trouble getting around walking. 
Got her to try a three-wheeler, and soon 
she was all over town with that thing. It 
was a great sense of freedom for her 
and she loved the exercise.”

Tim Young, Wyoming Pathways
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(less than three miles), and short trips are responsible for a disproportionate 
share of polluting emissions.54 Substituting bikes for cars during congested 
peak commute hours has a similar impact, since stop-and-start driving is 
particularly emission-intensive.55 

Less Dependence on Fossil Fuels: Bicycling also reduces 
dependence on fossil fuels, which creates more stability for the US economy 
and foreign policy.56 Replacing a moderate number of short motor vehicle 
trips with bicycling and walking could save approximately 2.4 billion gallons of 
oil each year; a more ambitious number of replaced trips could save as much 
as five billion gallons.57 

In short, bicycling provides substantial benefits for individuals, businesses, 
government budgets, public health, and the environment.58 Yet bicycling 
infrastructure is inexpensive compared to the cost of building new roads and 
freeways. A look at Portland, Oregon, illustrates this fact. Portland is widely 
regarded as having one of the best bicycling infrastructure systems in the 
country, but the total amount spent on its bicycle friendly infrastructure was 
roughly equivalent to the cost of building just one mile of a four-lane urban 
freeway.59 Bicycling provides enormous benefits for a low cost.

Bicycling’s Tremendous 
Potential for Growth
While the many benefits of biking have helped inspire a bicycling resurgence 
over the last 20 years, bike trips still make up only a very small fraction of all 
trips in the United States – roughly 1 percent nationally (up from 0.6 percent 
in 1977).60 Yet a substantial number of trips currently made by cars are within 
easy biking distance. Studies show that 28 percent of all car trips are one mile 
or less, and 40 percent are two miles or under.61 Moreover, around 40 percent 
of commuters travel five miles or less to work.62 

An international view reveals that much higher bicycling rates are achievable. 
In Curitiba, Brazil, 5 percent of trips are by bicycle; in Tokyo, 14 percent are; 
in Beijing, 32 percent are. In Europe, even less bike-oriented countries like 
Great Britain have rates that are double or triple the American rate. The 
Netherlands and a few other countries have rates as high as 26 percent, and 
many are in the mid-range of 7–10 percent, including Sweden, Austria, and 
Germany.63 

Lower bicycling rates in the United States reflect the fact that many obstacles 
deter would-be bicyclists and hamper local governments seeking to make 
their communities more bike friendly. These obstacles include the widespread 
lack of bike friendly infrastructure (such as bikeways and bike parking), which 
contributes to concerns about traffic safety and bicycle theft. Distance from 
destinations and sprawling development patterns also discourage bicycling. 
In addition, existing codes and laws can hinder bike friendly goals. Other 
barriers include lack of access to bicycles, lack of available funding for bicycle 
infrastructure and programs, and social and cultural barriers.64 

The League of 
American Bicyclists’ 
Bicycle Friendly 
America Program
Recognition can be a key factor in 
encouraging communities to become 
more bicycle friendly. The League 
of American Bicyclists’ Bicycle 
Friendly America Program awards 
qualifying communities, businesses, 
and universities with ratings that 
range from bronze to diamond, to 
commend them for making significant 
progress towards creating a safe and 
welcoming environment for bicycling. 
Bill Nesper, who directs the Bicycle 
Friendly America program, explains, 

“At its core, the BFA program sets 
a standard and presents a way 
for communities, businesses, and 
universities to make bicycling a real 
option for people of all ages and 
abilities. This program builds a true 
partnership between advocates and 
decision makers to take action on 
tried and true bicycle friendly policy 
solutions.” 

Over the past 10 years, the program 
has worked with 600 applicant 
communities and recognized the 
achievements of 242 different 
communities throughout the United 
States. To receive recognition, 
communities must go through 
a stringent application process, 
demonstrating achievement in five 
different categories. The program 
not only provides recognition for the 
strides that communities have made, 
but also gives applicants a roadmap 
to further improve bicycling in their 
communities. For more information, 
go to www.bikeleague.org. 

http://www.bikeleague.org
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Countries with high biking rates bring an integrated set of bicycle friendly 
policies, laws, and infrastructure to bear on these obstacles. This approach 
works equally well in the United States. In fact, American cities that are 
taking this approach – cities such as Portland, Oregon; Davis, California; 
Chicago; New York City; and Washington, DC – have all seen their bicycling 
rates dramatically rise.65 From 2000 to 2008, for the largest American 
cities, the bicycle commuter share increased by 70 percent in designated 
Bicycle Friendly Communities cities (see sidebar), but by only 23 percent 
in comparable cities that had not invested in bicycling – evidence that 
investment in policy and infrastructure makes a real difference on the ground.66 

Who Is Bicycling and Who Is Not?
To understand how we can increase bicycling rates, we need to understand 
who is bicycling, who isn’t, and why. When it comes to bicycling, people 
generally fall into one of four categories: 

1)	 the “fit and fearless,” who will bicycle under any conditions

2)	 the “comfortably confident,” who are already comfortable traveling by 
bicycle, but who may increase their amount of riding for transportation if 
improvements occur in bicycle-oriented facilities and conditions

3)	 those who are unlikely to ever consider riding a bicycle for transport (the 
“no way, no how” group)

4)	 the “willing but wary,” who are currently hesitant to use a bike for 
transport due to various obstacles, but for whom bike friendly policies and 
robust infrastructure can make a substantial difference.67 

Fit & Fearless
Ride long distances without 
dedicated bike facilities

Comfortably Confident
Prefer short to medium trip 
distances and may be willing to 
ride in traffic where there are bike 
lanes or other good facilities

Willing But Wary
Not comfortable in traffic, even with 
conventional bike lanes, but will ride 
on low-traffic streets and paths

No Way No How
No interest in bicycling – 
won’t consider bicycling 
without major changes in 
social norms and street 
conditions

Source: www.portlandoregon.gov/transportation/article/158497; see also Dill J and McNeil N. “Four Types of Cyclists? Testing a 
Typology to Better Understand Bicycling Behavior and Potential.” Portland State University, August 10, 2012.  Available at: 
http://web.pdx.edu/~jdill/Types_of_Cyclists_PSUWorkingPaper.pdf.

7%

<1% 33%

60%

Four Attitudes Toward Transportation Bicycling
Percentages based on data from Portland, Oregon
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According to a study in Portland, Oregon, a significant majority of residents – 
60 percent – fall into the “willing but wary” category, which is heavily 
weighted toward women, youth, and older adults.68 To achieve meaningful 
increases in bicycling, we need to address the barriers that cause concern 
among this group.69 

We also need to better understand how these different categories are 
composed. Bicycling rates and habits vary significantly among demographic 
groups in the United States. Women in the United States, for example, only 
bicycle one-third as much as men, and most of the recent growth in bicycling 
rates has occurred among male riders.70 Given the size of the gender gap, 
obstacles deterring women from bicycling must be addressed if overall 
bicycling rates are to substantially increase. Data show that the countries 
with the highest ridership rates, such as Denmark, the Netherlands, and 
Germany, have virtually eliminated, or in some cases reversed, the gender 
gap.71 The same pattern occurs across cities: where the gender gap decreases, 
overall ridership rates increase.72 This has led some commentators to deem 
the percentage of women riding as a key indicator of the presence of factors 
that support bicycling for the general population.

While the cause of the American gender gap has not been definitively 
studied, and many factors affect women’s bicycling rates, available research 
indicates that safety issues are a significant impediment to women bicycling. 
Overall, women show higher levels of concern about safety than men.73 Thus, 
improving bicycle safety is an important strategy for reducing obstacles that 
deter women from bicycling.74 Surveys also show that, as a whole, women 
feel less confident bicycling and enjoy bicycling less. Bicycling education 
and promotion among children and adults may increase confidence and 
appreciation for bicycling.75 

In contrast, overall bicycling rates do not appear to vary significantly by racial 
group.76 Some data suggest that recent immigrants, Latinos, and whites have 
the highest bicycling rates, but bicycling trips make up less than 2 percent 
of all trips for all racial groups.77 Growth in bicycle ridership appears to be 
occurring most rapidly among African-Americans and Asians, with Latinos 
and whites following.78 In communities of color and low-income communities, 
bicycling is sometimes negatively viewed, and may be seen as an 
unfashionable activity, a sport for affluent whites, or a mode of last resort for 
those who cannot afford a car or who have lost their license for driving under 
the influence.79 Thus, targeted outreach may be an important component 
of increasing bicycling in communities of color. A number of organizations 
around the country are already dedicated to this goal.80 

Police harassment of people of color riding bicycles can also be an issue.81 

In Eastpointe, Michigan, for example, a lawsuit was successfully settled after 
it was shown that a local police department had a policy of stopping black 
youth on bicycles.82 Ensuring that communities of color do not experience 
police harassment is an important component of increasing bicycle ridership. 

 ““The Mujeres en Movimiento program 
came from our core value of inclusiveness. 
WE realized that many Latina women 
weren’t being engaged in cycling 
because the literature wasn’t in Spanish. 
Furthermore, the majority of literature 
and photos out there were of white 
women in spandex, so how do Latina 
women picture themselves as cyclists 
if the photos are telling them they 
are not?”

Liz Jose, Founder, WE Bike NYC83

Improving bicycle safety is 
an important strategy for 
increasing the number of 
women bicycling.
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Communities of color also experience higher injury and fatality rates for 
those bicycling, underscoring the need for equitable availability of safe 
infrastructure in all communities.84 

Bicycle mode share remains fairly constant among all income levels. The 
purpose of trips, however, varies by income, with the percentage of 
recreational trips rising, and the percentage of utilitarian trips falling, as 
income increases.85 

Population density is a major factor. Rural and suburban residents are much 
less likely to bicycle than urban residents.86 Destinations are generally closer 
in cities, making bicycling more convenient, and bicycle friendly cultures are 
more likely to exist. However, as demonstrated by the numerous examples 
provided from around the country, suburban and rural areas can also 
substantially increase bicycling rates with a carefully tailored and coordinated 
set of policies.

Finally, bicycling rates vary significantly by region. Western states have the 
highest bicycling rates while in Southern states, from Texas up to North 
Carolina, bicycling rates are extremely low.87 However, climate is clearly not 
a material factor in bicycling rates.88 Two of the coldest states, Alaska and 
Montana, have some of the highest commuter bicycling rates.89 

From this overview of the benefits, obstacles, and demographics of bicycling, 
we proceed to a discussion of how policy can increase bicycling rates.

A Sampling of 
Organizations 
Focused on Bicycle 
Riders of Color
Black Women Bike 

CicLAvia SouthEast LA/Southeast 
Bicycle Alliance

Cycles and Change

East Side Riders

Local Spokes: Lower East Side and 
Chinatown Bicycling Coalition

Los Ryderz

Major Tyler Bicycling Club of 
Minnesota

Milwaukee Bicycle Works

Mississippi Low-Income 
Empowerment Initiative for Livable 
Communities

Multicultural Communities for 
Mobility

Ovarian Psyco-Cycles

Red, Bike and Green

Richmond Spokes

Seattle Bike Justice Project

The National Brotherhood of Cyclists

http://blackwomenbikedc.tumblr.com
http://www.facebook.com/CicLAviaSouthEastLA
http://www.facebook.com/CicLAviaSouthEastLA
http://www.cyclesandchange.com
http://www.eastsideriders.org
http://www.localspokes.org
http://www.localspokes.org
http://www.facebook.com/LosRyderzBikeClub
http://www.majortaylorminnesota.org
http://www.majortaylorminnesota.org
http://www.milwaukeebicycleworks.org
http://www.bikewalkmississippi.org
http://www.bikewalkmississippi.org
http://www.bikewalkmississippi.org
http://www.multicultimobility.org
http://www.multicultimobility.org
http://www.facebook.com/ovarian.psycos
http://www.redbikeandgreen.com
http://www.richmondspokes.org
http://seattlebikejustice.com
http://www.thenbc.org
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CHAPTER TWO:  
THE ROLE OF POLICY 
IN INCREASING BICYCLING

Safe and highly visible bike 
lanes influence people’s 
perception that bicycling is a 
normal and expected behavior. 

Communities around the country are taking up the challenge to become 
more bicycle friendly and less auto-dependent. In 2010, 64 percent of the 

largest cities in the United States had formal goals to increase bicycling; by 
2012 the percentage had jumped to 90 percent.90 Many jurisdictions, however, 
may not be aware of the multitude of ways that local and state policy can 
help achieve the goal of increasing bicycling rates. Indeed, policy in areas as 
diverse as traffic law, zoning, school curriculum, road design, and taxation 
can have an impact on bicycle ridership.

This guide provides an overview of the many tools jurisdictions can employ 
to develop a comprehensive and coordinated set of bicycle friendly policies 
at the state and local level. Together, such policies can play a critical role in 
overcoming obstacles to bicycling, creating bicycle friendly communities, and 
increasing bicycle ridership.91 

What do we mean when we say policy? A policy is a written commitment by a 
governmental entity that has some level of enforceability. The quintessential 
policy for our purposes is a formal law, but policies can also take other forms. 
They can be regulations, resolutions, or contracts, which may or may not be 
as enforceable as laws. Policies can also include internal agency protocols, 
which can be very effective, even if not enforceable. However, the general 

“policy statements” found in many transportation and community planning 
documents generally function as aspirations or goals, rather than specific 
policy directives. 

Why Policy?
Why focus on policies related to bicycling, instead of simply promoting 
educational campaigns to convince people to bicycle? While appeals to 
change personal behavior can be an important supplement to policy, we focus 
on laws and policies because they are generally more effective in creating 
lasting change in people’s behavior, and more sustainable from a financial 
and a practical perspective. 

Policy is an effective way to change behavior because of a concept known as 
social norm change.92 People’s actions are highly influenced by what they view 
as normal, expected behavior.93 People understand what is normal according 
to cues in the physical world and the social expectations of both peers and 
strangers. Trying to persuade people to make a conscious decision to alter 
their behavior is an uphill battle. Even when people accept the message and 
desire to behave differently, it can still be very difficult to actually modify 
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behavior and sustain that change.94 Thus, campaigns exhorting people to eat 
healthier foods and exercise more are not usually enough, by themselves, to 
achieve significant changes in behavior.95 In contrast, with social norm change, 
the behavior of a large population of people can be transformed because 
social and environmental cues and reactions encourage and reward healthy 
decisions, while discouraging unhealthy ones.

Cigarette smoking rates illustrate how this process works. In the 1970s, 
smoking was common and accepted behavior throughout the United 
States. Smokers were welcome everywhere, including restaurants, bars, 
workplaces, and the like. But over the next 30 years, changes in the law 
altered the environment so smokers were excluded from many public areas 
and workplaces. These policy changes, along with other factors, led to a 
wholesale reversal of the social acceptance of smoking.96 Smoking went from 
being perceived as an acceptable personal choice, widely accommodated 
by workplaces and public venues, to being viewed as an unhealthy and 
somewhat repellent activity that could be conducted only in limited locations. 
Smoking rates fell dramatically and thousands of lives were saved. The state 
of California, which took forceful action to de-normalize smoking, has saved 
$86 billion dollars to date.97 

The overall lesson is that it is often more effective to change people’s 
behavior by changing the environment around them, rather than just 
trying to influence their personal beliefs.98 As a result, policy can have an 
enormous impact on bicycling levels. States and local jurisdictions that do not 
adopt and implement bike friendly policies generally see little or no rise in 
bicycling, while those that do implement such policies experience substantial 
increases.99 Significantly, many European cities now enjoying high bicycling 
rates historically had much lower bicycling rates. With a mix of policy and 
programs, these cities overcame their auto-centrism, achieving bicycling 
rates now in the double digits.100 

In short, policy plays a critical role for any jurisdiction seeking to increase 
bicycling, because it creates the conditions that support bicycling. Over 
time, such policies can establish a new social norm in which not just a daring 
minority, but the solid majority of residents see bicycling as a practical and 
appealing way to travel short distances. This is not to say that education 
designed to affect beliefs plays no role. To the contrary, particularly when 
institutionalized through policy, education plays a key supplementary role in 
transforming attitudes and helping to shift social norms. 
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The Key Steps to Making Policy Work 
So how do communities go about making policies that successfully create 
change? A multi-step process is involved. 

First, policymakers and stakeholders must identify the types of policies 
they wish to pursue to make bicycling more safe, convenient, accessible, 
and socially acceptable in their community. Reviewing this guide will help 
communities undertake this important first step. The process of developing 
and adopting a bicycle plan (discussed in Chapter 9) can build community 
support and help communities identify which policies are most appropriate 
for local needs and might realistically be adopted. 

Second, potential policies must be tailored to local needs. After identifying 
policies that are of interest, communities can find models (such as those 
developed by ChangeLab Solutions for bicycle parking, complete streets, 
and other topics, many of which are referenced in sidebars), or look to 
communities that have passed such policies.101 This guide includes references 
to many such examples. Policy language should then be crafted to provide 
a strong policy that appropriately addresses local needs and conditions, 
and also covers implementation, enforcement, and evaluation. For example, 
if public education about a new policy will be needed to ensure effective 
implementation, the policy should include provisions providing such education.

Third, the policies must actually be adopted. At the state level, the legislature 
can adopt policies by enacting legislation, and state agencies (e.g. the state 
department of transportation) can adopt policies through regulations, 
issuance of formal policies, and so on. Similarly, at the local level, the governing 
body can pass local ordinances and resolutions, and local agencies or 
departments can adopt formal policies. For many of the policies discussed 
in this guide, adoption may take the form of simple amendments to existing 
laws. Communities will need to consider the form of the policy – whether a 
law, resolution, internal policy, or other approach – as well as the pros and 
cons that may accompany each form.

Four, the policies must actually be implemented and enforced. Otherwise, even 
the most carefully crafted policies will not create change. Implementation is 
most likely to be effective when someone is made responsible for carrying out 
the needed steps. Setting a timeframe and providing sufficient funding are 
also key to implementation. In most cases, enforcement is the responsibility of 
a government agency, in which case it is critical that the agency understand 
the new requirements. Creating the political will to enforce new policies 
is also crucial, and may sometimes require ongoing campaigns by local 
organizations. Some policies provide for citizen enforcement, in which case 
individuals in the community can set the enforcement process in motion.102 

Fifth, the policies should be evaluated, assessed, and amended or 
supplemented as needed. This can be built into a policy itself by including 
requirements for data collection and follow up reports, such as written staff 

 
Model implementation and 

enforcement language for local 
ordinances is available from 
ChangeLab Solutions: 
www.changelabsolutions.org/
publications/implementation-
enforcement-clauses

TIP

http://www.changelabsolutions.org/publications/implementation-enforcement-clauses
http://www.changelabsolutions.org/publications/implementation-enforcement-clauses
http://www.changelabsolutions.org/publications/implementation-enforcement-clauses
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reports or presentations to the legislative body. By regularly assessing the 
real effects of policies and modifying them to make them more successful, we 
can learn from experience and more effectively use limited resources to make 
bicycling a safe, practical, and convenient transportation choice. While all 
laws benefit from this process, reevaluation and amendment are particularly 
important to bicycle friendly policy, since our knowledge about what works is 
still developing. 

It is critical that policymakers and 
stakeholders identify the types of 
policies they wish to pursue to make 
bicycling more safe, convenient, 
accessible, and socially acceptable in 
their community.



CHAPTER THREE: 
THE FOUR REQUIREMENTS – AN 
ORGANIZATIONAL FRAMEWORK
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CHAPTER THREE: 
THE FOUR REQUIREMENTS – AN 
ORGANIZATIONAL FRAMEWORK

As we described in Chapter One, there are people who will ride bicycles 
despite all obstacles, and people who will refuse to ride bicycles 

under any circumstances. And then, there are the vast majority of people: 
people who will ride bicycles if the barriers to bicycling – lack of safety, 
convenience, and access – can be overcome. To increase levels of bicycling, 
communities need to focus bicycle friendly policies on the “willing but wary.” 
In addition, members of the “comfortably confident” category do currently 
bicycle for some trips, but are likely to increase their bicycling trips as the 
barriers diminish. 

What prevents people from bicycling? There are four key requirements that 
must be met for someone to choose to make a trip by bicycle.103 If any one 
of the requirements is not satisfied, a person will choose another mode 
of transportation, if he or she has a choice. These requirements are all 
important, and each one is independently necessary. In most communities, 
significant obstacles exist in all four areas. 

Requirement 1: Safety  
Travel by bicycle must feel sufficiently safe. Safety concerns, particularly the 
fear of riding in traffic, are often a primary obstacle for those in the “willing 
but wary” group, especially women, youth, and older adults.104 Crime can also 
be a significant barrier, especially in neighborhoods with gang activity or high 
crime rates, and this concern may be a particular barrier for women and in 
communities of color. Addressing the issue of crime in detail, however, is not 
the focus of this report.

Requirement 2: Convenience  
Travel by bicycle must be sufficiently convenient. Convenience requires that 
the trip must not take too long and there must be a secure place to park a 
bike at the destination. If riding to work makes people sweaty, they need a 
place to shower. Travel by bicycle must be as, or more, convenient than other 
travel methods in terms of time, money, and effort. 

Fit & Fearless
Ride long distances without 
dedicated bike facilities

No Way No How
No interest in bicycling – 
won’t consider bicycling 
without major changes in 
social norms and street 
conditions

Willing But Wary
Not comfortable in traffic, 
even with conventional bike 
lanes, but will ride on low 
traffic streets and paths

Comfortably Confident
Prefer short to medium trip 
distances and may be willing 
to ride in traffic where there 
are bike lanes or other good 
facilities
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Requirement 3: 
Social Acceptability  

Bicycling for transportation must be viewed as a normal, legitimate, 
worthwhile activity. If this belief is lacking, most people will not even 
consider bicycling to their destination. People are most likely to view 
bicycling as a legitimate transportation option if their built environment 
encourages bicycling, there is community support for bicycling, and they 
see peers (friends, neighbors, and coworkers) bicycling to destinations. 
Some communities and demographic groups already have active bicycle 
friendly cultures that embrace bicycling as a transportation option, 
whereas acceptance of bicycling as a form of transportation may be 
almost nonexistent in other communities. 

Requirement 4: Access  
Finally, people must have access to bicycles. If no bicycle is available, a 
person cannot even consider bicycling. Access issues may be most acute in 
areas that are low-income or lack bicycle shops. Access issues can also arise, 
however, when individuals do not have a bicycle with them at their point of 
origin or when trying to combine bicycle travel with other forms of transit, 
such as trains, buses, and subways.

The policies in this guide are organized around these four requirements. This 
framework allows the guide to illustrate how each policy affects the decision 
to bicycle and demonstrate how different policy tools can work together 
to encourage bicycling. Policies that primarily affect one requirement may 
also help to achieve another, of course. A bicycle parking law, for example, 
is chiefly designed to make bicycling more convenient; it also, however, 
indirectly helps to normalize bicycling, because bicycle racks in front of 
businesses signal that bicycling is a legitimate and welcomed form of 
transportation. 

By presenting the policies in light of their ability to address the four 
requirements, the guide helps policymakers and stakeholders ensure that 
they are removing obstacles that exist in their community with respect to 
each of the four requirements. 

The experience of Austin, Texas, highlighted in the introduction, illustrates 
this point. In Austin, it wasn’t enough just to make bicycling safer by passing 
a complete streets policy and installing bicycle infrastructure, such as bike 
lanes and paths. While safe bicycle infrastructure was critical, people also 
needed shops and workplaces within easy biking distance, and places to 
safely park a bike upon arrival; amended zoning laws and a comprehensive 
bicycle parking ordinance achieved these goals. People also needed to know 
that bicycling was a socially accepted transportation option and they needed 

What People Need 
to Bicycle – the 
Four Requirements
To create a bicycle friendly 
community – one that encourages 
people to take up bicycling and 
supports those who currently 
bicycle – there are four 
requirements:105

Safety
Travel by bicycle is 
sufficiently safe 
 

Convenience
Travel by bicycle is 
sufficiently convenient 
 

Social 
acceptability
Travel by bicycle feels 
socially acceptable and 
worthwhile 
 

Access
Bicycles are available
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access to bicycles. So Austin established a broad swath of institutions and 
events to affect these outcomes. By taking this comprehensive approach, 
Austin created the conditions that allowed bicycling to flourish.

In sum, achieving a successful bicycle friendly community involves creating 
a set of conditions that make bicycling safe, convenient, acceptable, 
and accessible enough that people will choose to travel by bicycle. Not 
surprisingly, studies show that a coordinated package of policies and 
programs that support and reinforce each other is “the trademark of 
every city that has succeeded at significantly raising cycling levels and 
improving safety.”106 

A bicycle friendly community 
requires all four requirements 
to be met. When bicycling is 
safe, convenient, acceptable, and 
accessible, more people will choose 
to make a trip by bicycle.
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STREET
CLOSED
TO CARS

EVERY
SAT 

& SUN

Share-a-Bike
PROGRAM

to decide to bicycle, people need biking to be safe and convenient. they 
need access to a bicycle, and they won’t bike unless it seems like something 
normal and worthwhile. Here are a few of the many approaches that can 
help get people bicycling around town.

Safety
travel by bicycle is suffi ciently safe

APPROACHES INCLUDE

BIke‑FRIendly tRAFFIc contRol 
& stReet desIgn Special bike 
signals, lanes, and other features 
keep bicyclists safe

complete stReets New and 
renovated streets are required to 
accommodate everyone, including 
bikes, cars, and pedestrians

tRAFFIc cAlmIng Streets include 
features like median islands, speed 
bumps, and roundabouts to reduce 
speed and other hazards

Convenience
travel by bicycle is convenient

APPROACHES INCLUDE

BIke pARkIng New housing and 
commercial developments must 
have bicycle parking 

BIcycles on BoARd Bikes can 
be brought on public transit, and 
vehicles include storage racks

20 mInUte neIgHBoRHood 
Plans and zoning codes ensure 
that everyday destinations 
(work, school, stores, services) 
are within convenient biking 
distance BIke sHARe affordable programs make 

bicycles available to people for short trips 
around town, especially to and from transit

BIke Fleets FoR goveRnment local 
government agencies provide employees 
with bikes for short-distance work travel

Access
People have access to bicycles

APPROACHES INCLUDE

open stReets communities designate certain 
roadways as “car-free” on select days

sAFe RoUtes to scHools Kids are 
encouraged to bike and walk to school through 
education and infrastructure improvements 

dRIveRs’ ed Bike safety principles and rights 
are included in traffi c school, drivers’ manuals, 
and written license tests

Social Acceptability
travel by bicycle is seen as socially 
acceptable and worthwhile

APPROACHES INCLUDE

4 Requirements for a Bikeable Community Let’s Ride!
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Safety

Safer Bikeways
Complete Streets

State Bikeway Laws 

Road Design Guidelines  

Bicycle Friendly Traffic Control Devices (Bicycle Signals, Bike Boxes, and 
Bicycle Detectors)

Traffic Calming 

Road Diets: Retrofitting Existing Roads with Bike Lanes  

Multi-Modal Level of Service Standards 

Encouraging Safer Driving
Require Safe Passing of Bicyclists 

Anti-Harassment Ordinances

Anti-Dooring Protection   

Right Hook Turn Protection  

Prohibit Obstruction of Bicycle Lanes  

Police Training on Bicycle Safety

CHAPTER FOUR: 
POLICIES THAT MAKE TRAVEL 
BY BICYCLE SAFER
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CHAPTER FOUR:  
POLICIES THAT MAKE TRAVEL 
BY BICYCLE SAFER

Introduction

For most people, the biggest deterrent to choosing a bicycle over a car is 
concern for personal safety – specifically, fear of motor vehicle traffic.107 

Indeed, the prospect of riding a bicycle in close proximity to fast-moving 
vehicles weighing 4,000 pounds keeps many of the “willing but wary” 
population off their bikes. As a recent study found, where bike lanes don’t 
exist, “traffic play[s] a major role in discouraging bike riders.”108 Other studies 
confirm that real and perceived traffic dangers are the main reason that 
people who bicycle infrequently do not bicycle more often.109 Although studies 
show that the health benefits of bicycling exceed the risks, the dangers are 
nonetheless real.110 

Traffic-related safety concerns are a particular deterrent for women, older 
adults, youth, and people of color, who are more likely to fall within the 
segment of the population that is “willing but wary” with regard to bicycling.111 

In a national survey, 26 percent of respondents of color said they would 
like to bicycle more but worry about safety, compared to 19 percent of 
white respondents.112 In a survey conducted in Portland, OR, 52 percent of 
women reported that “too much traffic” was a deterrent, compared to only 
34 percent of the men.113 Safety concerns likely explain, at least in part, the 
major gender gap in bicycle ridership in the United States.114 Countries where 
bicycling is safer don’t have a gender gap in bicycling rates.115 

What makes bicycling safer? Separation from medium- and high-speed motor 
vehicle traffic significantly increases safety for people bicycling, and creates 
a far more comfortable environment for bicycling for people of all ages and 
skill levels.116 A study in Los Angeles found that the percentage of women 
riding was twice as high at locations with bicycle infrastructure as those 
without bicycle infrastructure.117 Investing in better infrastructure can increase 
bicycling safety and numbers, as shown in four American pilot communities, 
where bicycling numbers rose in response to significant investments 
in bicycling infrastructure, while injuries and collisions held steady or 
decreased.118 Also, slow traffic creates a safer environment for bicycling and 
walking, and can be achieved through traffic calming measures or by creating 
bike routes on streets with very low and slow traffic. 

 ““Survey after survey and poll after poll 
has found again and again that the 
number one reason people do not ride 
bicycles is because they are afraid to 
be in the roadway on a bicycle. They are 
generally not afraid of other cyclists, or 
pedestrians, or of injuring themselves 
in a bicycle-only crash. When they say 
they are ‘afraid’ it is a fear of people 
driving automobiles.” 

Robert Geller, Portland Bicycle 
Coordinator119
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Source: Richards, D.C., 2010. “Relationship between Speed 
and Risk of Fatal Injury: Pedestrians and Car Occupants.” 
Transportation Research Laboratory. Road Safety Web 
Publication No. 16. Department for Transport: London, UK. 
http://assets.dft.gov.uk/publications/pgr-roadsafety-research-
rsrr-theme5-researchreport16-pdf/rswp116.pdf 

As vehicle speed increases, a pedestrian’s 
chance of surviving a collision decreases. 
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There are many policies that specifically aim at making streets safer and 
more comfortable for people on bicycles. These policies fall into two general 
categories: policies that create safer bikeways, and policies that change 
drivers’ behavior.

Strategy: Safer Bikeways

Just as drivers rely on streets designed for cars to get around safely, 
people on bikes need streets designed for safe bicycling. State and local 
governments can encourage biking by creating a network of routes designed 
to help people bicycle around safely. Providing such routes – bikeways – is 
the fundamental building block of creating a safe bicycling environment.120 

Before setting out the policies that support safe bikeways, it is worth 
describing the different types of bikeways. Currently, bikeways fall into five 
different categories (with new options emerging as improvements and 
innovations occur):

  Bike paths
  Basic bike lanes
  Enhanced bike lanes
  Protected bike lanes
  Shared roads

The type of bikeway appropriate in any given location depends on street 
conditions. Some bikeways are best for streets with little traffic and low 
speeds, while others are crucial for providing a safer experience where speed 
limits and traffic volume are high. Additional factors influencing which type 
of bikeway is better for a given route include whether the street is narrow or 
wide, whether parallel parking is allowed, and the surrounding landscape. 

Bike Paths
Bike paths are off-road, paved pathways. They may be located in parks, along 
old rail right-of-ways, or adjacent to waterways. They provide people bicycling 
with the greatest separation from traffic and parked cars, although if not 
well designed, they can present hazards when people biking emerge from 
the separated path onto a street with cars. A genuine bike path is limited to 
people bicycling. In many cases, however, such paths are actually multi-modal 
paths that are shared with pedestrians, joggers, skaters, and other users, 
which can significantly reduce the speed at which a bicycle can safely travel.121 

Basic Bike Lanes
A bike lane is a portion of the roadway that is designated, by a stripe of paint 
and other markings, for exclusive use by bicycles. Bike lanes are generally 
used on roadways with posted traffic speed limits of 25 mph or higher and a 
traffic volume of 3,000 or more cars per day.122 

A network of routes designed 
to help people bicycle around 
safely encourages bicycling. 

Bicycle paths allow people to 
bicycle without contending with 
the stress of car traffic.
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Basic bike lanes are created by using a single solid stripe to set aside a 
portion of the road solely for the use of bicycles. Studies show that a 
basic bike lane is superior to no bikeway at all, and can substantially boost 
ridership.123 Bike lanes, however, still place people bicycling in close proximity 
to vehicular traffic, leaving many who are willing but wary about bicycling 
feeling unsafe, particularly on main arterials where traffic is fast moving and 
cars or buses frequently move in and out of the bike lane. Unless properly 
designed, bike lanes on streets with parallel parking also subject people 
bicycling to the risk of “dooring,” which occurs when the door of a parked car 
is opened immediately in front of a person bicycling, causing a collision. 

Enhanced Bike Lanes
The weaknesses of basic bike lanes have led to the emergence of enhanced 
bike lanes, which employ more paint to provide the bike lane with a bit more 
visibility and prominence. 

Green bike lanes
Green bike lanes are basic bike lanes that are filled in with green paint. They 
are particularly useful in intersections or conflict zones. The green lanes 
increase the visibility of the bike lane and make it clearer that bicycles have 
priority in these zones. Studies have shown that green lanes encourage 
people bicycling to position themselves in the right place, and both people 
bicycling and those driving are positive about the effectiveness of green lanes 
in ensuring awareness of bicycles.124 While a relatively new development in the 
US, green bike lanes are increasingly common around the country.

Buffered bike lanes
Like green bike lanes, buffered bike lanes are an enhanced version of the 
basic bike lane. They include an additional painted striped area immediately 
adjacent to the basic bike lane that buffers people bicycling from traffic. They 
can be one-way or bi-directional. A buffer zone may be placed between the 
bike lane and traffic, or may be placed between the bike lane and parked cars 
to provide a door-zone buffer. Buffered bike lanes are in use in at least 15 
cities around the country.125 

Enhanced bike lanes are more 
visible and prominent.
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Protected Bike Lanes (Cycle Tracks)
Like other bike lanes, protected bike lanes provide an exclusive space for 
people bicycling on the roadway. They are fundamentally different, however, 
because they also provide a physical barrier between the bicycle lane and 
traffic. This barrier can involve elevating the protected bike lane slightly 
above the roadway, typically at the level of an adjacent sidewalk (sometimes 
known as a vertical cycle track), or physically separating the protected bike 
lane from the car traffic lane with posts, bollards, or parked cars (a horizontal 
cycle track).126 Protected bike lanes can be one-way or bi-directional. Roadways 
with high speeds, high volume, frequent double parking, or parking lanes with 
high turnover are particularly good candidates for protected bike lanes. 

Protected bike lanes provide a substantially more comfortable bicycling 
experience than conventional bike lanes.127 Studies also indicate that 
protected bicycle lanes may be dramatically safer than basic bike lanes, with 
only one-ninth the risk of comparable streets.128 Protected bike lanes, along 
with buffered bike lanes, are the predominant bikeways used in cities in the 
Netherlands and Denmark, with their high levels of bicycling.129 Protected bike 
lanes are currently in use in at least 15 cities in the United States, including 
New York City, Austin, Long Beach, San Francisco, Seattle, Chicago, Missoula, 
Minneapolis, and Portland, Oregon. 

Shared Roads
Shared roads are streets in which bicycles and cars share the traffic lane and 
there is no exclusive space set aside for bikes. Most roads in the United States 
currently operate as shared roads. There are two types of shared roads, 
however, in which the streets are given special treatments to make a safer 
and more comfortable environment for people bicycling. 

Bike Boulevards/Neighborhood Greenways
Bike boulevards are low-traffic, low-speed residential streets that have been 
optimized to make bicycling comfortable via relatively minor modifications 
that increase bicycle safety and convenience and discourage car traffic. 
Infrastructure modifications to reduce traffic include roundabouts, bulb-outs, 
traffic diverters, landscaping, and other traffic calming features. Bicycle 
boulevard intersections are often optimized for continuous bicycle movement 
by moving stop signs from the bicycle boulevard onto cross-streets. Finally, 
bike boulevards include special signage and pavement markings, such as 
sharrows (see below), that clearly notify drivers and bicyclists that the route 
is a bike boulevard.130 Jurisdictions can use bike boulevards to create a 
network of routes and to connect to other bikeways, such as conventional and 
protected bike lanes. One study comparing bicycle boulevards with nearby 
arterials in Berkeley, California, showed that bicycle-car collision rates were two 
to eight times lower on bicycle boulevards than on parallel, adjacent arterials.131 

Protected bike lanes (above) 
provide a physical barrier between 
the bicycle lane and traffic and 
therefore a substantially more 
comfortable bicycling experience 
than conventional bike lanes. 
Shared roads (below) are streets in 
which bicycles and cars share the 
traffic lane.
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Portland, Oregon, has taken bicycle boulevards to a new level. Portland has 
redesigned bike boulevards to also address the needs of pedestrians and 
stormwater drainage, adding landscaping and pocket parks, and dubbing 
them neighborhood greenways. The new name is intended to expand the 
program’s appeal and emphasize the greenways’ broader use and benefits.132 

Portland anticipates that by 2015, 80 percent of households will be within 
half a mile of a neighborhood greenway.133 San Francisco and Seattle have 
also embraced neighborhood greenways. 

Bike boulevards and neighborhood greenways tend to be very comfortable 
environments for those who are comfortably confident and willing but wary 
about bicycling. However, two caveats are in order. First, as a general matter, 
creating a useful network of bike boulevards will require some crossing of 
large arterials. Good intersection treatments are particularly important at 
these locations to provide safe and comfortable crossings. Second, despite 
the general utility of bike boulevards, they may not be a good approach 
for high-crime areas or areas with significant gang activity. In these 
neighborhoods, people may be safer from crime and better able to bicycle to 
their destinations if they stay on main arterials, where there are more people 
keeping an eye on things. Ensuring that arterials have adequate bicycling 
infrastructure, such as enhanced and protected bike lanes, may be a better 
way to support bicycling in these environments. 

Sharrows
Sharrows (a combination of the terms “share the road” and “arrow”), or 
shared lane markings, are road markings that consist of a bicycle stencil and 
double chevron (a double inverted V).134 Their preferred placement is in the 
center of the traffic lane. Greenbacked sharrows are sharrows that are placed 
on a painted green background, which significantly increases their visibility. 
The purpose of sharrows is to alert drivers that bicycles may be present and 
remind them of the need to share the road. Sharrows have been shown to 
improve interactions between bicycles and cars by decreasing aggressive 
behavior by motorists and increasing passing distance and following 
distance.135 They are also intended to identify where on the road people 
bicycling should position themselves so as to avoid the door zone.136 

Because sharrows are relatively new, and many drivers and bicyclists are not 
familiar with them, explanatory signage may help ensure that they achieve 
their intended purpose. Useful applications of the sharrow include:

1)	 pavement markings for bicycle boulevards

2)	filling short gaps in an otherwise continuous bike path

3)	 providing legitimacy for bicycling on streets that cannot accommodate 
a bike lane.137 

 ““In our neighborhood greenway system to 
date, we have about 45 miles completed. 
We’re averaging about $141,000 a mile. To 
give you a sense of that, $250,000 buys 
one traffic signal. Building this network 
is a great value – that’s why people 
continue to support it.”

Greg Raisman, Traffic Safety Specialist, 
Portland Bureau of Transportation138 

Sharrows alert drivers that 
bicycles may be present and 
remind them of the need to 
share the road, while providing 
information about where 
bicycles should ride.
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Sharrows should not be used as a cheap substitute for bike lanes or bike 
boulevards, and are generally not advised for streets that have speed limits 
above 35 mph.139 

State and local policies designed to encourage or require a safe network 
of bikeways are a critical component of any plan to increase bicycle mode 
share.140 State and local jurisdictions can play a key role in improving bicycle 
safety, and the US Department of Transportation (“DOT”) has strongly 
encouraged jurisdictions to do so.

 Policy:  Complete Streets

Complete streets policies are one of the most basic, and yet one of the most 
important, types of policies that communities can adopt to create more 
bikeways. Complete streets policies set out a fundamental governmental 
commitment to the principle that streets are meant for everyone, not just 
cars.141 Because these policies function as a general commitment, they 
don’t get sidetracked by the details of which streets need bikeways or what 
technical requirements must change for better street design. Complete 
streets policies usually have language stating that all new or renovated 
streets will be designed to provide safe, comfortable, and convenient travel 
for all categories of users, including pedestrians, bicyclists, people with 
disabilities, transit users, and motorists.142 

Complete streets policies provide a key first step for communities that want 
their streets to become more supportive for people bicycling and walking. 
More than 450 jurisdictions have adopted complete streets policies in the 
United States to date.143 Complete streets policies are appealing because they 
present a vision that allows small steps. They move the community in a new 
direction without requiring that every long-term change be identified at the 
onset. Nor do they require a major up-front financial investment. What they 
do require is a shift, looking forward, to incorporating bicycle and pedestrian 
needs whenever streets are built or work is done on existing streets. 

These policies can be adopted at all jurisdictional levels. When adopted by 
local jurisdictions, complete streets policies focus on changing how roads are 
built or rebuilt, requiring incorporation of bicycle and pedestrian facilities as 
part of these projects. For example, in 2008 New Haven adopted a complete 
streets policy, which led different departments to work together to create a 
larger vision for a sustainable, reliable roadway system for everyone.144 When 
complete streets policies are adopted by states or regional transportation 
agencies, they not only affect these agencies’ own road-building practices, but 
also usually change their standards for selecting and funding local projects. 
One of the earliest complete streets policies was Oregon’s “Bike Bill,” enacted 
in 1971, which requires local governments to include walkways and bikeways 
whenever a road, street, or highway is built or rebuilt.145 More recently, in 2012, 
the Metropolitan Transportation Commission (the regional transportation 

Bicycles and Pedestrians

“[B]icyclists and pedestrians [are] an 
integral element of the transportation 
system. In support of this commitment, 
transportation agencies and local 
communities should go beyond minimum 
design standards and requirements 
to create safe, attractive, sustainable, 
accessible, and convenient bicycling and 
walking networks . . . . 
 
Because of the benefits they provide, 
transportation agencies should give the 
same priority to walking and bicycling as 
is given to other transportation modes. 
Walking and bicycling should not be an 
afterthought in roadway design.”

US DOT Policy Statement on Bicycles and 
Pedestrian Accommodation (March 11, 
2010)146
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agency for the nine-county San Francisco Bay Area) required all local 
jurisdictions to pass a complete streets policy to be eligible for transportation 
funding, which led to the enactment of more than 50 new policies.147 

Communities must think through local needs in drafting a complete streets 
policy. While a strong commitment to complete streets is crucial, it is also 
necessary to allow some exceptions to provide flexibility and accommodate 
other important values, such as historic preservation or environmental 
concerns. Communities should design a flexible approach to exceptions 
that ensures accountability by being specific about when exceptions will be 
granted and provides a process that requires documentation and written 
approval of a senior official.

 Policy:  State Bikeway Laws 

States can use their legislative powers to enact a state bicycle program 
that carries out state-level bicycle planning or that supports local bike 
planning. Illinois takes the first approach, with the state taking the lead 
for the development of new bikeways. Emphasizing the “urgent need for 
safe bikeways” for transportation, the Illinois Bikeway Act makes the state 
Department of Transportation responsible for developing and coordinating 
a statewide bikeways program and designating bikeways throughout the 
state.148 The agency is authorized and instructed to acquire land and construct 
bikeways, and also oversees an interagency task force to coordinate efforts. 

An alternative approach for states is to facilitate local bike policy. California’s 
Bicycle Transportation Act of 2009 provided state funding to incentivize local 
bicycle planning.149 The Act established as state policy the goal of creating 
a bicycle transportation system serving the bicycling commuting needs of 
students, employees, shoppers, and others of all ages. The Act also set up 
a Bicycle Transportation Account that local jurisdictions could tap to fund 
bikeways, bicycle parking, and so on. To be eligible for this funding, however, 
local jurisdictions were required to adopt a bicycle plan complying with 
specific requirements.150 Hundreds of California cities have adopted bike plans 
complying with the California Bicycle Transportation Act.151 

North Carolina’s Bicycle and Bikeway Act represents a combined approach.152 

The Act established a state bicycle program to undertake comprehensive 
bicycle planning and programming for the state. The program takes an active 
role in developing state bikeways, and also assists with local planning.153 

 
Model Complete Streets Policies: 

ChangeLab Solutions has developed 
models to help communities adopt strong 
complete streets policies. Models include 
local and state laws and resolutions, as 
well as comprehensive plan language.154  

www.changelabsolutions.org/
publications/laws-resolutions-cs

TIP

http://www.changelabsolutions.org/publications/laws-resolutions-cs
http://www.changelabsolutions.org/publications/laws-resolutions-cs
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Bikeways, Gentrification, and 
Community Engagement
While providing bicycle infrastructure in communities of color or low-
income communities may deliver an important and long-needed service, 
such projects should be approached with a full understanding of the 
perspective of neighborhood residents. Oftentimes, these communities 
have seen their neighborhoods neglected and their efforts to improve 
transportation infrastructure largely ignored for decades. 

At the same time, bikeway projects in urban areas have become 
associated with gentrification because they are often sited in 
neighborhoods with growing concentrations of young professionals and 
artisans – groups who may be enthusiastic about bicycling, but may 
also be seen as causing higher rents and displacement of long-time 
residents.155 As a result, community residents may view new bike 
lanes suspiciously, as an unwelcome harbinger of gentrification that 
is designed for the enjoyment of outsiders, not a positive community 
benefit for long-time inhabitants.156 

Recent projects to build new bikeways in low-income communities 
of color in Chicago and in Portland, Oregon, illustrate this potential 
dynamic, underscoring the critical importance of substantial outreach 
from the earliest planning stages, as well as the successes that can 
take place with full neighborhood involvement.157 
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Anti-Dooring Road Design

Dooring occurs when a driver or passenger swings a car 
door open directly in front of a person bicycling. (See 
pages 52–53 for a more complete discussion of dooring.) 
State and local jurisdictions can use road design to 
substantially reduce or eliminate the hazard of dooring. 
Some bikeways (e.g. protected and buffered bike lanes) 
are inherently designed to avoid the danger of dooring 
by separating people biking from parked cars and vehicle 
traffic. For all other bikeway designs, jurisdictions can 
adopt road design policies that require that 

1)	 bike lanes be wide enough to allow people bicycling to 
comfortably avoid the door zone without riding on the 
very left edge of the bike lane;158 

2)	 pavement markings indicate the area of the bike lane 
that falls outside of the door zone;159 and 

3)	 parking lanes be wide enough that car doors can open 
without intruding onto the bike lane. 

The NACTO Bike Guide provides guidance on these 
issues, recommending that bicycles lanes be a minimum 
of 6 feet wide and that parking lanes be 8.5 feet wide. 

Another way to reduce the danger of dooring is through 
route choice, by encouraging bicycle traffic to use roads 
that minimize the danger of dooring – roads with light 
traffic, no parallel parking, or little turnover of parking. 

MAJOR STREETS
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Source: From "Route Infrastructure and the Risk of Injuries to Bicyclists: A Case-Crossover Study." Figure 1: 
Data from the injury study in the cities of Vancouver and Toronto, Canada, 2008–2009. http://ajph.aphapublications.org/doi/pdf/10.2105/AJPH.2012.300762

Street Type Safety & Preference for People Bicycling
This chart shows how some types of streets are safer for bicycling than others. The chart also illustrates how safety 
does (and sometimes doesn’t) line up with whether people prefer to bicycle on particular types of street. Understanding 
the relative safety of different types of streets can assist people in choosing routes that are safer for bicycling.
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What are the rules that control jurisdictions’ ability 
to adopt bicycle friendly road design guidelines? 

While federal law requires road designs to comply with a 
uniform national standard for roads that are part of the 
National Highway System (which includes the interstate 
highway system and designated principal roads), states 
may select their own set of road design guidelines for 
building and improving other roads.160 However, federally 
funded projects are also often required to comply with 
national standards.161 Many states grant local jurisdictions 
autonomy over their local roads, so cities and towns are 
often authorized to adopt local road design guidelines 
as well.

Standard Road Design: The Green Book

Most states use the same set of road design guidelines 
(or a variation thereof), entitled “A Policy on Geometric 
Design of Highways and Streets,” which is prepared and 
periodically updated by the American Association of 
State Highway and Transportation Officials (AASHTO).162 

These guidelines, nicknamed “The Green Book” (after 
the color of the cover), traditionally have focused on 
designing roads to maximize fast auto travel, with little 
regard for the impact on bicycle or pedestrian travel. For 
example, the Green Book historically has favored wide 
street widths to accommodate high-speed traffic, at 
the expense of people bicycling and walking.163 However, 
more recent editions of the Green Book incorporate 
more bicycle- and pedestrian-supportive aspects.164 

AASHTO also has a companion guide, the Guide for the 
Development of Bicycle Facilities, newly updated in 2012 
(“2012 Bike Guide”).165 This 2012 edition is more bike 
friendly than its predecessor, including more information 
and support for bike lanes (including buffered bike lanes), 
bike parking, and bike boulevards. This edition still does 
not discuss road designs that provide physical separation 
of people bicycling from traffic, such as protected bike 
lanes, which are common in Europe, with its better 
bicycling safety record. 

However, the AASHTO Green Book and 2012 Bike 
Guide do not prohibit engineers from adopting bicycle 

treatments that are not addressed by the books. As the 
Green Book explains, it is “not intended to be a detailed 
design manual that could supersede the need for the 
application of sound principles by the knowledgeable 
design professional.”166 Thus, where engineers can 
demonstrate that a particular situation justifies use of 
a different or new bikeway design, they can proceed in 
a manner consistent with the Green Book even if the 
design is not specifically discussed. Nonetheless, many 
engineers are reluctant to use a design that is not 
addressed by engineering guidelines for the jurisdiction.

The NACTO Urban Bikeway Design Guide

The National Association of City Transportation Officials 
(NACTO) developed an Urban Bikeway Design Guide in 
2011 to provide cities with bike designs not yet addressed 
by AASHTO.167 The guide supplies similar engineering 
guidance to that provided by AASHTO, but also covers 
many bike friendly road designs and traffic control 
devices, including protected bike lanes (cycle tracks), 
other bike lanes, bike boxes, bike-only traffic signals, and 
sharrows. The NACTO Bike Guide, which is deemed by 
some to be a major turning point for American bicycling, 
focuses specifically on urban areas and is intended 
for adoption by individual cities, counties, or states.168 

It can be adopted either as a stand-alone document or 
as a supplement to the AASHTO Green Book or 2012 
Bike Guide.169 Significantly, the Federal Department of 
Transportation has announced that it intends to develop 
its own walking and biking friendly road design standards, 
rather than continue to use the AASHTO guide, and will 
likely draw significantly on the work of the NACTO Bike 
Guide.170 

As noted, many road design engineers will not use a 
bikeway design unless it is specifically addressed by the 
pertinent road design guidelines. Thus, state and local 
policy regarding approved road design guidelines can 
make a major difference in the types of bikeway designs 
that will be used in any given community. A policy 
implementing the NACTO Bike Guide is a powerful way 
to expand the available menu of innovative, safe bikeway 
designs for urban communities. 

The Nitty Gritty on Road Design Standards
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 Policy:  Road Design Guidelines

State and local jurisdictions can set policy that encourages or requires 
transportation engineers to use road designs that maximize bicycle safety 
and convenience. Road design guidelines have a major impact on what 
kinds of bike friendly bikeways and infrastructure can be built. Road design 
guidelines cover everything from street width, grade, and curvature to 
overpasses, roundabouts, bikeways, and sidewalks. Jurisdictions often revise 
road design guidelines as a first crucial step in implementing complete 
streets policies. 

Traditionally, the national standards for road design have been very 
car-oriented, and have not recognized many types of bikeway design and 
infrastructure. Although these standards are improving, there remain 
significant deficits in their approach to bicycle supportive infrastructure. 
While jurisdictions must follow national standards for many roads that are 
part of the National Highway System or are federally funded, for other roads, 
states may use their own road design guidelines. Many states authorize 
localities to do the same.

Consequently, states and local jurisdictions can, where permitted, adopt 
road design guidelines that improve safety, comfort, and convenience for 
bicycles. The National Association of City Transportation Officials (NACTO) 
has developed an Urban Bikeway Design Guide to serve this purpose, with a 
focus on bikeway design for urban areas.171 (See insert, page 44, “The Nitty 
Gritty on Road Design Standards,” for details.) The NACTO Bike Guide can be 
formally adopted as a supplement to existing road design guidelines by states 
seeking to promote bicycling. States should work with cities and counties to 
implement these guidelines. Where permitted, local jurisdictions in urban 
areas can also adopt the NACTO Bike Guide.172 States and local jurisdictions 
can also develop their own street design guidelines that are supportive of 
bicycling and other uses, and many have begun this process.173 

A number of cities around the country have adopted the NACTO Bike 
Guide (e.g., Austin, Atlanta, Portland, Oregon, Salt Lake City, Syracuse, and 
Moses Lake, WA), and 39 cities have endorsed the guidelines.174 In some 
jurisdictions, the city council has adopted NACTO guidelines via an ordinance 
or resolution;175 in others, the department of public works or planning has 
put them into place.176 The NACTO Bike Guide can be adopted as part of a 
comprehensive review of transportation policy or on a standalone basis. 

State and local jurisdictions may recommend use of the NACTO Bike Guide 
or other bicycle friendly street design revisions when adopting complete 
streets policies or bicycle plans, or when revising comprehensive plans. 
Georgia’s Complete Streets policy, for example, expressly recommends use 
of the NACTO Bike Guide, as does the Bicycle and Pedestrian Master Plan for 
La Crosse, Wisconsin.177 

North Carolina’s Bicycle 
and Bikeway Act

“The Department [of Transportation] will: 
Assist and cooperate with local 
government and other agencies in the 
development and construction of local 
and regional bikeway projects. . . . 
Develop and construct a state bikeway 
system.”

N.C. Gen. Stat. §136-71.10

Austin’s Resolution 
Recognizing the NACTO 
Bike Guidelines

In Austin, the adoption of a resolution 
recognizing the NACTO guidelines was 
instrumental in facilitating an upgrade of 
previously approved basic bicycle lanes 
to protected bike lanes in a public-private 
development agreement.178
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 Policy:  Bicycle Friendly Traffic Control 
Devices (Bicycle Signals, Bike Boxes, and 
Bicycle Detectors)

While the design of the road itself is governed by road design guides 
(discussed above), a separate set of national requirements controls all “traffic 
control devices,” such as traffic signals, signs, markings, and anything else 
that controls the flow of traffic. These requirements are contained in the 
Federal Highway Administration’s Manual of Uniform Traffic Control Devices 
(“MUTCD”), which imposes a largely mandatory uniform national standard. 
This uniformity ensures that people traveling around the country are not 
surprised or confused by variations in traffic signs. 

However, traffic control at intersections is a very important area for bicycle 
safety, and the current MUTCD restricts some types of bicycle signals and 
markings that have been shown to improve safety. For example, countries 
in Europe have had noted success in reducing injuries by installing separate 
bike signal lights at intersections, which use signal lights to control right 
turn traffic and through traffic.179 Another traffic marking that can mitigate 
safety challenges at signal intersections is the “bike box” (or advance stop 
line), which positions people bicycling ahead of other traffic at an intersection 
in a striped or shaded box-shaped area.180 Bike boxes provide a designated, 
visible place for people bicycling to wait prior to proceeding straight, turning 
right, or in some cases, left. This priority wait area allows bicycles to avoid 
conflicts, particularly the dangerous conflicts that can occur between bicycles 
proceeding straight through an intersection and right-turning vehicles. 
Bicycle boxes are not just beneficial for people bicycling. People walking 
benefit because the advance stop line also provides an extra safety buffer 
for them. In addition, bike boxes remove uncertainty for drivers about where 
bicycles may be, reducing risk of collisions.

While neither of these types of bicycle traffic control devices is approved as 
of date of publication by the MUTCD, the Federal Highway Administration has 
granted both “experimental” status (see below),181 and is considering draft 
language that would permit bicycle-specific signals in the next edition of 
the MUTCD.182 

There are several policy options for states and local jurisdictions that want 
to endorse safety-promoting bicycle traffic control devices that are not 
permitted in the MUTCD. First, although states must be in “substantial 
conformance” with the MUTCD to receive federal highway funds, this 
standard provides states with a certain amount of freedom to deviate from 
the federal model.183 Both Oregon and California have taken advantage of 
this flexibility, and allow bicycle signals on their state lists of approved traffic 
control signals.184 The NACTO Bike Guide provides detailed design guidance 
on both bike signals and bike boxes. Local jurisdictions that adopt the NACTO 
Bike Guide will be in a position to pursue innovative bike infrastructure. Local 

There are several policy options for 
states and local jurisdictions that 
want to endorse safety-promoting 
bicycle traffic control devices.
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jurisdictions will also want to develop effective working relationships with 
their state departments of transportation to avoid conflicts between state 
and local standards.

In addition, the Federal Highway Administration (FHWA) has a procedure to 
allow jurisdictions to conduct pilot projects with unapproved traffic control 
devices. Such projects, referred to as “experimentations,” can provide a 
powerful tool for jurisdictions to try new bicycle friendly traffic control 
devices.185 Currently, bicycle signal experimentations are underway in at 
least 16 cities around the country, and bike boxes are also being tried out in 
various locations pursuant to this process.186 Local jurisdictions can use this 
experimentation process to be on the forefront of promoting bicycle friendly 
intersection design and control. 

Another bicycle friendly traffic control device that helps bicycles get safely 
through intersections – and is fully approved by the MUTCD – is signal 
detection for bicycles. Some intersections are controlled by “demand-
actuated signals.” These types of signals are particularly common in rural 
or lightly trafficked suburban areas, but are also common at many urban 
intersections. These types of signals only turn green when traffic is detected, 
usually by a sensor installed in the pavement that detects metal. The problem 
is that the traditional old-style sensors only detect cars and trucks. Bicycle 
riders are left with the unfortunate choice of crossing against the signal, 
which can be unsafe (in addition to being illegal), or waiting indefinitely for a 
car to trigger the signal change, which is highly inconvenient.187 A number of 
options exist for addressing this problem, including loops that detect bicycles, 
video camera detectors, and the newest technology – radar detectors.188 

If there is a pedestrian crosswalk with a signal, a bicycle push button 
(which allows a person bicycling to press a button from a normal bicycling 
position to trigger the signal) is also an option. State or local jurisdictions 
can adopt policies to ensure that demand-actuated intersections are safe 
and convenient for people riding bicycles. California and Washington both 
have laws requiring that all new and upgraded demand-actuated signals 
be designed to detect bicycles (and motorcycles).189 LaCross, Wisconsin,  
requires the installation of video detection systems at all new fully actuated 
traffic signals.190 

 Policy:  Traffic Calming

Local jurisdictions can also enact policies supporting traffic calming designs 
that reduce vehicle speed, decreasing the dangers posed by fast cars to 
bicycles and pedestrians. At its core, traffic calming simply involves designing 
streets to encourage vehicles to travel safely, without speeding or engaging 
in dangerous maneuvers. The key to traffic calming is that it decreases traffic 
dangers through a self-enforcing approach, by creating physical and visual 
cues that lead motorists to drive more slowly.191 Studies show that traffic 
calming treatments are very effective in reducing speed, increasing comfort 
for people bicycling and walking, and decreasing motor vehicle collisions.192 

Studies show that traffic calming 
treatments are very effective in 
reducing speed, increasing comfort 
for people bicycling and walking, 
and decreasing motor vehicle 
collisions. 
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Traffic calming approaches can involve simple and familiar design features, 
such as narrower streets and speed humps. Street trees, pedestrian-scale 
lighting, and landscaping also encourage slower speeds and can play a role 
in traffic calming. In addition, there are a wide array of other traffic calming 
features, some of which are less familiar, including bulb-outs, traffic diverters, 
roundabouts, and chicanes.

Traffic calming can improve bikeability on any street, and is essential for 
bike boulevards. Traffic calming can evoke strong positive and negative 
reactions from local residents and drivers, and so community involvement 
may be especially important in designing policies or implementation plans.193 

Traffic calming policies must also account for emergency responders’ street 
design needs.194 

Policy approaches to traffic calming may involve amending local codes and 
street design guidelines to permit and require specific traffic calming features, 
or may set forth a general policy commitment to traffic calming and plan 
for implementation.195 San Antonio, Texas, for example, has a policy for new 
development that identifies a wide array of traffic calming approaches for 
implementation in the interests of public health and safety.

 Policy:  Road Diets: Retrofitting Existing Roads 
with Bike Lanes 

A common road configuration is the undivided four-lane street with no 
turning lanes and no bike lanes. These roadways have a poor safety record, 
primarily because motorists drive rapidly and frequently switch lanes so 
they can go faster and move around cars stopped for left turns. These roads 
are also dangerous for pedestrians because at intersections lacking signals, 
a driver in one lane may stop for a crossing pedestrian while drivers in the 
adjacent lane do not.196 

A “road diet” involves the conversion of these four-lane streets into three 
lanes, with a lane going in each direction and one central two-way left turn 
lane. The space created by eliminating the fourth lane is used to make the 
street much safer for people bicycling and walking by installing bikeways, 
refuge islands, or wider sidewalks for pedestrians.197 Other types of roads can 
also be put on a “diet” to create room for bikeways.198 For example, wide traffic 
lanes can be narrowed to provide room for a basic, enhanced, or protected 
bike lane. 

Studies have shown that removing a traffic lane generally does not sacrifice 
travel time for drivers, because motor vehicles making left-hand turns are 
removed from the flow of traffic (instead of blocking it).199 Additionally, the 
road diet design provides major safety benefits for motorists (by reducing 
rear-end and sideswipe crashes, and decreasing crash severity when crashes 
occur). Road diets also increase compliance with speed limits, which makes 
the street safer for everyone.200 After Austin used a road diet approach on 

Traffic Calming in San 
Antonio, Texas

“The city hereby finds and determines 
that long blocks, wide street cross 
sections and uninterrupted traffic flows 
can encourage speeding on local streets. 
Accordingly . . .  design standards will slow 
traffic on local streets while allowing 
flexibility in design . . . . [These standards 
include] bulb outs, roundabouts, speed 
humps, median islands, t-intersections.”

Unified Development Code, San Antonio, 
TX.201
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an arterial roadway, a traffic study showed increased compliance with speed 
limits, and comparable 24-hour motor vehicle counts and traffic back-up at 
major intersections.202 At the same time, bicycle and pedestrian use rose 
significantly.203 The case for road diets is so compelling that the Federal 
Highway Association (FHWA) has now adopted this approach as one of its 
nine “Proven Safety Countermeasures” recommended for implementation 
by road managers.204 

Because a road diet mostly consists of restriping, it is a relatively low-cost 
way to retrofit existing arterial roadways with bikeways in both directions, 
particularly if the road diet can be planned in conjunction with reconstruction 
or simple overlay projects.205 In addition, road diets may be less controversial 
than other approaches to finding space in the right of way for bikeways, such 
as removing parking spaces for cars. The FHWA provides guidance on which 
roads may be good candidates for a road diet, based on traffic volume.206 

Jurisdictions may want to consider other relevant factors as well. 

Local jurisdictions can use policy to make road diets a priority. They can 
adopt stand-alone resolutions or ordinances designed to encourage road 
diets (e.g. directing a review of city streets to determine candidates for road 
diets) or they can encourage road diets as part of a complete streets policy, 
a bicycle or transportation plan, or amendment of road design guidelines.207 

For example, in 2009, the city of Pasadena, California, adopted a strategic 
plan that required, among other things, that the city adopt a speed 
management program to improve safety. This policy led to a study of best 
practices in speed management, which found that road diets and providing 
speed feedback to motorists were the two best ways to manage speed on 
major streets. As a result, the Pasadena Department of Transportation 
included a speed management program in its Capital Improvement Program 
that requires installing speed feedback signs and implementing road diets on 
appropriate street segments as part of the annual pavement maintenance 
program.208 

 Policy:  Multi-Modal Level of Service Standards

An often overlooked but significant obstacle to bicycle friendly road design 
is found in the policies governing level of service (LOS) standards. LOS refers 
to the “level of service” that the road or street provides. Traditionally, LOS 
has been measured solely by how well the road serves automobile drivers 
based on how fast traffic can flow. Thus, a road in which motor vehicle 
traffic flows freely would be rated an LOS “A,” while a road that suffers 
constant congestion is rated LOS “F.” Comprehensive plans or other planning 
documents will often commit communities to maintaining a given level of 
service for cars on local roads, and this commitment may then dominate 
decisions about transportation investments.209 LOS standards are often used 
to evaluate proposed road design in new developments or to identify existing 
problem roads and prioritize improvements. If local transportation plans or 
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other policies require that roads be evaluated for car LOS only, then roads 
are likely to be designed with only cars in mind and existing roads will not be 
assessed for bicycle needs.210 Additionally, LOS requirements can potentially 
block the development of bikeways if they only require consideration of 
how the bikeway affects LOS for motor vehicles (which may decrease) and 
not how well the road with a bikeway will serve people bicycling (which may 
dramatically increase). 

In recent years, there have been efforts to develop multi-modal level-of-
service (“MMLOS”) systems that can be used to assess whether roads serve 
everyone’s needs – people bicycling, walking, and using transit – not just 
drivers. The National Cooperative Highway Research Program, for example, 
developed MMLOS standards, which the 2010 edition of the Highway Capacity 
Manual (“HCM”) incorporated into an integrated MMLOS tool for use by 
planners and engineers in assessing the needs of all users of the road.211 

However, that MMLOS is still in the early stages of development, and 
establishing the best method for measuring LOS for bicycling is an ongoing 
process. Other performance measurement strategies are also worth 
exploring, such as pilot implementation followed by real-time analysis.

State and local jurisdictions that are still using traditional LOS standard 
can adopt policies to require a shift to MMLOS standards. Some cities 
have already taken this step. Jacksonville, Florida, for example, adopted a 

“2030 Mobility Plan” that requires the city to “adopt a city-wide multi-modal 
mobility score to measure mobility and establish the acceptable levels of 
service based on roadways, transit, and bicycle and pedestrian facilities.”212 

In Chico and Berkeley, California, the general plans explicitly call for adoption 
of an MMLOS standard to improve street design for people bicycling, walking, 
and using transit.213 

Strategy: Encouraging Safer Driving

In addition to creating safe bikeways, policy can be used to target specific safety 
hazards caused by motorist conduct. Hazardous motorist conduct includes 

  not giving sufficient clearance to bicycles when passing;

  harassment of people bicycling by drivers;

  dooring (when a driver (or passenger) swings a car door open directly 
in front of a person bicycling);

  “right hook turns” (when a motorist turns right directly in front of a 
person bicycling); and

  obstructing bicycle lanes.

Policy can help reduce these hazards through traffic laws and also, as 
discussed above, through road design and traffic control policies.

Circulation Element – 
Chico, CA

“The Circulation Element seeks to 
enhance bicycle travel by providing 
bicycle facilities on new roadways, 
enhancing connectivity within the 
existing bicycle system, and establishing 
policies to incorporate the consideration 
of bicycle transportation in a Multimodal 
Level of Service (MMLOS) assessment.”

Chico General Plan214
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The power to regulate traffic through traffic law is left to each individual 
state. To encourage some degree of uniformity across the country, however, 
a nongovernmental National Committee on Uniform Traffic Laws and 
Ordinances provides states with a model set of policies called the Uniform 
Vehicle Code (“UVC”).215 States typically borrow liberally from these model 
policies when adopting their own state traffic laws, usually contained in a 
state vehicle code, but they also modify or reject some of the model laws 
and can add their own. 

The UVC, and virtually all state traffic laws, contains a general provision 
stating that bicycle riders have the same legal rights and responsibilities as 
motor vehicle drivers.216 Little attention, however, is given to the particulars of 
bicycle safety. The National Highway Traffic Safety Administration (NHTSA) 
maintains an online resource guide that can be used to identify state traffic 
laws that enhance bicycle safety and to assess a state’s position relative to 
other states with respect to bike safety laws.217 In addition to state traffic laws, 
many local jurisdictions are authorized by their state to adopt local traffic 
laws (so long as they are not inconsistent with state law).218 Many states and 
local jurisdictions have adopted bicycle safety traffic laws outside of the UVC 
since the UVC fails to address important safety issues for people bicycling. 

 Policy:  Require Safe Passing of Bicyclists

The UVC does not specifically address the issue of motor vehicle drivers 
passing bicycles. Rather, it only addresses one vehicle passing another by 
requiring that drivers must “pass at a safe distance to the left of the vehicle 
being overtaken and shall not again drive to the right side of the roadway 
until safely clear of the overtaken vehicle.”219 Most states have adopted either 
this exact provision or a very similar version. 

In most states a bicycle is considered a vehicle for purposes of traffic law, 
so the requirement that people pass at a safe distance from vehicles does 
include bicycles.220 However, while motorists learn during driver training what 
a safe distance is for passing cars, they do not get such training with respect 
to passing people bicycling. Even when collisions do not occur, passing too 
close at full speed leaves people on bicycles feeling vulnerable and unsafe.221 

Establishing a specific safe distance for passing bicycles eliminates confusion 
over what constitutes a “safe distance,” educates motorists about the 
importance of sharing the road, and helps prevent not only brushes and near 
misses, but also injuries and fatalities from collisions.

More than 20 states have enacted traffic laws that establish a minimum of 
three feet as the safe distance for a motor vehicle passing a bicycle, and 
Pennsylvania has set the distance at four feet.222 Cities can also adopt their 
own safe passing laws. At least nine cities in Texas (which does not have 
a state law) have adopted safe passing laws.223 Other cities with such laws 
include Boise, Idaho, and Denver, Colorado.224 

New Hampshire Safe 
Passing Law

“Every driver of a vehicle, when 
approaching a bicyclist, shall insure the 
safety and protection of the bicyclist and 
shall exercise due care by leaving a 
reasonable and prudent distance between 
the vehicle and the bicycle. The distance 
shall be presumed to be reasonable and 
prudent if it is at least 3 feet when the 
vehicle is traveling at 30 miles per hour 
or less, with one additional foot of 
clearance required for every 10 miles per 
hour above 30 miles per hour.”

N.H. Rev. Stat. Ann. §265:143-a.
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Safe passing laws can also include important public education requirements. 
Louisiana’s law, for example, requires the state Office of Motor Vehicles to 
include a summary of the safe passing law in all driver education materials, 
and requires the state Highway Safety Commission to initiate a public 
awareness campaign on safe bicycle passing.225 

 Policy:  Anti-Harassment Ordinances

A new trend involves local jurisdictions adopting ordinances designed to 
protect people bicycling from harassment by motorists. The City of Los 
Angeles enacted the first ordinance of this kind in 2011.226 While there are 
already laws prohibiting assault and battery, the Los Angeles ordinance is 
ground-breaking because it allows people bicycling to sue drivers in civil 
court for harassment that would not meet the strict standards for assault 
and battery – for example, if a driver intentionally distracts someone who 
is bicycling.227 The Los Angeles ordinance also gives more protection to 
people who bike than traditional assault and battery laws because it does not 
require proof of actual damages; if the court finds harassment, the bicyclist 
is entitled to recover either a minimum $1000 in presumed damages or triple 
the amount of actual damages proved, whichever is greater. The ordinance 
also allows for punitive damages, where appropriate, and for recovery of 
attorney’s fees and court costs if the person who was bicycling prevails. 
St. Louis, Missouri; Washington, DC; and Berkeley, Sunnyvale, Sebastopol, and 
Sonoma County, California, have passed similar ordinances.228 

 Policy:  Anti-Dooring Protection 

As noted earlier in this chapter in our discussion of road design, people 
bicycling on streets with parallel parking face the potentially serious hazard 
of dooring.229 Dooring generally occurs when a parked motorist or departing 
passenger opens a car door directly in front of a person bicycling, causing a 
collision. The risk of dooring is highest in commercial areas with high parking 
turnover, in cities with high taxi use, and on streets where the bike lane is 
improperly sited within the “door zone,” the area three feet to the left of a 
parked car.230 

While good road design policy is the most direct way to reduce the risk of 
dooring, state and local jurisdictions can also address this hazard through 
traffic law. The UVC has a general provision on “opening and closing vehicle 
doors,” which prohibits the opening of any car door “until it is reasonably 
safe to do so and can be done without interfering with the movement of 
other traffic.”231 While most states have adopted some variation of this, the 
provision does not specifically highlight the risk of dooring bicycles and is 
generally viewed as ineffective in addressing the problem. 

Public Education 
Requirements of 
Louisiana Safe 
Passing Law

“[The Office of Motor Vehicles] is directed 
to include a summary of this Section 
[requiring 3 feet passing buffer] in any 
instructional publication for drivers . . . 
The Louisiana Highway Safety Commission 
is directed to engage in a public awareness 
campaign to notify motorists and 
bicyclists of the provisions of this Section.”

La. Rev. Stat. § 32:76.1.
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Traffic laws can be amended to 

  require exiting drivers and passengers to look for oncoming bicycles prior 
to opening car doors;

  allow people bicycling to ride outside the door zone, even if that requires 
riding outside a bike lane; and

  add a specific enforcement feature.

Massachusetts’ Bicycle Safety Bill, for example, provides that motorists and 
passengers can be ticketed and fined up to $100 for opening a door into the 
path of traffic, including bicycle or pedestrian traffic.232 The City of Chicago’s 
2013 Bicycle Safety Act imposes a $300 fine on a driver who opens a door in 
the path of a bicycle when there is no collision, and a $1,000 fine when there 
is a collision.233 Chicago also has an administrative policy mandating that 
all taxi drivers affix a bright red and white sticker on each side window that 
warns passengers to look for bicycles before they exit.234 

 Policy:  Right Hook Turn Protection 

Another common source of collisions between cars and bicycles is the “right 
hook turn.”235 This occurs when a motorist turning right at an intersection 
cuts directly in front of a person bicycling who is going straight through the 
intersection. Such collisions may take place when both the car and bicycle 
are traveling toward an intersection in close proximity. Sometimes the driver 
will assume that the person bicycling will turn right too, or will believe that 
it is the responsibility of the bicycle to wait while the car turns right. These 
collisions also can follow a stop at an intersection for a red light or stop sign, 
when a bicycle is waiting to the right of the car; the car may hit the bicycle if 
the motorist has limited visibility or does not look for a bicycle on the right 
before turning. While the UVC requires both people driving and bicycling 
to signal an intention to turn, it does not address the potential conflict for 
bicycles inherent in car right turns. Indeed, many drivers and people on 
bicycles are unsure how to handle these types of interactions.236 

As discussed above, bike boxes and bike signals can help tackle this hazard. 
In addition, traffic laws should be clarified to delineate clear rights and 
obligations in right-turn situations. At a minimum, traffic laws should specify 
that, regardless of the presence or absence of a bike lane, drivers should 
yield to people bicycling and only turn when they can do so safely. In this 
vein, Massachusetts has a traffic law that permits right turns only when they 
can be made at a “safe distance” from bicycles and occur at a “speed that is 
reasonable and proper.”237 Oregon traffic law makes it illegal to turn right on 
a red light without “yield[ing] the right of way to traffic lawfully within the 
intersection or approaching so close as to constitute an immediate hazard.”238 

The California Vehicle Code requires cars to merge into the dashed section of 
a bicycle lane 200 feet prior to an intersection in order to make a right turn, 
but the law is insufficiently clear with regard to when cars must yield.239 

Requiring a warning sticker on taxi 
passenger windows can reduce 
dooring injuries to people bicycling.
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 Policy:  Prohibit Obstruction of Bicycle Lanes

Motorists, including taxi drivers and delivery trucks, create a significant safety 
hazard for bicycles when they stop or park in bicycle lanes. Such obstructions 
can easily cause a collision, either because the person bicycling collides with 
the obstruction or swerves suddenly into traffic to avoid it. This hazard was 
highlighted by a YouTube video gone viral, which showed various obstacles in 
bicycle lanes in New York City, including a parked police car.240 Obstructions 
in bike lanes can also create safety hazards for motorists if they are forced to 
suddenly move into another lane to avoid a swerving bicycle. While the UVC 
does not address the issue, some state and local jurisdictions have adopted 
their own traffic laws. 

New York City, for example, has regulations that both prohibit stopping or 
parking in bike lanes and allow delivery trucks that are otherwise lawfully 
double-parking to park outside the bike lane to avoid blocking it.241 It has also 
created more dedicated loading zones and encouraged off-peak deliveries. 
However, enforcement remains a challenge.

Another example is Long Beach, Mississippi. On the urging of middle school 
students, the city passed an ordinance finding that that “the general health, 
safety and welfare and best interest of the community justify and require that 
the City prohibit parking in spaces or areas designated as bicycle lanes.”242 

At the state level, California has adopted a vehicle code section that prohibits 
not only obstruction of bike lanes by vehicles, but also by “any other object.”243 

In jurisdictions where double parking is illegal but common, policymakers 
can also consider adopting a traffic law that substantially increases the fine 
for double parking if the driver has also blocked a bicycle lane. For example, 
double parking in the bike lane could cost the driver $100, while double 
parking outside the bike lane would cost only $50.

 Policy:  Police Training on Bicycle Safety

Most law enforcement officers have never been specifically trained in bicycle 
safety.244 If police officers understand what causes bicycle collisions and 
which traffic laws promote bicycle safety, however, they can better protect 
people bicycling and help avoid future injuries. Local jurisdictions can help 
police officers create a safer environment for people bicycling by adopting 
a policy to provide such training. The National Highway Traffic Safety 
Administration (“NHTSA”) guidelines encourage training of law enforcement 
on bicycle safety and NHTSA has developed training materials (videos and 
written materials) specifically for law enforcement.245 These materials are 
designed to educate police officers regarding bicycle safety issues and their 
role in making streets safer for people bicycling.246 Information on overcoming 
barriers to establishing such trainings, as well as additional training resources, 
is available on the Federal Highway Administration Pedestrian and Bicycle 
Information Center website.247 

Massachusetts 
State Code

“Precautions for safety of other 
travelers: No person operating a vehicle 
that overtakes and passes a bicyclist 
proceeding in the same direction shall 
make a right turn at an intersection or 
driveway unless the turn can be made 
at a safe distance from the bicyclist at a 
speed that is reasonable and proper.”

Mass. Gen. Laws., ch. 90, § 14. (2013).248

California Vehicle Code

“No person may place or park any 
bicycle, vehicle, or any other object 
upon any bikeway or bicycle path or 
trail, as specified in subdivision (a), 
which impedes or blocks the normal and 
reasonable movement of any bicyclist 
unless the placement or parking is 
necessary for safe operation or is 
otherwise in compliance with the law.”

Cal. Veh. Code § 21211(b).249
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States or localities can also adopt policy in this area. Massachusetts, for 
example, enacted a bicycle safety bill that requires, among other things, that 
all police recruits be trained in bicycle safety.250 Fort Collins, Colorado, has 
adopted a Safety Education Plan that calls for the training of police officers 
on issues relating to bicycling and bicycle safety.251 

As the strategies and policies set forth in this chapter show, there are many 
options available to jurisdictions that want to increase safety for people 
bicycling. By implementing such policies, jurisdictions can reduce one of the 
most significant hurdles for the willing but wary.

Massachusetts Law on 
Bicycle Safety Training 
for Police Officers 

“The course in bicycle safety enforcement 
shall include, but not be limited to, 
instruction in . . . 

(1)	 the rights and duties of bicyclists set 
forth in chapter 85;

(2)	patterns and sources of injuries to 
bicyclists, both those involving and 
those not involving motor vehicles 
and the percentage of crashes 
involving cyclists riding against 
traffic, riding at night and riding on 
sidewalks;

(3)	the most dangerous actions by 
bicyclists and procedures for citing 
bicyclists, including minors;

(4)	common motorist actions causing 
bicycle crashes;

(5)	reporting bicyclist crashes; and

(6)	motorists intentionally endangering 
bicyclists.

All law enforcement recruits shall receive 
the course in bicycle safety enforcement 
as part of their required training 
program.”

Mass. Gen. Laws Ann. ch. 6, § 116E (b, c).
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CHAPTER FIVE: 
POLICIES THAT MAKE TRAVEL 
BY BICYCLE MORE CONVENIENT

Bicycle parking provides a 
visible way to let the community 
know that bikes belong and are 
welcomed. In addition, there are 
many benefits to community 
members and local businesses 
when bicycle parking is ample 
and secure.

Introduction

A decision to make a trip by bicycle also depends on convenience. 
If traveling by bicycle requires an unacceptable level of effort, time, or 

cost compared to driving, people who have a choice will make the trip by car 
instead. Currently, many people on bikes face hassles that make bicycling 
inconvenient. For example, bicycle theft is a serious problem in many cities. 
Bicycling to work is highly inconvenient if there is no safe place to park a 
bike. In other cases, common destinations may be located far from residential 
areas, making distances too far for bicycling to be convenient. This problem 
can be compounded if there is no easy way to combine bicycling with 
public transit options, making bicycle-transit travel difficult or impossible. 
Fortunately, there are many available approaches that can make bicycling 
substantially more convenient. 

Strategy: Bicycle Parking

When there is ample and secure car parking at a destination, it is far more 
convenient to drive than otherwise. The same is true for bicycling. While 
policy planners have traditionally devoted enormous resources to the parking 
needs of drivers, little attention has been paid to the parking needs of those 
traveling by bicycle. It is clear, however, that arriving at a destination with no 
safe place to park a bicycle makes biking inconvenient and deters would-be 
bicyclists; in fact, it is one of the primary reasons commuters cite for not 
bicycling to work.252 Conversely, quality bicycle parking can greatly enhance 
the convenience of bicycling. Bike parking ensures an easy transition to 
one’s destination, and can be crucial for integrating bicycling with public 
transportation. In addition, bicycle parking amenities such as showers and 
lockers can make commuting by bicycle far more convenient and increase 
bicycle commuting rates.253 

In areas in which car parking is scarce or expensive, bicycle parking can 
also save time and money. Bicycle parking also provides a visible way to 
let the community know that bikes belong and are welcomed, and creative 
bicycle racks can serve as public art. Moreover, bike parking can boost local 
businesses and tourism. Studies show that people who travel to shopping 
areas by bicycle spend more per capita in any given week than those who 
arrive by car.254 In Madison, sales tax revenue increased 3 percent in shopping 
areas with new bicycle racks.255 Durango, Colorado, boasts on its website 
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that tourists can take a two-wheeled tour of local breweries and shop by bike 
because “no matter where you go in downtown, you’ll find a place to park 
your bike nearby.”256 

Policy measures are critical to providing an adequate supply of bicycle 
parking. Many cities are enthusiastically embracing new and innovative 
bicycle parking solutions, including “bike corrals,” which turn one or two 
on-street car parking spots into parking for 8–20 bicycles, and bicycle 
parking requirements for new development.257 Bicycle parking ordinances 
can ensure that new development and major remodels include adequate 
bicycle parking, that secure places to park bicycles are maximized in existing 
development, and that there is bicycle parking at large events.

 Policy:  Require Bike Parking in New 
Development and Major Remodels 

More than 150 local governments have already adopted laws requiring 
bicycle parking in new development and major remodels.258 These laws 
typically require that new commercial and multifamily developments include 
a specified quantity of short-term and long-term bicycle parking; such laws 
may include major renovations as well.259 Developers often benefit from these 
laws since they can be structured to provide incentives, such as reductions 
in the number of expensive car parking spaces required, in exchange for 
bicycle parking. Bicycle parking ordinances may also require or incentivize 
showers and lockers in new developments over a certain size. ChangeLab 
Solutions has a model bicycle parking ordinance requiring bicycle parking in 
new development and major remodels. The model provides detailed guidance, 
and can be customized to the needs of individual communities.260 

 Policy:  Require Parking Lots and Garages to 
Provide Bicycle Parking 

Since car parking lots and garages are already in the business of providing 
parking, it is appropriate and relatively easy for them to add bicycle parking. 
Doing so significantly expands bicycle parking options in locations already 
identified as desirable destinations. Bicycling parking in garages can be 
achieved through requiring existing parking lots and garages to provide 
bicycle racks as a condition of renewing their business licenses. Cleveland, 
Ohio, requires bicycle parking in parking facilities as a condition of the 
issuance or renewal of an annual license.261 Jurisdictions can give parking 
lots and garages flexibility to choose the specific type of bicycle racks or 
lockers they will provide, as long as they meet certain minimum requirements 
for convenience and security. ChangeLab Solutions has a model ordinance 
requiring bicycle parking in parking lots and garages that covers these and 
other relevant issues, including types of bicycle parking, quantity of bicycle 
parking spaces, location of spaces, and signage.262 

Guidelines and 
Model Policies for 
Bicycle Parking
Bike Parking Guidelines 2nd Ed. 
(2010)

The Association of Pedestrian and 
Bicycle Professionals (APBP) has 
developed specific standards for most 
aspects of bicycle parking. Available 
for purchase from APBP website: 
https://apbp.site-ym.com/store/
view_product.asp?id=502098

Model Bicycle Parking Ordinance 

ChangeLab Solutions has developed 
model bicycle parking ordinances for

1)	new development and major 
renovations;

2)	parking facilities; and

3)	large civic events involving street 
closures.

These ordinances draw from the 
APBP guidelines and are available 
online at: www.changelabsolutions.
org/publications/bike-parking. 

changelabsolutions.org    I    nplan.org September 2012

Local laws can encourage 
bicycling by making bike 
parking more widely available. 
Our model bicycle parking 
ordinance helps ease bicyclists’ 
fears about finding a secure place 
to lock up.

Bicycling creates healthier communities, supports local business, and leads 
to less pollution and congestion. But people are reluctant to bike when they 
worry they won’t find a good place to lock their bicycles. Bicycle parking 
ordinances provide an easy way to ensure plentiful bicycle parking and make 
it clear that bicycles are welcome. 

Bicycle parking promotes health. Cities across the country are looking for 
ways to address the growing obesity epidemic. Today, more than two-thirds 
of American adults and one-third of children are overweight or obese,1 
which puts them at higher risk for heart disease, diabetes, cancer, stroke, 
and other serious illnesses.2 One way that cities can make a difference is by 
encouraging bicycling. 

Biking is a great way to get around, and adults and children who are 
physically active are less likely to become overweight or obese. Many people 
use their cars to run errands and travel to destinations just one or two miles 
from home.3 For these short trips, bicycling can be a practical alternative. 

Making a Place for Bicycles
Using Bicycle Parking Laws to Support 
Health, Business, and the Environment
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 Policy:  Commuter Bicycle Parking in Office 
Buildings 

Fewer than 1 percent of Americans bicycle to work, although roughly 
40 percent work no more than five miles from home.263 As noted above, a 
primary deterrent is a lack of safe and convenient bicycle parking. No one 
wants to end their work day by finding that their way home has been stolen. 
Yet many office buildings neither provide bicycle parking nor allow employees 
to bring their bicycles into the building. New York City and San Francisco have 
both adopted laws designed to mitigate this problem by requiring building 
owners to permit employees to bring their bicycles into office buildings. New 
York City’s “Bicycle Access to Office Buildings Law,” requires commercial 
office buildings with at least one freight elevator to allow commuters to bring 
bicycles into their offices by freight elevator, upon request.264 

Under San Francisco’s “Employee Bicycle Access Bill,” commercial building 
owners must either provide secure bicycle parking in their buildings or allow 
their commercial tenants to permit employees to bring bicycles into their 
offices.265 

 Policy:  Require Large Civic Events to Provide 
Bicycle Parking

Monitored bicycle parking (sometimes called “valet bicycle parking”) at 
large civic and sporting events is becoming increasingly popular around the 
country as local jurisdictions and event organizers recognize its benefits. In 
addition to encouraging use of a healthy, non-polluting form of transport, 
it can increase attendance by drawing people who otherwise might not 
come at all because of the hassle of car parking or lack of secure bicycle 
parking. Monitored bicycle parking can also help reduce congestion caused 
by street closures and crowds. ChangeLab Solutions has a model ordinance 
that requires monitored bicycle parking at large civic events involving street 
closures.266 

 Policy:  Local Government Installation of Bike 
Parking

Local jurisdictions can adopt policies to install bicycle racks in existing 
areas where there is likely demand for bicycle parking, such as shopping 
and entertainment districts and near government buildings, libraries, and 
recreational areas. School districts and state college systems can take 
similar steps to ensure adequate provision of bicycle parking. Chicago, 
IL for example, set a goal of installing 400 to 500 bike racks per year on 
public streets, and has installed 10,000 racks on public property so far.267 

Washington, DC adopted a law requiring installation of bicycle racks at City 
Hall and development of a strategic plan to provide bicycle parking at other 
buildings occupied by District of Columbia agencies, public schools, libraries, 
and parks.268 

 ““Bicycling in from New Jersey and other 
suburbs took off after the city passed a 
law requiring landlords to accommodate 
bikes in buildings.”

Rob Kotch, Bicycle Commuter, on New 
York City’s “Bicycle Access to Office 
Buildings Law269

Policy measures are critical to 
ensuring an adequate supply of 
bicycle parking. Bicycle parking 
can provide a secure place to 
lock a bicycle while also serving 
as public art.
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 Policy:  Support Bicycle Parking through 
Requiring LEED Certification 

The US Green Building Council has developed a system for rating buildings 
on how well they reduce pollution and waste and increase energy efficiency. 
Under this system, called “Leadership in Energy and Environmental Design” 
(LEED) certification, developers earn points based on the number of 
environmentally friendly features they include in a building or development. 
LEED provides some support for bicycle parking because one of the ways 
that developers can earn points is by providing bicycle parking in commercial 
developments or institutional buildings. To earn the bicycle parking credit, 
developers must provide secure bicycle storage with convenient changing/
shower facilities within 200 yards of a non-residential building for 5 percent 
or more of regular building occupants. Residential buildings must include 
covered bicycle storage facilities for 15 percent or more of building 
occupants.270 To date, many jurisdictions and states have adopted policies 
requiring developers to demonstrate that public buildings meet designated 
LEED certification standards,271 and some cities have also amended their 
building or zoning codes to require that certain private developments achieve 
LEED certification.272 

Though local jurisdictions can adopt LEED certification standards for public 
and private development to encourage bicycle parking, they would do better 
not to rely on LEED certification alone to meet bicycle parking needs. Bicycle 
parking is just one of many options developers can choose to earn points 
toward LEED certification; thus, there is no guarantee that a LEED certified 
building will include bicycle parking. Also, LEED bicycle parking requirements 
include few standards regarding the type, quality, location, and so on for 
bicycle parking. LEED certification requirements work best in conjunction 
with a local bicycle parking ordinance that sets forth such standards.273 

 Policy:  Tax Incentives for Bike Parking

States can also use tax policy to encourage bicycle parking in existing 
development. In Virginia, for example, legislation was introduced (but not 
enacted) that would have provided a tax credit to employers for the cost 
of installing bicycle racks and showers for employees, up to a ceiling of 
$5,000.274 

Strategy: Bicycling and Public Transit

Traveling or commuting by bicycle for longer distances (more than 3 to 5 miles) 
is considered impractical by many people because of the time and effort 
required. Longer trips are also more likely to contain segments that are 
inaccessible to bicycles, such as bridges, tunnels, and freeways. But if 
bicycling can be seamlessly integrated with trains, subways, buses, and other 
public transit options, then traveling by bicycle for longer distances suddenly 
becomes a far more convenient option. As a result, policies that coordinate 
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bicycling and public transit systems may increase bike ridership by enabling 
residents to use bicycles to travel partway to many further locations. In effect, 
bicycle-transit integration extends the range of destinations for bicycles from 
a few miles distant to dozens of miles away. 

Bicycle-transit integration also makes public transit a more convenient option. 
People are often dissuaded from using public transit when the distance 
between the point of origin and public transit, or between public transit and 
the final destination, is more than a quarter or half a mile. This is because 
many people do not consider distances over a quarter or half mile to be 
walkable.275 This obstacle – commonly known as public transit’s “first and 
last mile” problem – is ameliorated by policies that link bicycling with public 
transit, since bicycles can potentially provide an easy way to cover the first 
and last miles.276 

Transit agencies around the country have adopted policies to mitigate the 
“first and last mile” obstacle, and they are increasingly seeing bicycling as an 
important component of such policies. For example, the Los Angeles County 
Metropolitan Transportation Authority adopted a Bicycle Transportation 
Strategic Plan in 2006 that prioritized providing access to transit for people 
bicycling.277 The federal government is providing new support for such 
projects as well.278 

Integrating bicycles and transit also has the benefit of mitigating traffic 
congestion and air pollution near transit stops caused by those who would 
otherwise drive to transit.279 It also lessens costs associated with car park-
and-ride facilities, and can increase ridership among those who are dissuaded 
from using transit because of limited car parking. Bicycle-transit integration 
typically requires less space and fewer resources than car parking. 

Bicycle-transit integration policies generally fall into three categories: 

1)	 policies that allow riders to keep their bicycles with them on board 
public transit;

2)	 policies that allow riders to safely leave their bicycles at their transit 
entry point or pick up a bicycle at their transit exit point (bicycle parking 
policies); and

3)	 policies that provide convenient bikeways to transit stations. A fourth 
approach that also addresses bicycle-transit integration is the provision 
of bike share facilities near transit, discussed in the section on bike share 
programs in Chapter 7.
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 Policy:  Bicycles on Board 

Bicycles-on-board policies allow people to take their bicycles with them 
when they use public transit. Local transportation agencies often have 
unnecessarily restrictive rules about bicycling. Agencies are finding that 
they can pass policies that expand the time periods during which bicycles 
are allowed, or permit more types of bicycles on transit, without any real 
inconvenience.280 

Bicycles-on-bus policies are a common type of policy that transit agencies 
currently use to accommodate people who bicycle and use public transit. 
One benefit of these policies is low implementation cost. Buses can easily 
be outfitted to carry two to three bicycles. However, the limited number of 
spaces per bus makes access unreliable, since people cannot be sure if there 
will be room for their bicycle until the bus arrives. While some policies allow 
bikes inside the bus, this option may be restricted to certain hours of the day 
to avoid crowding. Bus drivers are also usually given discretion in whether to 
allow passengers onboard with their bikes, which also injects uncertainty for 
people bicycling.281 

Commuter rail and subway systems can also have policies that allow 
passengers to bring bicycles onto train cars. Some rail systems designate 
certain rail cars for people bicycling; rail systems may require passengers to 
remain with their bikes for the duration of their rides.282 Rail systems have 
space constraints, and therefore many agencies prohibit people from bringing 
bikes onto train cars during peak travel times, to reduce crowding on the 
train, as well as congestion when people board and exit the train.283 Clearly, 
restricting bicycles at peak travel time creates a substantial barrier to bicycle-
transit integration for many people. One potential solution is to expand the 
number of cars to accommodate people bicycling. The San Francisco Bay 
Area Rapid Transit (BART) rail system has successfully experimented with 
allowing bicycles on board during commute hours on certain trains on Fridays, 
and is exploring providing bicycle access at all times, seven days a week.284 

Another challenge for some is the difficulty of physically maneuvering 
bicycles onto bus bicycle racks, as well as managing train stairs with bikes for 
boarding and exiting. Subway, rail, and bus services should consider policies 
that provide for bike-accessible gates and platform-level boarding, allow 
bicycles on escalators, and generally facilitate bicycle use.285 

Other transit systems that accommodate bikes on board include bicycle-
on-ferry, bicycle-on-vanpool, and bicycle accommodation by on-demand 
transit services (such as taxis and car services).286 As with the bike-on-bus 
and bike-on-rail programs, limited space on transit vehicles and restrictive 
timetables can hinder widespread access to these accommodations.

Increasing bicycle access can improve farebox returns and significantly 
increase ridership, so many agencies find it worth their while to overcome 
the hurdles associated with allowing bikes on board.

Opening Up Commute 
Options for 
People on bikes

“We heard from countless bike riders on 
both sides of Bay that the August pilot 
[allowing bicycles on BART during Friday 
commute hours] opened up regional 
commuting by bike for both experienced 
bike riders and those wanting to give it a 
try for the first time.”

Leah Shahum, Executive Director of the 
San Francisco Bicycle Coalition.287 

Bicycles-on-bus policies are 
a common type of policy that 
transit agencies currently use to 
accommodate people who bicycle 
and use public transit. Buses can 
easily be outfitted to carry two to 
three bicycles at a time.
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 Policy:  Transit-Focused Bicycle Parking 

The second category of bicycle-transit integration policies focuses on making 
it convenient for residents to complete the pre- or post-transit legs of their 
trip by bicycle – without having to take a bicycle on board with them.288 

These policies typically involve providing bicycle parking at or near major 
transit points. Such facilities allow people bicycling to complete the “first 
and last mile” by bicycle without having to physically bring bikes on board. 
Such policies also eliminate the obstacles presented by transit vehicle space 
constraints and time restrictions.

Many people, however, will not leave their bicycles parked for any length 
of time if their bicycle is not well protected from theft. Thus, to maximize 
the effectiveness of this type of policy, short-term bicycle parking should 
be paired with more secure bicycle parking, such as bicycle lockers or 
bike stations.289 Bike stations are full-service facilities, typically located at 
major transit centers. They provide secure, long-term bicycle parking either 
through valet service, smart card access, or both. Bike stations can also 
include other amenities designed to conveniently integrate bicycling with 
public transit (such as lockers, restrooms, showers, changing rooms, seating 
areas, bike repair services, bike rentals or bike share, bike retail shops, maps 
and information, and transit ticket machines).290 Cities with one or more 
bike stations include Chicago, St. Louis, Washington, DC, Long Beach, Santa 
Barbara, San Francisco, Oakland, Berkeley, Claremont, Covina, and Palo Alto.

People bicycling must be able to count on a space to park their bike, since 
they cannot risk arriving at their starting transit point with no safe place 
to leave their bike. Thus, a successful policy must provide for sufficient 
bicycle parking spaces to ensure that a number of parking spaces are always 
available. Some transit agencies – such as Denver’s Regional Transportation 
District and the Central Ohio Transit Authority – have made it a point to 
collect data on bike rack and parking usage so they can accurately address 
demand.291 Transit agencies in congested areas may find it necessary to 
provide commuters with incentives to leave their bikes at stations instead 
of bringing them on board, and should provide free or almost-free bicycle 
parking in excess of the anticipated demand. However, secure bicycle parking 
is not required at every stop. Secure lockers or bike stations can be provided 
just every mile or so, because people on bicycles are generally willing to pedal 
a little extra distance to reach the nearest secure parking area. 

Neither parking at stations nor a bikes-on-board policy is sufficient by itself 
to maximize bicycle-transit integration; both are necessary. Some commuters 
need to use their bicycles on both ends of the trip, if both the origin and 
destination are distant from transit. Other people may take the step of 
having two bicycles, one for each leg of the trip. Others may be unwilling to 
bother with a bicycle on board transit. The combination of available parking 
at stations and bikes-on-board gives people the flexibility to contend with 
the different types of trips and circumstances that arise. 

Bike Stations: 
Three Options for 
Management

St. Louis, MO 
www.trailnet.org/downtown-bicycle-
station
  Managed by non-profit
  Initial funding: US Dep’t of Energy

Chicago, IL 
www.chicagobikestation.com
  Managed by city 

  Initial Funding: Federal Congestion 
Mitigation and Air Quality 
Program.292 Currently funded by 
private sponsor.

Long Beach, CA, Washington 
DC, and more 
www.bikestation.com
  Managed by Bikestation.com, 
a registered B Corporation

  Funding: Funding sources vary, but 
usually involve federal, state and/or 
local government funding

http://www.trailnet.org/downtown-bicycle-station
http://www.trailnet.org/downtown-bicycle-station
http://www.chicagobikestation.com
http://www.bikestation.com
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 Policy:  Bikeways to and from Transit 

Even if bicycles are otherwise integrated with transit, it may achieve little 
unless people feel comfortable getting to the transit station or stop that is 
their starting point. As a result, some transit agencies have policies directing 
them to collaborate with local jurisdictions to facilitate bicycle access to 
public transit. Likewise, local jurisdictions can prioritize transit access in their 
bicycle planning. Such collaborative planning efforts can include development 
of new bicycle lanes, bike routes, and shared-use pedestrian and bike paths 
that are designed to improve access to key transit stations.293 The Regional 
Transportation District (RTD) in Denver, Colorado, for example, has explicitly 
made it a priority to make it more convenient for people bicycling to access 
transit.294 Pursuant to this policy, the Denver RTD recently invested jointly in 
a number of pedestrian/bicycle bridges to facilitate access to transit stations 
from neighboring communities and existing bike paths.295 The Bay Area Rapid 
Transit (BART), which provides rail transit in four Northern California counties, 
has also acknowledged the importance of creating safe and convenient 
bicycle routes to each station.296 As part of its 2012 BART Bicycle Plan, BART 
has prioritized working with local jurisdictions to develop improved bikeways 
to BART stations, and is also planning to create station area maps with 
recommended bike routes.297 

Strategy: Bicycle Flow at Intersections

Since stopping and starting on a bicycle requires considerable effort, coming 
to a complete stop at every stop sign can make traveling by bicycling 
inconvenient, particularly since stop signs tend to populate the less trafficked 
streets that make for better bicycle routes. Policies to address this challenge 
can take different forms. 

 Policy:  Stop as Yield

Traffic laws generally require people bicycling to come to a complete stop 
at stop signs. However, some jurisdictions have passed “stop as yield” laws, 
which allow people bicycling to treat stop signs as if they were yield signs. 
This approach allows people bicycling to slow down as they approach a stop 
sign and, if no other traffic is present and it is safe, to continue through the 
intersection without coming to a complete stop. However, a complete stop is 
required if another vehicle or person has the right of way, or if other safety 
considerations require it. Most people bicycling instinctively follow a “stop 
as yield” approach, because it requires far more exertion and time to stop 
completely and then start back up again on a bicycle than in a car.298 Treating 
stop signs as yield signs also makes sense from a safety perspective. Bicycles, 
unlike cars, pose a low safety risk to other travelers. On bicycles, visibility is 
not restricted by a car frame, and speed approaching a stop sign is generally 
low enough that a person bicycling can readily assess whether it is safe to 
proceed without coming to a complete stop. 

 ““If you talk to bicycle advocates, they 
think the rule should reflect what is 
practiced. We crafted street rules for 
motor vehicles, but now we’re adding 
bicyclists to it – and it makes sense 
that we have laws that reflect bicycling 
in ways that promote ridership and help 
people ride safely.” 

Ryan McCann, Policy and Outreach 
Manager, BikeDenver299



changelabsolutions.org    |    Getting The Wheels Rolling: Chapter Five: Policies That Make Travel by Bicycle More Convenient      65

At the state level, only Idaho has adopted such a law to date.300 Idaho’s law 
has been in place since 1982; there has been no increase in bicycle injuries 
or fatalities since this time, and studies have found evidence consistent with 
improved safety.301 In 2005, Idaho expanded its law to also allow people on 
bicycles to treat red lights as stop signs.302 A number of local jurisdictions 
have similar laws, including Summit County and the towns of Dillon and 
Breckenridge in Colorado.303 However, some efforts to adopt a “stop as yield” 
approach have not been successful, and have even engendered a backlash 
against bicycling. 

 Policy:  Adjusting Signage to Support Bicycle Flow

Local jurisdictions can also address flow at intersections by altering the traffic 
signage along traffic-calmed bike routes, particularly on bicycle boulevards. 
Where safe to do so, stop signs at four-way stops can be removed or replaced 
with yield signs. With appropriate traffic calming, removing stop signs can 
create a more efficient free-flow environment for people bicycling, while 
reducing the amount and speed of vehicle traffic. 

On streets with stop lights, jurisdictions can assist bicycle flow by timing 
lights to permit steady bicycle traffic, an approach that can create a safer 
environment for people walking as well. Such an approach is particularly 
appropriate for commercial corridors, where studies show it may even speed 
up motor vehicle traffic.304 San Francisco has implemented this approach in 
the Mission neighborhood.305 

 Policy:  Adjusting Enforcement Priorities

Local jurisdictions can also instruct law enforcement departments to 
deprioritize enforcement efforts against people on bicycles who do not stop 
at stop signs, so long as they are riding safely, without danger to themselves 
or others, and in a manner that respects the right of way of other road 
users. Although many departments have a de facto general practice of not 
ticketing this type of minor traffic violation when no safety danger is present, 
establishing such a policy can decrease the danger of capricious enforcement. 
Such a policy should be combined with prioritizing the enforcement of 
violations by people bicycling or driving that do pose safety risks. 

Strategy: Financial Incentives for Bicycling

Bicycling becomes more convenient when the cost of bicycling decreases. 
While bicycling is generally far less costly than driving, state and local 
governments can provide financial benefits for using bicycles, providing an 
additional incentive. Such policies are generally focused on commuters.

 ““[O]ne of the benefits of a stop as yield 
law is that it actually increases cyclist 
safety. Currently, cyclists must choose 
between routes that are more efficient 
but less safe due to higher traffic 
volumes, and routes that are more safe, 
but less efficient due to the presence of 
numerous stop signs. Ironically, while 
stop signs make lesser-traveled streets 
safer by encouraging automobile traffic 
to use the less-restricted arterials, they 
also function as infrastructure barriers 
to cycling. Allowing cyclists to treat 
stop signs as yield signs empowers them 
to legally make the safer routes more 
efficient.”

Bob Mionske, JD, Bicycle Law306
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 Policy:  Bicycle Commuter Reimbursement 

The federal government makes bicycle commuters eligible for a “Qualified 
Bicycle Commuting Reimbursement.”307 Under this program, employers may 
offer employees who bike to work a $20 per month tax-free reimbursement 
for bicycle-related expenses.308 Employers, in turn, are able to deduct the 
expense from their federal taxes.309 Currently, reimbursement appears to 
be unavailable for commuters who bicycle to work using bikes from a bike 
share program.310 In addition, not all states offer the same tax deductions that 
the federal government offers.311 Thus, an employer’s bicycle reimbursement 
might be deductible for federal tax purposes, but not for state tax purposes. 

States can incentivize participation in the federal bicycle commuting 
reimbursement program by providing state tax credits to employers that 
offer bicycle-related transit benefits. Such tax credits should also apply to 
bicycle share program expenses. States can also provide additional incentives 
to employers. In 2006, the state of Washington passed the Commute Trip 
Reduction Efficiency Act, which requires local governments in urban areas 
with traffic congestion to develop programs that reduce car use.312 Through 
this program, the state Department of Transportation and local governments 
provide financial support and tax benefits to employers who develop and 
manage programs to reduce vehicle trips.313 In adopting such laws, states 
should provide specific benefits for employers who support or promote 
increased bicycle use.

 Policy:  Matching Bicycle/Transit Subsidy 

State and local jurisdictions that provide a public transit subsidy can provide 
an equivalent benefit to bicycle commuters. In Portland, Oregon, city 
employees can earn an additional $38 each month if they bicycle to work 
80 percent of the time, which matches Portland’s transit subsidy.314 

 Policy:  Parking Cash-Out Law

The provision of free car parking at work is associated with a reduced 
likelihood of bike commuting.315 One policy that can remove this incentive to 
drive is a “parking cash-out” law, such as California’s.316 Parking cash-out laws 
require employers who provide free or subsidized parking for their employees 
to also provide employees with the option of a cash allowance in lieu of a 
car parking space. A study showed that at businesses that implemented 
California’s cash out program, single occupant driving fell by 17 percent and 
walking and biking increased by 39 percent.317 Following a successful pilot 
program, Austin is in the process of developing a permanent parking cash-out 
policy for city buildings surrounded by managed parking.318 



changelabsolutions.org    |    Getting The Wheels Rolling: Chapter Five: Policies That Make Travel by Bicycle More Convenient      67

In the absence of a mandate, states can also use policy to encourage 
private employers to implement parking cash-out laws. Maryland’s tax law, 
for example, provides a 50 percent tax credit (up to $30 per employee per 
month) to cover employer costs associated with providing employees a 
parking cash out program.319 

 Policy:  Reimbursement for Work Travel by Bicycle

While it is common practice for governmental agencies to reimburse their 
employees for the job-related use of their own cars, few reimburse employees 
for the use of a bicycle. When they do, they often reimburse at the estimated 
cost of wear-and-tear on the bike, which is negligible. For example, Caltrans 
reimburses its employees for bike use on the job at the rate of four cents per 
mile, and this is deemed taxable income; car use is reimbursed at the rate of 
56.5 cents per mile, and this reimbursement is exempt from taxation.320 The 
effect of this practice is to create an incentive for employees to use more 
costly transportation, even when a bike would be just as convenient or better 
and would also potentially decrease employee health costs. For trips that 
can be easily made by bicycle, governmental reimbursement policies should 
reimburse bicycle travel at a rate close to the reimbursement level for car use.

Strategy: Reflecting the True Costs of Driving

In the United States, many of the actual costs of driving are not paid by 
individual drivers.321 Many of these costs are subsidized by the government 
(such as building and maintaining roads) or borne by the public at large 
(such as environmental damage, adverse health effects from pollution, and 
poor conditions for walking and biking).322 A number of cities in Europe and 
Japan have adopted policies that better reflect the true costs of driving. 
These policies make bicycling more convenient relative to driving, by making 
driving more expensive or slower. A wide array of different policies can shift 
the costs of driving back to drivers. Such policies include car-free streets 
or zones in the city center, traffic calming, speed restrictions, reduced car 
parking requirements for new development, higher sales taxes on cars and 
gasoline, higher registration costs, congestion pricing, and higher pricing for 
car parking. A number of American cities have found support for this type 
of policy, including traffic calming, speed restrictions, reduced car parking 
requirements, and congestion pricing on certain roads. Such policies, however, 
are probably best framed in terms of their benefits for health, safety, and the 
environment.
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Strategy: Making Everyday Destinations Bikeable 

Zoning laws can also be amended to set minimum or 
average density requirements, which are important for 
creating more compact and walkable development. In 
Aurora, CO, the zoning code sets a range of minimum 
densities that decrease with distance from the transit 
station, and sets no density ceiling in the core area 
immediately around the transit station.326 San Diego 
requires an average density, rather than a minimum 
density.327 Another important trend involves local 
jurisdictions eliminating or reducing car parking 
minimums in zoning laws.

Form-Based Zoning: One approach to smart growth 
zoning is form-based zoning. Form-based codes focus 
on the physical forms of buildings and developments, in 
contrast to conventional zoning codes, which separate 
areas by type of use and density.328 Form-based zoning 
codes can be used to encourage compact, walkable 
urban development that is mixed-use. Jurisdictions 
that have taken a form-based zoning approach include 
Leander, Texas; Fitchburg, Wisconsin; Montgomery, 
Alabama; and Arlington County, Virginia.329 

Transit-Oriented Development (“TOD”) Zoning 
Overlay Districts: A transit-oriented development 
(TOD) zoning ordinance is designed to encourage 
moderate- and high-density mixed use development 
near transit and to create an environment conducive 
to walking, bicycling, and transit use.330 Jurisdictions 
that have adopted TOD zoning districts include Phoenix, 
Louisville, Austin, Atlanta, and Arlington County, 
Virginia.331 

Developer Incentives: Local jurisdictions can also use 
policy to create financial and non-financial incentives 
for developers to invest in mixed-use, higher-density 
development. Common financial incentives, which lower 
the developer’s out-of-pocket costs, include property 
tax abatement programs, decreased impact fees, and 
loans with below-market-rate interest. Atlanta, for 
example, gives developers a 50 percent reduction in 
impact fees if a development is within 1,000 feet of 
a rail transit station.332 Jacksonville, FL’s innovative 

For bikes to be used more often for transportation, 
everyday destinations – work, school, stores, 

medical and professional offices, restaurants, transit 
centers, and so on – must be within a convenient biking 
distance. Although ensuring convenient destinations 
is crucial for bicycling, this need goes far beyond the 
simple consideration of bicycle friendly policy. Rather, 
it involves larger land-use planning issues that go to 
heart of how cities and towns are physically structured. 
Decades of suburban sprawl and auto-centric design 
have created communities in which residents often live 
too far from their destinations to make bicycling (or 
walking) feasible. There is, however, a growing movement 
to reverse this trend. People are moving back to cities, 
with their inherent walkability. Communities are adopting 
smart growth policies that support alternative forms of 
transportation and create more sustainable communities. 

For local jurisdictions interested in taking up this 
challenge, many policy tools have emerged.323 Below is 
a brief overview of some of the innovative approaches 
being implemented around the country. Since 
communities control growth and development within 
their borders primarily through zoning and land use 
laws, these policies typically focus on using these tools to 
support alternative transportation, develop a mix of land 
uses, and create sufficient density. Taken together, these 
policies can support an array of destinations in relatively 
close proximity to residents.324 

Zoning for Mixed Use and for Density: Traditionally, 
zoning codes have created separate zones for residential 
and commercial uses, which makes it more challenging 
to walk or bike to run errands. But zoning codes can 
allow mixed uses. Portland, Oregon, uses neighborhood 
commercial zones to create mixed use development. 
Some codes go even further and require mixed use. For 
example, the zoning code for St. Lucie County, Florida 
requires that “each neighborhood contain a mixture of 
lot types to provide a variety of uses and diverse housing 
options.” The code also requires that each neighborhood 
contain at least one mixed-use or retail building lot and 
three civic building lots.325 
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transportation plan (designed to reduce vehicle miles 
traveled and support alternative transportation modes) 
includes a mobility fee on developers that is reduced 
based on proximity to the city core.333 Jurisdictions can 
use revenue policies to finance developer incentives, 
including tax increment financing programs, sales taxes, 
revenues from road and parking pricing programs, and 
vehicle registration fees.

Another category of incentives are those that are 
non-financial. Non-financial incentives require no upfront 
costs for the jurisdiction, beyond modest administrative 
costs, but may be very valuable for the developer. 
Common non-financial incentives include expedited 
permitting and density bonuses. Expedited permitting 
can provide a strong financial benefit to developers. 
Similarly, density bonuses provide the ability to build 
more units than would otherwise be allowed, enabling 
developers to increase a project’s profit margin. 

There are many examples of communities providing 
such incentives. Arlington County, Virginia’s zoning 
code offers developers density and height bonuses in 
conjunction with transit-oriented development, and 
provides an expedited approval process for developers 
using its form-based code process.334 San Diego offers 
developers a density bonus for projects planned in 
the proximity of existing or planned transit stations. 
Vancouver, Washington’s TOD zoning ordinance includes 
an opportunity for developers to earn density bonuses 
if they provide specified services in the TOD zone 
(including bike lockers and walkways or bikeways to the 
nearest commercial or retail center of business).335 Other 
jurisdictions that offer density bonuses as an incentive 
for the provision of bikeway infrastructure include West 
Jordan, Utah;336 Marysville, Washington;337 Front Royal, 
Virginia;338 and Walton County, Florida.339 

The 20 Minute 
Neighborhood
There is growing support for 
the concept of “20 minute 
neighborhoods,” which are 
designed to encourage residents 
to walk or bicycle instead 
of drive.340 In a 20 minute 
neighborhood there is a mix 
of land uses – residential, 
commercial, government – 
that makes most destinations 
reachable in a 20 minute walk 
or bike ride. People bicycling, of 
course, can travel much farther 
in 20 minutes than people 
walking (roughly 3.3 miles for 
someone bicycling, versus one 
mile for someone walking), 
making implementation 
of a 20 minute bikeable 
neighborhood very practical.341 

Portland, Oregon, embraced the 
vision of a 20 minute bikeable 
neighborhood in its Portland 
Bicycle Plan for 2030.342
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CHAPTER SIX: 
POLICIES THAT PROMOTE 
BICYCLING AS SOCIALLY 
ACCEPTABLE

Introduction

When people do not see neighbors or friends bicycling for transportation 
and there is no support for bicycling from their local government, it may 

not even occur to them to consider traveling by bicycle. Instead, they may 
view bicycling as a curious or abnormal activity. It is no surprise, then, that 
people who are willing but wary about bicycling are less likely to live or work 
with people who use bicycles for transportation, and may not see people 
who look like them bicycling on city streets.343 

In Cleveland, Ohio, where using a bicycle for transport is still relatively rare, 
bicycling groups have recognized that “the biggest goal is to get people to 
realize that biking, whether for transportation, exercise or fun, is perfectly 
normal.”344 Many individuals are simply uninformed about bicycling and 
its benefits. Santa Clara County, California’s bicycle plan explains, “Before 
bicycling will be considered as a potential commute alternative by the 
potential cyclist, its feasibility and benefits must be made known. Many 
people are unaware of the many benefits that bicycle commuting can 
provide.”345 

Promoting awareness is important for the willing but wary group, but it is also 
important to communicate the benefits and normalcy of bicycling to those 
who are unlikely to ever bicycle. Their views may affect the perceptions of 
people who may be interested, and their behavior on the road will influence 
the safety of people bicycling. 

Promoting awareness in communities of color is particularly important. 
Negative stereotypes of bicycling (as a leisure activity for the well-to-do or 
a mode of last resort for the poor) may be more prevalent in communities 
of color, as is the fear of racial profiling through heightened visibility to police 
of bicycles. Campaigns to normalize bicycling must be tailored to meet the 
concerns of different communities.

 ““A lot of people out there still view cycling 
as a fringe activity.” 

Jacob VanSickel, Executive Director, Bike 
Cleveland346

 ““We’re creating visibility, representing 
an image of what bike riding can look 
like within the black community. The 
more people see it, the more it becomes 
commonplace and less intimidating . . . . 
Some of our cyclists come on a bike ride 
for the first time in their lives or since 
they were nine years old. After that first 
bike ride, it becomes easier and easier to 
form a lifestyle around bike riding.”347

Jenna Burton, Founder of Red, Bike and 
Green, which promotes bicycling in the 
African-American community and has 
chapters in Chicago, Atlanta, Brooklyn, 
and Oakland
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There is often a strong programmatic focus to the goal of changing people’s 
perceptions of bicycling. Indeed, these campaigns are frequently carried 
out by nonprofit or community groups, rather than by government.348 But 
governmental policy can also support cultural and educational components 
of creating bicycle friendly communities. State and local jurisdictions can 
adopt policies designed to raise awareness about bicycling (including topics 
like the benefits of bicycling, how to ride, rules of the road, bicycle safety, and 
maintenance), encourage bicycling, and raise the profile of bicycling. 

Strategy: Drivers and Bicycle Safety

For most American teenagers, getting a driver’s license is a rite of passage. 
Adults must also regularly renew their licenses, and may need to attend traffic 
school if they have traffic violations. As a result, driver training, licensing, and 
enforcement present an opportunity to expose most Americans to bicycle 
safety information.

Rules governing driver training, testing, and traffic school are typically 
controlled by state statutes. Including bicycle safety materials in driver 
training and providing for bicycle “rules of the road” questions on driving 
license tests establishes bicycling as a normal, sanctioned activity. Part of this 
message is that drivers can also be bicyclists. And, since poor driving poses 
the biggest threat to the safety of people bicycling, increasing awareness of 
how to drive safely around bicycles also can help decrease bicycling injuries. 
For example, as discussed in Chapter 4, drivers are often confused as to how 
to handle right turns when a person bicycling is nearby, and don’t understand 
that people bicycle three to four feet to the left of parked cars to avoid 
the “door zone.” Driver training and licensing can highlight these and other 
share-the-road safety issues. 

 Policy:  Incorporate Bicycling Safety into 
Driver Education and Training Courses 

States can require public and private driver training courses to include 
bicycle and pedestrian traffic safety lessons. Florida has developed a 
strong curriculum for such courses, in order to “increase awareness among 
motorists about laws regarding bicyclists and pedestrians” and ensure that 

“motorists will learn how to properly share the road with both bicyclists and 
pedestrians.”349 Minnesota, New Hampshire, and Washington state laws also 
contain such requirements.350 

 ““Regardless of roadblocks, groups like 
Black Women Bike: DC are trying to 
raise the profile of bike riding in minority 
communities. And as the number of 
black, Latino and Asian cyclists in this 
country grows, more riders will be able to 
see themselves reflected as they pedal 
around town.”

Lauren Ober, “How a Minority Biking 
Group Raises the Profile of Cycling”351

 
Educating Drivers about Dooring: In 

the Netherlands, drivers are taught to 
reach across their body to open the car 
door with their right hand. As a result, 
they routinely glance over their left 
shoulder before exiting, ensuring that 
they will see any oncoming bicycles.352

TIP
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Washington Law on Driver Training

“[I]t is the policy of the state of Washington to encourage the safe and efficient 
use of the roads by all citizens, regardless of mode of transportation. In 
furtherance of this policy, the legislature further finds and declares that driver 
training programs should enhance the driver training curriculum in order 
to emphasize the importance of safely sharing the road with bicyclists and 
pedestrians . . . . 
 
[The minimum required curriculum for driver training shall include]: Bicycle 
safety, to ensure that operators of motor vehicles have been instructed in the 
importance of safely sharing the road with bicyclists . . . .”

Washington H.B. 2564.353

 Policy:  Incorporate Bicycle Safety into Driver 
Licensing Requirements 

The state department of motor vehicles can test first-time and renewal license 
applicants on how to share the road safely with people bicycling, emphasizing 
these rules in the drivers’ manuals provided to test-takers.354 At least 
20 states include such questions on their tests, and more than 30 cover 
the topic in drivers’ manuals.355 However, many of these states only touch 
on bicycle safety, and should expand their coverage. Since many currently 
licensed drivers learned to drive at a time when few bicycles were on the 
road, this type of educational opportunity is particularly important for both 
people bicycling and those driving. State legislatures can pass laws that direct 
additional emphasis on bicycles in driver licensing, and state agencies that 
regulate driving (departments of licensing or departments of motor vehicles) 
can revise their administrative rules and policies.

Sample California Driving Test Question356

 

 Policy:  Require Bicycle Safety Training for 
Professional Drivers

People bicycling may particularly benefit from policies that require additional 
bicycle safety training for professional drivers – taxi drivers, bus drivers, 
truck drivers, and others. Professional drivers spend more time on the 
road, frequently under stressful conditions. They often drive larger vehicles 

When can you drive in a bike lane? 

¡	 During rush hour traffic if there are no bicyclists in the bike lane. 

l	 When you are within 200 feet of a cross street where you plan 
to turn right. 

¡	 When you want to pass a driver ahead of you who is turning right. 

Evidence-Based 
Safety 
Recommendations 
Safety practices are a common and 
important component of driver and 
bicycle educational materials. A 
recent study took a look at whether 
common safety recommendations 
in these materials are supported by 
scientific evidence. 

The authors found that while many 
are, others are not.357 Also, some 
strategies supported by the evidence 
were not included in trainings, such 
as the importance of choosing 
safer routes. The study also found 
that one commonly recommended 
practice – riding a meter from the 
curb – may be detrimental to safety, 
because evidence shows that drivers 
tend to leave less passing room when 
bicycles are further from the curb.358 

Clearly, making sure that bicycle 
safety recommendations incorporate 
the latest scientific evidence is 
important to accomplishing the 
goal of greater safety. Policy can 
address this need by providing for 
state curricula and allocating funding 
to regularly update materials in 
accordance with new research.
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that take up more lane space, have poor visibility, and may be more prone 
to startling or crowding bicycles. In fact, studies show that heavy vehicles 
increase the risk and severity of bicycling injuries, and often provide bicycles 
with less passing distance than lighter-weight vehicles.359 Agencies that 
employ or regulate professional drivers, such as school districts and transit 
agencies, can institute policies that require ongoing bicycle and pedestrian 
safety training. For example, the San Francisco Taxi Commission tests 
medallion holders on bicycling safety issues.360 Such trainings can also be 
required for use of government vehicle fleets. In Austin, Texas, for example, 
city staff must annually take a driving class that includes instruction on how 
to share the road with bicycles. 

 Policy:  Incorporate Bicycle Safety into Traffic 
School Curriculum

Requiring that traffic schools incorporate bicycle safety into their curriculum 
is another way to normalize bicycling. The state of Washington enacted 
a law that requires public and private traffic schools to incorporate at 
least 30 minutes of “a curriculum for driving safely among bicyclists and 
pedestrians.”361 In Santa Cruz and Marin Counties, California;362 Austin;363 

Tucson;364 and Pima County, Arizona,365 bicyclists who get traffic tickets can 
choose a traffic school that teaches bicycle safety skills and pay either no fine 
or a lower fine. San Francisco is starting a similar program.366 

Strategy: Bike Education in Schools 

Public schools, adult schools, and community colleges all provide important 
opportunities to educate students and the public about bicycling and 
bicycle safety, while at the same time establishing bicycling as a social norm. 
Indeed, including bicycle education as part of standard curriculum sends a 
strong signal that bicycles belong and that bicycling is a socially acceptable 
activity. Incorporating bicycling into the school curriculum also brings the 
added benefit of helping schools tackle the serious problem of childhood 
obesity. Schools may be most receptive to including bicycling safety and skills 
trainings in the curriculum when they are framed as health issues.

Curriculum policy may be set at the state level (e.g. by the state board 
of education) or at the local level (e.g. by the school board or community 
college board). Schools can also offer bicycle training and education through 
programs or partnerships with non-profits. 

 Policy:  Requiring Bicycle Education in 
Elementary Schools

In elementary schools, health and safety or physical education curricula can 
be expanded to teach children about the benefits of bicycling, bicycle safety, 
and how to bicycle. In contrast to the United States, bicycling education is 

 ““The Bicycle Program partnered with 
the Municipal Court to offer a Defensive 
Cycling course as a ticket dismissal 
option for bicyclists who have been 
cited. More than 60 cyclists attended 
the course in 2010. The course is very 
popular and is now provided twice 
a month to accommodate demand. 
Participants have reported a change in 
attitude upon completion of the class, as 
well as a deeper understanding of the 
laws as they pertain to cyclists.”

Howard Lazarus, Director, City of Austin 
Public Works Department367
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standard practice in other countries, including Germany (where bike training 
is integrated into third or fourth grade school curriculum), Denmark, and 
the Netherlands (with nationally mandated safe bicycling courses for all 
schoolchildren).368 

Several states do include some aspect of bicycling safety in their school 
curriculum requirements. For example, North Carolina requires that bicycling 
safety be included in school health education that must be taught to students 
in kindergarten through ninth grade.369 California’s health education content 
standards include some bicycle safety topics, providing support for strong 
bicycle skills and safety programs in local curricula.370 

However, integrating bicycling into school curricula is still a relatively unusual 
practice in the United States, and state standards are not particularly 
demanding. Instead, where bicycling is taught in schools, it is usually 
provided by a non-profit bicycle organization or by health or transportation 
government agencies, often through Safe Routes to School programs 
(see below).371 States and school districts, however, can potentially play 
a larger role. Boulder, Colorado integrates bicycling (and bicycle safety 
education) into its physical education program for fifth and sixth grade 
students.372 Several school districts are taking the same approach in Olmsted 
County, Minnesota.373 Fort Collins, Colorado has established a Bicycle Safety 
Education Plan that calls for each school to have at least one staff member 
who is qualified to teach bicycle safety education classes. This plan has a goal 
of teaching bicycle safety to 11,000 schoolchildren.374 Many strong bicycling 
education curricula have been developed. Establishing more rigorous state 
and local standards would ensure that bicycle skills and education trainings 
are incorporated into schools.375 

 Policy:  Requiring Bicycle Skills and Vocational 
Training in High Schools, Adult Schools, and 
Community Colleges

High schools, adult schools, and community colleges can broaden their 
industrial technology or vocational curriculum to incorporate bicycle 
mechanics and maintenance.376 “Learn to ride” classes for adults can also 
be helpful for the willing but wary who lack confidence regarding their 
bicycling skills or never learned to ride. Such classes are currently offered 
almost exclusively by non-profit bicycle organizations. But there is a role for 
government in further promoting and providing these opportunities. Adult 
schools, for example, can expand their offerings to provide such classes, thus 
further normalizing bicycling in their communities. In Portland, Oregon, the 
city has developed, and administers, annual bike trainings that are specifically 
targeted at novice riders, women, and older adults, the three subpopulations 
most likely to be in the “willing but wary” category.377 

North Carolina 
State Bicycle Safety 
Curriculum Requirement

“A comprehensive school health education 
program shall be developed and taught to 
pupils of the public schools of this State 
from kindergarten through ninth grade. 
This program includes age-appropriate 
instruction in . . . bicycle safety.”

N.C. Gen. Stat. Ann. § 115C-81(e1)(1)

Model School District 
Policy Language 
Requiring Bicycle 
Education

The Safe Routes to School Policy 
Workbook for School Districts, developed 
by the Safe Routes to School National 
Partnership and ChangeLab Solutions, 
contains model language for requiring 
bicycle education in schools: 

District requires individual schools to 
provide traffic safety education and 
active transportation skills trainings 
for all students and teachers. District 
further requires that pedestrian 
skills and safety workshops occur in 
[kindergarten/1st grade] and bicycle 
skills and safety workshops occur in 
[4th/5th] grade.

See www.changelabsolutions.org/SRTS-
policy-workbook

 
To ensure that bicycling instruction 

is provided by competent and 
knowledgeable individuals, some 
programs require that instructors have 
certification. The League of American 
Bicyclists has a training program that 
provides League Certified Instructors 
(LCIs). LCIs teach classes for children 
and adults on street skills and bicycling 
safety.378

TIP

http://www.changelabsolutions.org/SRTS-policy-workbook
http://www.changelabsolutions.org/SRTS-policy-workbook
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Strategy: Encouragement Activities

While all the policies in this guide have the effect of encouraging bicycling, 
jurisdictions can also adopt policies with the express goal of promoting 
bicycling and raising its profile. 

 Policy:  Establish “Open Streets”

Local jurisdictions can establish a policy of closing particular streets to motor 
vehicle traffic on certain days. These events, which originated in Bogota, 
Colombia, with the name “ciclovia” (“bike path” in Spanish), have now spread 
to other countries, including the United States, Australia, Mexico, Ecuador, 
and France. In the United States, ciclovias (also known by various other names, 
including “Open Streets” and “Sunday Streets”) have become increasingly 
popular, and at least 21 of the largest 51 US cities have hosted such events.379 

Kentucky has even established an annual “Second Sunday” event in which 
street closures are held in every county in the state.380 

Some communities close the same streets each time, while others rotate the 
closures to different neighborhoods. These events build community while 
celebrating the use of non-motorized transit and providing safe opportunities 
to try bicycling without fear of traffic. Some communities have also started 

“better blocks” events, in which a street is temporarily transformed into a 
more bicycle, pedestrian, and transit friendly street, mixed with pop-up 
businesses and temporary installations of public art.381 

 Policy:  Bicycle Friendly Business Districts

Jurisdictions can promote bicycling as a form of transportation by helping 
to create bicycle friendly business districts.382 Such districts encourage 
bicycling through a campaign that highlights the ample availability of bicycle 
parking, special discounts or promotions for customers who arrive by bicycle, 
and other bike friendly features. Employers in the district can also adopt 
measures to encourage their employees to commute by bike (freeing up 
more car parking for customers). Businesses typically support such districts, 
since studies show that customers who arrive by bicycle spend more money 
over time than those who arrive by car. Also, every customer who arrives 
by bicycle instead of car frees up a parking space for someone who cannot 
bicycle. Jurisdictions can pass resolutions establishing bicycle friendly 
business districts, and can use policy to help facilitate such districts through 
bicycle parking policies and employer incentives. 

In 2010, Long Beach, California piloted the nation’s first bicycle friendly 
business district program in four districts.383 The program, funded by a 
$72,000 grant from the county’s health department, established a wide 
array of bike friendly features.384 Regular and cargo-carrying bicycles were 
provided for merchant deliveries, errands, and commutes, and new bike racks 
were integrated into existing infrastructure. Bicycling was incorporated into 

In bicycle friendly business 
districts, merchants make 
deliveries by bicycle, and 
consumers are encouraged 
to arrive by bike.
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community events through free bike repair clinics, community rides, and bike 
valets. In addition, the nation’s largest citywide discount program for people 
bicycling was created, along with community education about the economic 
benefits of bicycling. The program created a strong business support base 
for bicycling infrastructure and programs.385 Long Beach’s successes inspired 
the launch of similar programs in San Diego,386 New York City,387 and Oakville, 
Canada.388 

 Policy:  Support Safe Routes to Schools

Many students live within bicycling distance to school, but their families do 
not consider bicycling to school a realistic option because of safety concerns 
and a lack of community support. Over the last 40 years there has been a 
dramatic decline in the number of students walking or biking to school, from 
42 percent in 1969 to 13 percent in 2009.389 Safe Routes to School (SRTS) 
programs aim to reverse this trend by supporting biking and walking to 
school, through education, encouragement, and new safe infrastructure.390 

More than 12,000 schools have adopted SRTS programs since Congress 
enacted a law funding such programs in 2005,391 and these programs have 
been very effective both in getting children to enjoy biking and in increasing 
bicycling rates.392 Moreover, recent studies show that children who walk or 
bike to school also show improved concentration in school.393 

Both school districts and cities have a role to play in supporting Safe Routes 
to School. School districts have considerable influence over how children get 
to and from school, and they generally control where schools are located and 
whether bicycle parking is available for children. But cities control the safety 
of the streets themselves, and without their involvement, busy intersections 
and speeding cars may make it too dangerous for most children to bike 
to school.

What policy steps can school districts take? School districts can pass a Safe 
Routes to School policy that sets the tone for how the district approaches 
active transportation. In addition to expressing support for bicycling 
and walking, a district Safe Routes to School policy can spell out specific 
commitments, such as developing bicycle and walking route maps. For 
example, the heart of a Safe Routes to School program is usually a “bike 
train” or “walking school bus,” with groups of students bicycling or walking 
to school together under adult supervision. Safe Routes to School programs 
generally include a variety of initiatives to encourage kids to bike and walk, 
including educational bike rodeos, walk-and-bike-to-school days, and the like. 
Safe Routes to School policies can provide support for such encouragement 
programs or spell out how they will work. Policies may also change the 
district’s transportation program from one that focuses exclusively on 
busing to one in which busing is just one important element of a healthy 
transportation program. District policies can also ensure adequate bicycle 
parking at schools, including parking for bike trailers that parents may use to 
transport smaller children. Another important issue is school siting. To make 

 ““When I first started here, bicycling was 
almost a problem because there wasn’t 
a safe place for kids to lock their bikes. 
Kids were getting to school on a bike and 
trying to stash it somewhere. Neighbors 
were always complaining that a bike 
was thrown in their back yard or hidden 
behind their car. But, really, the kids were 
just trying to keep their possessions safe. 
Frequently that one bicycle was the main 
mode of transportation for that entire 
family. So it was incredibly important 
to the parents that that bike made it 
back home.”

Peter Van Tassel, Assistant Principal, 
Westlake Middle School, Oakland, CA

By passing a Safe Routes 
to School policy, a school 
district sets the tone for how 
the district supports active 
transportation for its students 
and their families.
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active transportation more feasible and convenient, districts can adopt 
policies that commit them to minimizing the distance between students’ 
homes and their schools (while also balancing many other factors pertaining 
to school siting).394 

Cities, towns, and counties also have an important role to play to support 
children walking and biking to school, and they can adopt Safe Routes to 
School policies that spell out that role. Because school districts have no 
control over the streets that children travel, many aspects of ensuring that 
children can safely walk and bicycle are out of the hands of schools. Local 
jurisdictions can prioritize creating safe street conditions for children on 
the way to school. They can also discourage speeding and traffic violations 
near schools. It is also important for local jurisdictions to commit to working 
closely with schools to coordinate short- and long-term planning goals. 

 Policy:  State and Local Government 
Sponsorship of “Bike to Work Day/Week/Month” 

Bike to School Day, Bike to Work Week, and Bike Month are all perfect examples 
of promotional programs that can benefit from the institutionalization and 
legitimization that official policy provides. These programs can be very 
successful in encouraging people to give bicycling a try. One study showed 
that one in five people who participated in Bike to Work Day for the first time 
became regular bike commuters.395 Many state and local governments adopt a 
resolution or other legislation proclaiming an annual “bike to work day/week/
month.” For example, Missouri passed a resolution establishing Bike Month 
and Bike to Work Week, since “millions of Missourians will experience the joys 
of bicycling during the month of May through educational programs, races, 
commuting events, trail work days, helmet promotion, charity events, or just 
getting out and going for a ride.”396 Such policies are most effective if 
combined with the personal involvement of mayors and other public 
officials,397 and incentives, such as those offered by New Jersey’s 
Transportation Management Associations.398 Local jurisdictions can also 
coordinate with local businesses and bicycle organizations to create 
additional incentives. In Boulder, CO, for example, some restaurants and 
bakeries offer bicycle commuters a free continental breakfast, and volunteer 
mechanics provide discounted tune-ups and bike safety checks.399 In Austin, 
a local bicycle group organizes morning breakfast and evening happy-hour 
stations with live music.400 

 
Safe Routes to School Policy 

Workbook for School Districts: One 
useful tool for putting together a SRTS 
district policy is an online workbook, 
developed by the Safe Routes to School 
National Partnership and ChangeLab 
Solutions, that assists school districts 
and community members in creating 
a Safe Routes to School policy that is 
tailored to local needs.

This workbook provides a comprehensive 
overview of the many types of policy 
provisions that a SRTS district policy 
can include.

www.changelabsolutions.org/SRTS-policy-
workbook

TIP

 
The League of American Bicyclists 

has a step-by-step guide – National 
Bike Month Guide401 – to putting on a 
successful bike month, which includes 
sample proclamations for local and state 
governments.

www.bikeleague.org/sites/bikeleague.org/
files/bikeleague/bikeleague.org/programs/
bikemonth/pdf/guide_redesign_2013.pdf

TIP

If people feel that bicycling is 
normal and fun, they are likely 
to ride more often.

http://www.changelabsolutions.org/SRTS-policy-workbook
http://www.changelabsolutions.org/SRTS-policy-workbook
http://www.bikeleague.org/sites/bikeleague.org/files/bikeleague/bikeleague.org/programs/bikemonth/pdf/guide_redesign_2013.pdf
http://www.bikeleague.org/sites/bikeleague.org/files/bikeleague/bikeleague.org/programs/bikemonth/pdf/guide_redesign_2013.pdf
http://www.bikeleague.org/sites/bikeleague.org/files/bikeleague/bikeleague.org/programs/bikemonth/pdf/guide_redesign_2013.pdf
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 Policy:  Police Bicycle Patrols

Police departments are increasingly putting policies in place to deploy bicycle 
patrols as well as car patrols.402 Bicycle patrols not only provide officers with 
more opportunities for positive contact with the community (and the ability 
to quickly reach areas not accessible by car), but also send a clear signal that 
bicycles are a legitimate and socially sanctioned form of transportation. As 
the International Police Mountain Bike Association points out, there is another 
advantage of police bike patrols: “Relatively few police officers are familiar 
with the traffic laws governing bicycling, and they typically are neither trained 
nor encouraged to enforce those laws. Bike officers are the exception.”403 

Bicycle patrols can be seen in communities as diverse as Collierville, 
Tennessee;404 El Cerrito, California;405 and Anacortes, Washington.406 In Tucson, 
Arizona, the police department’s bicycle patrol has 42 officers and averages 
4,500 miles annually.407 

Supporting 
Recreational 
Bicycling
While the policies in this guide 
focus on supporting bicycling for 
transportation, recreational bicycling 
can be a helpful complement 
in creating a bicycle friendly 
community. Many people start 
bicycling recreationally and transition 
to bicycling for transportation. 
Policies and programs that promote 
recreational bicycling can help to 
establish bicycling as a normal 
and desirable activity, providing 
support for the overall objectives 
of increasing bicycling rates and 
acceptance of bicycling.

For example, Rock Hill, South 
Carolina has developed a world class 
velodrome (bicycle racing track) and 
a mountain biking park in tandem 
with a new mixed-use housing 
development. These bicycling venues 
make Rock Hill a destination for 
amateur and professional sports and 
family recreation, providing critical 
support to Rock Hill’s dual goal of 
improving children’s health while 
creating economic growth through 
tourism.408 



Access

Increased Access to Bicycles
Bike Share

Bike Fleets for Government Employees

Encourage Private Employers to Provide Bike Fleets

Bike Distribution and Maintence

CHAPTER SEVEN: 
POLICIES THAT INCREASE 
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CHAPTER SEVEN: 
POLICIES THAT INCREASE 
ACCESS TO BICYCLES

Bike share programs increase 
bicycle access by providing 
residents with bicycles at strategic 
locations around town. 

Introduction

As the League of American Bicyclists says, “There are two basic 
requirements for bicycle riding: a bicycle and you.” If you don’t have 

access to a bicycle, you can’t bike, no matter how favorably inclined toward 
bicycling you may be. 

Lack of access to bicycles can arise in different ways. First, a person may own 
a bicycle but not have it with them when they need to get somewhere. This 
may occur, for example, when a person is at work and needs to travel a short 
distance to run errands or attend a meeting or appointment. Second, public 
transit sometimes only gets people partway to their destination; without 
access to a bicycle to complete the final leg, a person may have little choice 
but to make the entire trip by car instead. Third, a person may lack access 
to a bicycle because it is unaffordable. Local jurisdictions can mitigate these 
obstacles through the following policies.

 Policy:  Bike Share

Bike share programs increase bicycle access by providing residents with 
bicycles at strategic locations around town. In a typical program, people pick 
up a bike at a bike share station or kiosk within a network and return it to 
another station near their destination. In Minneapolis, Michigan, one of the 
earliest American experiments with bike sharing led to 100,000 bicycle trips 
in just the first season, almost one quarter of which would have otherwise 
been taken by car. 

Bike share programs focus on encouraging bicycle travel for short trips 
(usually half a mile to three miles), and so the first 30 to 60 minutes of every 
ride is typically free, although annual membership fees are generally required. 
Bike share programs are generally self-service. People use smartcards, cell 
phones, or similar methods to locate, reserve, check out, and return bikes. 
The bikes are usually designed for safe, easy use, with pedal-powered lights, 
fenders, chain guards, and, in some cases, a locking mechanism attached 
to the bicycle’s frame. Bright colors and logos increase bicycle visibility and 
deter theft. In most bike share programs, bicycles come equipped with a GPS 
unit and radio frequency identification tag that can be used to locate lost or 
stolen bikes and perform utilization analysis. 
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Local governments have played important roles in bike share programs 
in the United States, initiating, funding, administering, or operating the 
programs.409 Some jurisdictions own and manage the program; others 
work with a non-profit or for-profit company that plays the central role.410 

Jurisdictions that are just beginning to think about bike share programs can 
make starting a bike share program a policy goal in their local bike plan or 
comprehensive plan.411 Various policy steps are necessary to support a bike 
share program, whether it is run by the jurisdiction or privately. For example, 
most jurisdictions need to revise their standards or system for encroachment 
permits to allow the use of the street or sidewalk for bike share stations. 

Bike share programs are flourishing in the United States. They are benefiting 
from the growing popularity of bicycling along with modern technologies 
that effectively protect against theft and vandalism, allow self-service 
operation, and enable easy data collection. In the few years since Denver, 
Minneapolis, and Washington, DC implemented the first large-scale US bike 
share programs in 2010, close to 50 municipalities have initiated bike share 
programs.412 The DC bike share program grew to more than 22,000 members 
in its first three years of operation, and continues to expand.413 New York City 
introduced the largest bike sharing system in North America in 2013, with 
5,000 bikes and 300 docking stations, with a planned volume of 10,000 
bikes.414 

Bike share programs are ideal for people who do not commute by bicycle and 
are unlikely to bring a bike to work just to use for transport during the day. 
Providing access to bicycles near workplaces gives people the opportunity to 
make short weekday trips by bicycle instead of by car. Bike share programs 
also directly improve bicycle access for all residents living in close proximity 
to a bike share station. And, as discussed in Chapter 5, if bike share stations 
are well integrated with public transit, individuals will have access to a bicycle 
to complete the “first or last leg” of their trip, significantly expanding the 
reach of public transit. In Washington, DC, more than half of bike share riders 
use the program to get to or from a transit station and almost a quarter use it 
to access a bus.415 

Three Bike Share 
Business Models
Bike Share programs can be owned 
and managed by

Local government
  Capital Bike Share 
(Washington DC)

Non-Profit
  B-Boulder (Denver, CO)

  Nice Ride Minnesota (Minneapolis 
and St. Paul, MN)

For-Profit 
  Deco Bike (Miami Beach, FL)
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Creating Bike Share Programs that Benefit the Whole Community

The issue of bicycle access is particularly acute for 
low-income people. These individuals are the least 

likely to own a car; face the highest barriers to purchasing, 
storing, and maintaining bicycles; and are most dependent 
on alternative modes of transportation.416 Bike share 
programs have the potential to really help low income 
communities by improving transportation equity and 
increasing bicycling rates. In addition, the health benefits 
for these communities may be significant, since low-
income communities and communities of color are 
disproportionately likely to lack adequate facilities for 
physical activity and generally suffer higher rates of 
obesity, diabetes, and the like. 

However, many bike share programs are not living up 
to their promise for low-income communities. In a study 
of four bike share programs in the United States and 
Canada, researchers found that 60 percent of people 
using the bike share systems were under 34 years old, 
80 percent were white, and 85 percent were college 
graduates, in marked contrast to the demographics of 
the general population of these communities.417 

Why this discrepancy? Low-income residents typically 
face specific barriers to using bike share programs, 
including financial impediments, few bike share stations 
and little bicycle infrastructure in their neighborhoods, 
and negative images of bicycling. If these barriers are 
not thoughtfully addressed, bike share programs will not 
fulfill their potential. Instead of addressing bicycle access 
problems, they may exacerbate inequities, creating 
additional resentment and a backlash against bicycling 
in underserved communities. 

Many communities are taking measures to lower barriers 
in the following areas: 

Financial impediments: The cost of a bike share 
membership can be a barrier for some individuals. Some 
cities extend free bike share memberships to housing 
authority residents, subsidize memberships for low-
income residents, or offer installment payment plans.419 

Another key barrier involves bike share programs’ credit 
card or bank account requirements, intended to ensure 
that bicycles are returned. These requirements prevent 
many low-income people from participating. To address 
this barrier, jurisdictions can offer an easy-to-obtain 
alternative to a credit card requirement, and make sure 
that the availability of the alternative is widely publicized. 
The Bank on DC program, in Washington, DC, makes it 
somewhat easier for low-income residents to obtain a 
credit or debit card and get bike share membership.420 

Some cities are exploring whether payment can be 
integrated with existing transit card systems.421 

Another financial barrier can be the temporary “hold” 
that many bike share systems place on the user’s 
credit or debit limit, during the time a bicycle is in use 
and for some time thereafter, to ensure that the bike 
is returned. For some people, having a hold on the full 
replacement fee for the bicycle means that they cannot 
access enough funds to pay for necessities. A number 
of communities (Chattanooga, Tennessee; Arlington 
County, Virginia; Minneapolis, Minnesota; and Miami, 
Florida) either do not impose a hold for the full cost of 
the bicycle or are investigating other ways to secure 
the rental.422 

Station locations: Although siting bike share stations 
in higher income areas is financially easier, communities 
need to ensure that stations serve all their residents. In 
Minneapolis, for example, 20 percent of the system 
(30 stations) was located in less affluent areas that were 
specifically identified by the community as crucial to 
establishing an equitable system.423 

 ““My number-one priority is getting a [bike share] 
membership that reflects the diversity of the city . . . . 
Since we’re using public dollars, it’s important that the 
folks who are using the service reflect everybody in the 
community. It’s a challenge but we’re going to crack it.” 

Chicago Department of Transportation Deputy 
Commissioner Scott Kubly418
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Bicycle infrastructure: Low-income communities 
may face physical obstacles if they are geographically 
isolated from other parts of town by highways, rivers, 
or industrial areas. They may also lack the bicycle 
infrastructure that is provided in other parts of the 
community. In such cases, targeted policies to create 
or improve bikeways may be necessary to optimize 
use of the bike share program.424 However, bicycle 
infrastructure strategies that work well in many areas, 
such as prioritizing side streets and residential streets 
for bike routes and bike boulevards, may be unsuccessful 
in some higher crime areas where people count on the 
larger numbers of people on arterials to protect them 
from muggings or attacks.425 

Community-specific outreach and marketing: 
Additional obstacles may include negative perceptions 
of bicycling and limited bicycling experience. These 
impediments can be mitigated through targeted 
outreach and education policies, including ensuring that 
information is available in Spanish or other languages if 
necessary.426 Outreach efforts should begin early, during 
the planning phases, rather than waiting until after the 
bike share program is in place. In particular, soliciting 
input on station locations and best approaches for 
mitigating obstacles can help build community support 
and ensure that the program reaches its full potential.
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In addition to directly improving access, bike share programs provide 
innumerable other benefits. First, they promote awareness that bicycling is 
socially acceptable, which encourages people to take part in the activity. The 
mere fact that bike share stations are sited around town helps normalize 
bicycling as a mainstream form of transportation. Because bike share bicycles 
are usually designed with bold colors and logos, they are a particularly visible 
symbol of bike usage. Second, bike share programs allow the “willing but 
wary” population to try out bicycling without having to purchase a bike.

Some jurisdictions are also experimenting with including electric bikes 
(“e-bikes”) in bike share programs, which may encourage residents who 
are older or less fit to try bicycling, particularly if the local terrain is hilly.427 

Third, bike share users can provide a constituency that supports and creates 
demand for improved bikeway infrastructure. Fourth, by creating more 
awareness of people bicycling, bike share programs may also improve safety. 
Notably, Minneapolis’ bike share program provided more than 100,000 rides 
its first season, without a single reported crash.428 Finally, bike share programs 
help create a vital environment that is desirable to live in and attracts 
investment.

 Policy:  Bike Fleets for Government Employees

Many jurisdictions have traditionally maintained car fleets for employees 
whose duties require travel to attend meetings or provide client services. A 
bike fleet can serve the same purpose for short-distance trips, at much less 
expense. One leader in this area is the National Park Service, which operates 
bike fleets such as the Red Bike Program in Glacier National Park.429 Bike 
fleets allow employees to use bicycles to travel to meetings, monitor projects, 
patrol visitor areas, and otherwise get around during the work day.

Some programs provide a bicycle safety class for employees as a prerequisite 
for bike fleet participation, which can be beneficial, especially for employees 
who are not regular bike users. However, keeping requirements minimal 
is important for the success of these programs. The Knox County Health 
Department in Tennessee has been very successful in getting new riders 
on the road with its employee bike fleet.430 Capital Metro, the public 
transportation system in Austin, Texas, has a bicycle fleet that employees 
can use to cover the distance between the train station and office.431 Other 
government bicycle fleets are found in locations as diverse as Tucson, 
Arizona; Berkeley, California; and the Department of Energy’s Argonne 
National Laboratory in Illinois.432 

 ““A basic goal of Nice Ride is that it 
introduced cycling as transportation as 
mainstream. You didn’t used to think 
of using a bike to go to a meeting. If 
you have a meeting a mile away, I can 
guarantee, you can get there faster on a 
bike than you can if you have to get your 
car out of a garage and put it in another 
garage.”

Bill Dossett, Executive Director, Nice Ride 
Minnesota (Minneapolis/St. Paul’s bike 
sharing program)433

 ““Bike-share programs . . .  are critically 
important to attract and retain the 
talent that we have here . . . . To have that 
cool, young, vibrant, hip city that young 
investors want requires projects like this.” 

Mayor Luke Ravenstahl of Pittsburgh, 
PA (discussing Pittsburgh’s planned bike 
share program for 2014)434

 ““Our bike fleet program has been really 
successful. In nice weather, many people 
are using the bikes who would never be 
able to ride their bikes to work. People 
who would be going to meetings in their 
own cars or company cars are picking up 
a bike and riding a mile or so.”

Ben Epperson, Program Manager, Knox 
County Health Department, Knoxville, 
Tennessee435
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 Policy:  Encourage Private Employers to 
Provide Bike Fleets 

A few private employers (including Good Samaritan Hospital in Los Angeles 
and Mozilla Firefox, in San Francisco) have created bike fleets for employees.436 

Local jurisdictions can use tax credits or incentives to encourage more 
private employers to create bike fleets or to subsidize bicycle purchases for 
employees who want to commute to work by bicycle.437 In communities where 
bike share programs exist, employers can subsidize employees’ use of bike 
share. Jurisdictions can also sweeten these incentives by offering free public 
acknowledgement and publicity for employers who participate.

 Policy:  Bike Distribution and Maintenance

Local jurisdictions can also increase access to bicycles by sponsoring bike 
redistribution programs. Such programs can enable people to become 
regular bicycle users even if they lack the funds to purchase a bicycle. Local 
jurisdictions can play a key role in facilitating the transfer of abandoned or 
donated (used or new) bicycles to low-income residents. Municipalities can 
either operate the program themselves, like the “Adopt-a-Bike” program 
administered by the Islip Town Board in New York, or can work with a local 
non-profit organization.438 Some programs work with youth, who learn to 
fix bicycles and then earn a bicycle in the process.439 Because the cost of 
maintenance can be prohibitive for some very low-income individuals, bicycle 
co-ops that teach people the skills to do their own repairs can also help 
remove barriers to bicycling.440 



CHAPTER EIGHT: 
COUNTERPRODUCTIVE POLICIES
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CHAPTER EIGHT: 
COUNTERPRODUCTIVE POLICIES

To create bicycle friendly 
environments, jurisdictions 
should avoid adopting policies 
that introduce unnecessary 
obstacles to bicycling.

As this guide demonstrates, strong policies that eliminate impediments 
to bicycling can increase bicycling rates. But some policies related to 

bicycling have the opposite effect. Policies are counterproductive when they 
introduce unnecessary obstacles to bicycling or when they contribute to the 
perception of bicycling as an abnormal or fringe activity. Jurisdictions should 
avoid adopting these types of policies and should consider modifying or 
eliminating these laws if they are already on the books.

Mandatory Bike Licensing 
or Registration
Some jurisdictions have policies that require bicycles to be registered with 
a city agency. The goal of such policies has traditionally been to assist 
police in recovering bicycles. As bicycling has increased over the past few 
decades, many jurisdictions have done away with such requirements. For 
example, Long Beach, California eliminated its bicycle registration law in 2011, 
recognizing that ticketing people for failure to comply with a little-known law 
simply served to discourage bicycling.441 Cleveland, Ohio; Iola, Kansas; and 
numerous other cities have also eliminated bike registration requirements.442 

However, in some areas, a backlash against bicycling has prompted people 
to propose new bicycle licensing or registration requirements. Some of 
these proposals go beyond just requiring registration, imposing new testing 
requirements as well. By and large these proposals have fared poorly.443 

Bicycle licensing and registration requirements are generally seen as ill 
advised.444 Local registration requirements are not an effective mechanism 
for recovery of stolen bicycles, given the ease of moving bicycles across 
jurisdictional boundaries, routine removal of bicycle serial numbers by bike 
thieves, and the low levels of compliance with local registries. In addition, free 
or low-cost national online registries perform this service more efficiently and 
effectively.445 

Not only are such requirements ineffective, they run the risk of actively 
discouraging bicycling. People frequently bicycle across jurisdictional lines, 
and so may be subject to a wide variety of disparate requirements without 
sufficient notice. In practice, bicycle registration requirements are often 
used to penalize unwitting bicyclists. Bicycle registries usually cost more for 
jurisdictions to run than they bring in. Moreover, increased fees on bicycles 
pose an additional barrier to bicycling.
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Bike Bans
Some jurisdictions and school districts restrict bicycling. Although rare, such 
policies discriminate against people bicycling and are poor policy. Limitations 
on bicycling take different forms, depending on whether they are policies of 
school districts or of municipalities. 

Most school districts around the nation recognize that whether children are 
allowed to bike to school or not is a family choice. But occasionally, school 
officials decide that allowing students to bike to school just seems too 
dangerous. School officials typically mention concern for student safety and 
a fear of liability when explaining these policies. However, such policies may 
actually increase districts’ risk of liability, and may overstep their authority 
over students.446 

A very negative (and fortunately, very rare) type of bicycle policy was enacted 
in 2010 by Black Hawk, Colorado, banning bicycles from most of its streets.447 

The ban was a response to an increase in motor vehicle traffic that occurred 
as local casinos became more popular. The ban resulted in a national boycott 
of the town,448 and was struck down by a successful lawsuit.449 Black Hawk is 
believed to be the only city in the nation to have passed such a law.450 

changelabsolutions.org    I    nplan.org July 2013

Why Avoid Bike Bans?
Legally Speaking

•	 Bike	bans	can	increase	the	risk	of	
liability	for	school	districts.

•	 Districts	may	be	overstepping	their	
authority	when	they	try	to	control	
how	students	travel	to	school.

•	 Districts	may	be	interfering	with	
parents’	constitutional	rights	to	
make	decisions	about	how	to	raise	
their	children	when	they	ban	biking.

Practically Speaking

•	 Biking	helps	support	healthy	kids.

•	 Fit	and	active	kids	do	better	
academically	and	miss	fewer	days	
of	school.

•	 How	children	get	to	school	is	a	
family	decision,	not	an	educational	
decision.

Most school districts around the nation recognize that whether children are 
allowed to bike to school is a family choice. But in a few districts, school officials 
take one look at morning traffic and decide that allowing students to bike to 
school is just too dangerous. For a small percentage of families – around seven 
percent – restrictive school policies such as bike bans act as a barrier to children 
walking and biking to school.1

When students get regular physical activity, their health and academic 
performance are likely to improve, and active commutes to and from school 
can help children meet the recommended levels of daily activity despite busy 
schedules.2 That means that bike bans can be detrimental to kids’ health and can 
undermine student achievement. Bike bans can also be bad for schools, because 
they increase liability and raise other legal issues.

Schools are under tremendous pressure to achieve their core purpose – educating 
children – in the face of limited resources and critics at every turn. A school’s 
central educational mission offers reasons for schools to invest in programs that 
encourage children to walk or bike to school. 

Backing Off Bike Bans
The Legal Risks of Banning Bicycling to School

You can download ChangeLab 
Solutions’ Backing Off Bike Bans 
from www.changelabsolutions.org/
publications/bicycling-to-school

http://www.changelabsolutions.org/publications/bicycling-to-school
http://www.changelabsolutions.org/publications/bicycling-to-school
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CHAPTER NINE: 
PUTTING IT ALL TOGETHER – THE 
ROLE OF BICYCLE PLANS AND 
OTHER GOVERNMENT PLANS

Communities are most 
successful in increasing 
bicycling rates when they 
implement a coordinated set 
of policies that create safer 
bikeways and make bicycling 
more convenient.

Introduction

The many policies and strategies reviewed in this guide set out a wide array 
of choices for jurisdictions that want to support bicycling. But, as described 

in Chapter 3, communities are most successful in increasing bicycling rates 
when they implement a coordinated set of policies that support and reinforce 
each other. Policies that promote bicycling have a synergistic effect when 
implemented alongside policies that create safer bikeways and make bicycling 
more convenient. Thus, jurisdictions should consider adopting a set of policies 
that support all four of the requirements necessary for wide adoption of 
bicycling as a means of transportation, as discussed in the previous chapters. 
One way to approach this task is by developing an overarching plan that lays 
out the jurisdiction’s vision with respect to bicycling, and describes how it 
intends to reach its goals. Such plans can be developed at the local, regional, 
and state levels, either as stand-alone bicycle plans, or through including 
bicycle friendly policy within larger plans.

Strategy: Bicycle and Multimodal Plans

In the past, state and local jurisdictions engaged in little bicycle and 
pedestrian planning. But this situation is starting to change. Communities 
are increasingly recognizing not only the benefits of bicycling, but also the 
gains that can be achieved through a coordinated approach to bicycle friendly 
policy.451 Thus, more and more communities are finding it helpful to create an 
overarching policy document, referred to as a bicycle plan. Such a plan allows 
for a dedicated planning process, with meaningful community engagement, 
in which the community can carefully evaluate its overall bicycle policy 
needs, identify which bicycle strategies and policies will help address those 
needs, tailor the policies to local conditions, and plan for the formal adoption, 
implementation, and enforcement of these policies. 
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Depending on a given community’s needs and resources, these plans can vary 
considerably in complexity and scope. However, they typically include the 
following components:

1)	 an assessment of existing conditions and policies in the community 
that affect bicycling (e.g. the current state of bicycling and bicycle 
infrastructure);452 

2)	 a statement of goals, particularly infrastructure and lane mileage goals 
(e.g. to install “x” miles of bikeways, double the percentage of bicycle mode 
trips, or to reduce the number of bicycle-related crashes or injuries by 
10 percent by a certain date);

3)	 identification of priority policies, projects, and programs, and the creation 
of maps showing where bicycling routes and infrastructure are needed;

4)	 funding strategies;

5)	guidance on plan implementation, including adoption of the plan as 
a formal policy of the jurisdiction and physical design guidelines to 
encourage bike-friendliness even on projects not specifically called out 
in the plan;

6)	a process for evaluating the effectiveness of the policies on ridership levels, 
including data collection; and

7)	 a discussion of enforcement strategies.

In short, the bicycle plan becomes the foundational policy through which 
specific bicycle friendly policies can be adopted and implemented. Such plans 
can stand alone or they can be incorporated into a broader transportation 
plan or comprehensive plan.

A multi-modal plan follows the same general approach as a bicycle plan, 
but also incorporates other alternative transit modes, such as walking and 
public transit.

Recently, many local governments have developed bicycle and multi-modal 
plans that cover the next five to thirty years. For communities interested 
in taking this step, a number of informational resources are available from 
non-profit organizations and state departments of transportation.453 Some 
consulting companies also specialize in assisting communities to develop a 
bicycle plan.454 For some local jurisdictions, funding to produce a bicycle plan 
has come from grants provided by their state department of transportation, 
federal sources such as the Community Development Block Grant Program, 
or foundations.455 In other cases, local jurisdictions may be able to obtain 
technical assistance to develop a bicycle plan, such as that provided by New 
Jersey’s Department of Transportation.456 Informational resources are also 
available to assist jurisdictions interested in developing a multi-modal plan.457 

The Importance 
of Counting
Measuring the impact of bicycling 
policies requires collecting data on 
demand and usage. While this data 
is traditionally collected for cars, 
strategies and support for acquiring 
bicycle data are just starting 
to emerge. 

Data collection is an important tool 
for assessing the benefits of bicycle 
friendly policies and justifying future 
investments.458 

Available resources include

  Bicycling and Walking in the United 
States: 2012 Benchmarking Report 
www.peoplepoweredmovement.
org/site/index.php/site/
memberservices/2012_
benchmarking_report

  National Bicycle and Pedestrian 
Documentation Project 
http://bikepeddocumentation.org

  Guidance on Traffic Monitoring for 
Non-Motorized Traffic 
US Dep’t of Transportation, Federal 
Highway Administration (2012) 
http://fhwatmgupdate.camsys.com/
images/TMG_Ch4_aug20.pdf459

 ““If you can’t count it, it doesn’t count.”

Bruce Landis, Transportation Engineer

http://www.peoplepoweredmovement.org/site/index.php/site/memberservices/2012_benchmarking_report
http://www.peoplepoweredmovement.org/site/index.php/site/memberservices/2012_benchmarking_report
http://www.peoplepoweredmovement.org/site/index.php/site/memberservices/2012_benchmarking_report
http://www.peoplepoweredmovement.org/site/index.php/site/memberservices/2012_benchmarking_report
http://bikepeddocumentation.org
http://fhwatmgupdate.camsys.com/images/TMG_Ch4_aug20.pdf
http://fhwatmgupdate.camsys.com/images/TMG_Ch4_aug20.pdf
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Not to be outdone by metropolitan areas, non-urban 
communities are making big strides with bicycling. 
Bicycle plans allow these communities to figure out 
how to increase the safety and popularity of bicycling in 
light of local culture, development patterns, geography, 
and street types. Two communities in Wisconsin – one 
a small town, and the other a rural county – illustrate 
how bicycle plans can facilitate tremendous progress in 
non-urban settings.

Bicycle Plan for a Small Town

La Crosse, Wisconsin is a small town of 51,818 that lies 
along the Mississippi River.460 The town is relatively 
compact, making bicycling to many destinations a viable 
option. Since La Crosse adopted its first bicycle plan in 
1994, it has enacted a number of bicycle friendly policies, 
including a Green Complete Streets ordinance, bicycle 
parking requirements for commercial developments, a 
Safe Routes to Schools program, and a traffic calming 
policy. In 2011, the League of American Bicyclists 
recognized La Crosse as a Silver Level Bicycle Friendly 
Community. 

La Crosse has further aspirations, however, in its quest 
to make travel by bicycle safer and easier and get more 
people riding. The city’s 2012 Bicycle and Pedestrian 
Master Plan builds on past progress, outlining a variety 
of new recommendations addressing different obstacles 
to bicycling. Although La Crosse is a small town, it suffers 
from congested, high-traffic corridors that are unfriendly 
to bicycling. To improve safety and convenience, the 
plan recommends bikeways on arterial roadways, a 
network of bike boulevards, a road diet on a bridge 
across the Mississippi River, a “bicycle level of service” 
model to evaluate city streets, and use of the NACTO 
Urban Bike Guide for road design. Encouragement and 
education also play a key role, and recommendations 
include incorporating bicycle safety into school 
curricula, drivers’ education, and traffic school; providing 
bicycling as an optional physical education class in high 
school; increasing participation in the Safe Routes to 
School program; and establishing a pedestrian bicycle 

coordinator position. As it implements these approaches, 
La Crosse is hoping to achieve its ambition of becoming 
a Gold Level Bicycle Friendly Community.

Bicycle Plan for a Rural Community

Sheboygan County, Wisconsin is a rural county, with 
a population of 115,507 spread over 15 townships, ten 
villages, and three cities. Although there are grid-
patterned streets conducive to bicycling, and many of 
the municipalities are short distances apart, the county 
had no tradition of bicycling for transportation. Back 
in 2005, the county had less than two miles of bike 
lanes and 35 miles of shared-use paths, used primarily 
for recreation. Recognizing the enormous potential for 
bicycling growth, in 2007 the county dedicated a federal 
grant to developing a countywide pedestrian and bicycle 
comprehensive plan.461 

Because of the county’s almost nonexistent biking 
infrastructure, the plan focused on creating bikeways. 
It called for adoption of road design guidelines, 
incorporation of bicycle needs in every transportation 
project in the county, implementation of a complete 
streets policy, and bicycle parking. Given the rural 
environment, key strategies included getting road 
shoulders paved (and specifying width requirements 
to accommodate bicycles); providing bikeways to 
connect communities; and converting an old railroad 
corridor to a multi-use path. Each village and city had 
the opportunity to identify specific priority projects. The 
plan also emphasized the importance of education and 
outreach to encourage bicycling. Extensive community 
involvement in developing the plan created significant 
momentum toward building a bicycle friendly community. 
In just three years, bicycling increased 23 percent in 
Sheboygan, and the county was awarded Bronze Level 
Bicycle Friendly Community status by the League of 
American Bicyclists.

Bicycle Plans Outside Big Cities 
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Mega City 

Chicago, IL (pop. 2,700,000) 
Chicago Bike 2015 Plan  
(10-year plan, adopted 2005) 
www.bike2015plan.org

New York City, NY (pop. 8,250,000) 
New York City Bicycle Master Plan (adopted 1997) 
www.nyc.gov/html/dcp/html/bike/mp.shtml

Large City 

Austin, TX (pop. 820,611) 
Austin 2020 Bicycle Plan Update  
(10-year plan, adopted 2009) 
http://austintexas.gov/sites/default/files/files/
Public_Works/2009_bicyclemasterplan.pdf

Portland, OR (pop. 593,820) 
Portland Bicycle Plan for 2030  
(20-year plan, adopted 2010)  
www.portlandoregon.gov/transportation/
article/71843?&y=0&x=0

Medium City

Eugene, OR (pop. 156,929) 
Eugene Pedestrian and Bicycle Master Plan  
(20-year plan, adopted 2012) 
(This plan also serves as the pedestrian and bicycle 
chapter of the city’s Transportation System Plan.) 
www.centrallanertsp.org/EugeneTSP/PedBikePlan/
Home

Scottsdale, AZ (pop. 217,385) 
Bicycle Element – Scottsdale Transportation Master 
Plan (20-year plan, adopted 2008) 
www.scottsdaleaz.gov/AssetFactory.aspx?did=19425

Small City

La Crosse, WI (pop. 51,818) 
Bicycle and Pedestrian Master Plan (adopted 2012) 
www.cityoflacrosse.org/DocumentCenter/View/7152

Palo Alto, CA (pop. 65,412) 
Bicycle + Pedestrian Transportation Plan  
(5-year plan, adopted 2012) 
(This plan is also part of Palo Alto’s Comprehensive 
Transportation Plan) 
www.cityofpaloalto.org/civicax/filebank/
documents/31928

Suburban City

Alexandria, VA (pop. 140,024) 
City of Alexandria Pedestrian and Bicycle Mobility 
Plan (adopted 2008) 
http://alexandriava.gov/uploadedFiles/localmotion/
info/gettingaround/FINAL_FULLPLAN_060108.pdf

West Des Moines, IA (pop. 56,609) 
West Des Moines Bicycle Master Plan (adopted 2011) 
ftp://ftp.wdm-ia.com/Park%20%26%20Rec/
Bicycle%20Master%20Plan.pdf

Rural Community

Altamont, NY (pop. 1,716) 
Village of Altamont Bicycle and Pedestrian Master 
Plan (adopted 2009) 
www.altaprojects.net/altamont 

Sheboygan County, WI (pop. 115,149) 
Sheboygan County Pedestrian and Bicycle 
Comprehensive Plan 2035  
(28-year plan, adopted 2007; update underway) 
www.sheboygancounty.com/home/
showdocument?id=466

Suburban/Rural Community

Forsyth County, GA (pop. 181,840)  
Bicycle Transportation and Pedestrian Walkways 
2025 Plan (25-year plan, adopted 2002; updated 
2008) 
www.forsythco.com/DeptPage.
asp?DeptID=4&PageID=1140

Bike Plans for All Types of Communities
Bicycle plans can help all types of communities to create bicycle friendly environments. From megalopolises 
to rural communities, this flexible tool allows for public participation in determining how to use policy and 
planning to support bicycling.

http://www.bike2015plan.org
http://www.nyc.gov/html/dcp/html/bike/mp.shtml
http://austintexas.gov/sites/default/files/files/Public_Works/2009_bicyclemasterplan.pdf
http://austintexas.gov/sites/default/files/files/Public_Works/2009_bicyclemasterplan.pdf
http://www.portlandoregon.gov/transportation/article/71843%3F%26y%3D0%26x%3D0
http://www.portlandoregon.gov/transportation/article/71843%3F%26y%3D0%26x%3D0
http://www.scottsdaleaz.gov/AssetFactory.aspx%3Fdid%3D19425
http://www.cityoflacrosse.org/DocumentCenter/View/7152.
http://www.cityofpaloalto.org/civicax/filebank/documents/31928
http://www.cityofpaloalto.org/civicax/filebank/documents/31928
http://alexandriava.gov/uploadedFiles/localmotion/info/gettingaround/FINAL_FULLPLAN_060108.pdf
http://alexandriava.gov/uploadedFiles/localmotion/info/gettingaround/FINAL_FULLPLAN_060108.pdf
ftp://ftp.wdm-ia.com/Park%2520%2526%2520Rec/Bicycle%2520Master%2520Plan.pdf
ftp://ftp.wdm-ia.com/Park%2520%2526%2520Rec/Bicycle%2520Master%2520Plan.pdf
http://www.altaprojects.net/altamont
http://www.sheboygancounty.com/home/showdocument%3Fid%3D466
http://www.sheboygancounty.com/home/showdocument%3Fid%3D466
http://www.forsythco.com/DeptPage.asp%3FDeptID%3D4%26PageID%3D1140
http://www.forsythco.com/DeptPage.asp%3FDeptID%3D4%26PageID%3D1140
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Strategy: Comprehensive Plan

Most local jurisdictions have a comprehensive plan, which governs a 
community’s overall growth, and is updated periodically (e.g. every 5 or 
10 years). Comprehensive plans can address everything from economic 
development and historic preservation to growth patterns and transportation. 
Since local policies and projects should (and in some states, must) be 
consistent with the comprehensive plan, it is important to ensure that, at a 
minimum, the comprehensive plan contains provisions that are consistent 
with sustaining and increasing bicycle mode share. Comprehensive plan 
updates provide an excellent opportunity to add language supportive of 
bicycle friendly communities as well as specific references to a bicycle plan 
or development of a bicycle plan. 

Many local jurisdictions also fall under a regional Metropolitan Planning 
Organization (“MPO”) or similar transportation planning agency. MPOs 
typically coordinate transportation planning among municipalities within 
a geographic area, provide technical assistance and funding, and develop 
regional long-term transportation plans that can include bicycle projects. 
Again, it is important that any governing regional transportation plan contains, 
at a minimum, provisions consistent with increasing bicycle mode share. 

Strategy: State Level Transportation Plans

States develop various types of transportation plans. Integrating bicycling 
into these state plans is crucial to meaningfully increasing investments 
in bicycling infrastructure. As part of their basic transportation planning, 
states typically develop long-range statewide transportation plans (STPs), 
as well as state transportation improvement programs (STIPs) that identify 
short- and long-term transportation projects for funding. The Massachusetts 
Department of Transportation has adopted a GreenDOT Implementation Plan 
as part of a comprehensive environmental sustainability initiative designed 
to make the state transportation system environmentally responsible.462 One 
of the GreenDOT Implementation Plan’s many goals is to triple bicycle mode 
share.463 It is also the first state DOT plan to adopt specific targets to reduce 
climate change emissions.464 

Some states have developed stand-alone state bicycle or multi-modal plans, 
including New Jersey, Idaho, Arizona, North Carolina, and Virginia.465 While 
state bicycle plans vary in scope and detail, they should, at a minimum, discuss 

1)	 the state’s goals with respect to bicycling;

2)	 existing state-wide conditions for bicycling;

3)	 state and federal laws that affect bicycling;

4)	 strategies for achieving state goals, including Complete Streets policies, 
bicycle friendly road design standards, and standards for local bicycle 
plans; and

5)	funding sources for local jurisdictions to implement bicycle friendly policies.

 
Maximizing the public health benefits 

of a bike plan: Some communities are 
using health impact assessments (HIAs) 
to evaluate the effects of transportation 
plans, including bike plans, on public 
health. For communities interested in 
prioritizing strategies and policies that 
maximize public health, an HIA can 
provide an evidence-based approach for 
ensuring that bicycle plans and other 
policies meet this goal. An overview of 
HIAs, how they can be used to evaluate 
bicycle plans, and how to maximize 
public health benefits from such plans is 
available from the Pedestrian and Bicycle 
Information Center.466 

TIP

 ““In June 2012, Austin TX updated its 
comprehensive plan, which identified 
multiple bicycle specific and bicycle 
friendly priority goals. Thus far the plan 
has been extremely helpful in guiding 
transportation decision-making towards 
a more ‘compact and connected’ bicycle 
friendly city.”

Annick Beaudet, Bicycle Program 
Manager, City of Austin, TX467



CHAPTER TEN: 
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CHAPTER TEN: 
FUNDING BICYCLE FRIENDLY 
POLICY

Developing innovative funding 
strategies is increasing as 
interest in bicycling expands 
and more communities embrace 
sustainable development. 

While some bicycle friendly policies can be implemented for little or no 
cost, others require substantial investments. Finding funding sources 

can be challenging; however, as interest in bicycling expands and more 
communities embrace sustainable development, interest in developing 
additional or innovative funding strategies is increasing. Given government 
fiscal constraints and the fact that transportation demands have been 
outstripping capacity and investment, considerable attention has been 
focused lately on developing additional revenue sources for transportation 
in general.468 

Transportation infrastructure funding is very complex, and it is beyond the 
scope of this guide to comprehensively discuss existing and potential funding 
sources. What follows is a brief overview of this subject, including funding 
strategies that can serve a dual purpose of raising monies and promoting 
bicycle friendly communities. 

Federal Transportation Funding
The federal government is an important, albeit inconsistent, source of 
funding for bicycle friendly policies. Since the early 1990s, Congress has 
provided transportation funding to state and local governments through a 
series of federal transportation bills. The bills typically allocate a set amount 
specifically for bicycle and pedestrian transportation projects, with the 
amount subject to change with each reauthorization.469 

Since 2005, this authorization has also included funds, under the federal Safe 
Routes to School program, for school-oriented bicycle friendly infrastructure 
improvements and encouragement programs.470 Participating communities 
can use Safe Routes to School funds to create or improve bikeways to school, 
make intersections safer, install bicycle parking, provide bicycling education, 
and the like. However, the 2012 federal transportation bill (referred to as 
MAP-21), covering fiscal years 2013–2014, combines funding for pedestrian 
and bicycle projects, Safe Routes to School, and other programs into one 
program called “Transportation Alternatives.”471 Funds under this program are 
competitively awarded.472 

In addition to the Transportation Alternatives program, there are numerous 
other federal funding sources that may potentially be applied to bicycle 
projects. Some of these sources are part of the federal transportation bill, 
while others are separate. 
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Federal Surface Transportation Program
One of the largest federal funding sources, the surface transportation 
program provides monies for projects to preserve and improve the 
transportation system. This program is one of the most flexible sources for 
federal money and can be used to fund bicycle-related projects, including 
bikeways and bicycle parking.473 

Highway Safety Improvement Program (“HSIP”)
The National Highway System contains not only the interstate highway 
system, but also other designated highways and major arterials that are 
important for the economy, defense, or mobility. While states have not 
traditionally used the Highway Safety Improvement Program to fund bicycle 
and pedestrian safety-related projects, some argue that “there is a strong 
argument for doing so because 15 percent of all traffic fatalities nationally are 
bicyclists and pedestrians, with that percentage ranging much higher in many 
states.”474 This often overlooked resource can potentially fund bikeways and 
bike parking.475 

Congestion Mitigation and Air Quality (CMAQ) 
Improvement Program
All 50 states receive CMAQ funds, which can be used for transportation-
related projects designed to reduce traffic congestion and improve air quality, 
including pedestrian and bicycle projects. These funds must be used in areas 
where air pollution exceeds acceptable levels, as measured by the federal 
government. Such projects can include bicycle infrastructure, bicycle parking, 

“share the road” educational programs for motorists, and promotional 
initiatives.476 

State and Local Funding
While all states raise money for transportation from taxes or fees on gasoline 
sales and motor vehicle registration and transfers, they vary widely in their 
spending on bicycle-related policies and projects. Some jurisdictions may 
direct little or no funds to this area, while others have adopted policies 
designed to ensure funds are available. Oregon, for example, provides a 
reliable funding stream through a law requiring that 1 percent of state 
highway funds be spent on projects benefitting bicycling and walking.477 

Illinois reserves $3.25 out of its motor vehicle transfer tax for trail and bicycle/
pedestrian projects,478 and New Jersey’s Bikeway Grant Program (funded by 
state gas taxes and highway tolls) helps local jurisdictions build bikeways in 
support of the state’s goal of building one thousand new miles of dedicated 
bike paths.479 California has its own state level funding for Safe Routes to 
School programs.480 

Local jurisdictions also vary widely with respect to bicycle-related 
spending – with localities ranging from providing virtually no spending to 
having dedicated revenue streams based on local taxes or special bond 

 
Find It Fund It: The Alliance for 

Walking and Biking and the League of 
American Bicyclists have partnered to 
create Advocacy Advance, which helps 
jurisdictions maximize federal funding 
opportunities for biking and walking 
projects.481 It offers extensive written 
resources, as well as workshops, to help 
navigate this challenging area. One of 
its resources is a “Find It Fund It” chart 
that identifies all of the different federal 
funding sources and the types of bicycle 
projects they can potentially fund.482

TIP
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issues. San Francisco, for example, adopted a 1⁄2-cent local sales tax dedicated 
to supporting alternative transit modes.483 Austin successfully leveraged 
local and state bond funds (along with federal transportation funds) to fund 
a bicycle and pedestrian bridge project to close a major gap in their bicycle 
network.484 There is no shortage of policies that state and local governments 
can adopt to provide or enhance funding for the implementation of bicycle 
friendly policies.485 Some examples include the following: 

 Policy:  Vehicle Registration Fees 

States can fund bicycle improvements through modest increases in vehicle 
registration fees. California, for example, enacted the Transportation Fund 
for Clear Air program, which increased vehicle registration fees in the San 
Jose-San Francisco-Oakland Bay Area by $4 to fund projects and programs 
that help reduce vehicle emissions. Among others, projects funded include 

1)	 ridesharing;

2)	 clean-fuel vehicles;

3)	 signal synchronization;

4)	 regional transit information systems;

5)	congestion pricing; and

6)	bicycle facilities.486 

Oregon also raised its vehicle registration fees as part of a transportation 
funding package dedicated to road repairs, state highway construction 
projects, and alternative transportation; this funding stream supports transit, 
Amtrak station improvements, and bicycle and pedestrian projects.487 

 Policy:  Traffic Fines 

Traffic fines can serve the dual purpose of funding bicycle friendly policies 
and improving bicycle safety by deterring conduct hazardous to people 
bicycling. Jurisdictions can, for example, adopt bicycle safety traffic laws 
(e.g. regulating speeding, dooring, right hook turns, and obstruction of bike 
lanes) and then dedicate the proceeds to implementing bicycle-safety related 
policies and constructing bicycle infrastructure. 

One example of this type of approach is a Washington law that doubles the 
fine for speeding through playground zones and school crosswalks. The law 
allocates half of the fine to school safety enhancement programs, which 
can include pedestrian and bicycle safety programs. Similarly, Portland, 
Oregon passed a law increasing traffic fines for certain violations, including 
running red lights and stop signs. A portion of the increased fine revenues 
were dedicated to Safe Routes to School pilot programs at 25 elementary 
schools, and in the first two years, $1.2 million was raised for the program.488 
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Jurisdictions that have already exploited traffic fines for revenue-raising 
purposes, however, may want to avoid additional increases, particularly in 
light of the burden these can place on lower-income residents.

 Policy:  State and Local Taxation

State and local governments can use their taxation authority to raise 
revenues for bicycle friendly projects. Thirty-three states have authorized 
local transportation sales taxes. As noted above, San Francisco used this 
option to pass a 1⁄2-cent local sales tax dedicated to supporting alternative 
transit modes.489 Some jurisdictions have also employed excise taxes. 
Colorado Springs, for example, adopted a $4 excise tax on any bicycle or 
bicycle frame sold within the Colorado Springs city limits.490 This tax, which 
generates $100,000 annually, is used to fund bike infrastructure.491 

 Policy:  Congestion Pricing

A recent development in the United States, congestion pricing is attracting 
attention as a tool that has enormous potential to generate revenue.492 In 
addition to raising funds for alternative transportation, which in and of itself 
reduces congestion, congestion pricing can also reduce congestion directly.493 

Congestion pricing refers to any scheme that charges motorists a premium 
for driving on certain lanes, roads, or bridges during peak periods of heavy 
use. Variants include

1)	 high occupancy toll (“HOT”) lanes, in which a toll is paid by single 
occupancy drivers who use either an existing high occupancy vehicle lane 
or a newly added HOT lane;

2)	 increased tolling of an entire bridge or tunnel at peak congestion times; 
and

3)	 priced zones or cordon fees, where drivers pay a surcharge for entering 
a designated highly congested area such as a city center. 

Minnesota, California, and Colorado have all imposed HOT congestion pricing 
on certain highways.494 Cordon fees have reduced congestion and raised 
revenues for alternative transit in Singapore, London, Sweden, and Norway.495 

 Policy:  Development Impact Fees and Charges

Development impact fees are a one-time charge state or local jurisdictions 
assess on developers to cover off-site costs of growth-related public services, 
including transportation infrastructure. Such costs should be evaluated and 
assessed to include not just increased public services for drivers but for 
bicycles as well. 
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Jacksonville, FL has adopted a strategy, “Funding Mobility,” which is intended 
to “create a funding mechanism that integrates multimodal transportation 
planning with land use strategies to combat unsustainable sprawl.”496 

Under this strategy, developers incur charges based on the distance of their 
developments from the city center.497 

 Policy:  Developer Incentives for Bike Friendly 
Infrastructure 

As noted in Chapter 5, jurisdictions can use incentives to encourage 
developers to pay for new bicycle infrastructure. Such incentives are a 
common ingredient of bicycle parking ordinances, and may be used to 
encourage showers and clothing lockers as well. In addition, incentives may 
be offered for developers who provide bikeways.498 Density bonuses and 
partial waivers of car parking requirements are common forms of incentive. 
Jurisdictions can also offer reduced inspection fees or expedited review.

 Policy:  Leveraging Existing Funding Sources 

Jurisdictions can “piggyback” funding for bicycle friendly policies onto 
existing programs. Complete streets policies work in this way. A number 
of local jurisdictions link the development of bikeways onto planned 
repaving or street improvement projects. Austin, for example, has been 
able to add roughly 30 linear miles of new and improved bicycle lanes each 
year since 2008 by coordinating implementation of its Bicycle Plan and 
Complete Streets policies with street maintenance (resurfacing).499 Similarly, 
jurisdictions can adopt a policy that explicitly requires that bicycling needs be 
considered whenever they undertake transportation improvement studies. 

As communities increasingly prioritize bicycling, basic transportation funding 
will become more available for bicycling infrastructure, and additional 
innovative sources of funding will emerge. At present, communities must be 
creative and persistent, combining funds from private foundations and public 
sources as necessary to support bicycling initiatives.500 

 
Successfully Leveraging Street 

Maintenance into Bike Lanes: One key 
to the success of bicycle investments is 
having an effective policy for balancing 
the creation of new bikeways with 
the maintenance of on-street parking. 
Austin’s internal “On-Street Parking 
Modification Guidelines” provide a 
transparent, consistent process for 
promoting compatibility between 
on-street parking and bicycle facilities.501 

TIP



CONCLUSION
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Implementing effective policies 
is critical to create bicycle 
friendly communities.

CONCLUSION

Bicycling in the United States is at an exciting stage. After decades of 
languishing bicycling rates, recent years have seen a dramatic increase 

in bicycling. Will interest and enthusiasm for bicycling continue to grow? 
Will bicycling achieve its potential to serve as a healthy, nonpolluting way to 
get around for a meaningful number of people? Or will we fail to overcome 
the obstacles that discourage many people from bicycling? Choices that are 
made today will determine whether bicycling rates stall – or whether they 
continue to soar.

Local and state governments have a unique ability and opportunity to 
use policy to create bicycle friendly communities. This guide presents a 
wide selection of the most promising policy approaches that can support 
bicycling. We encourage communities to pursue an array of policies. While 
initial evidence indicates that these policies can effectively increase bicycling 
rates, the coming years will provide us with far more ability to assess them. 
As communities continue to pioneer new initiatives that support bicycling in 
novel ways, we look forward as a nation to ongoing exploration of how best 
to use policy to create an environment that lets everyone enjoy the many 
benefits of bicycling. 
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APPENDIX

Safety
Chapter 4

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Safer Bikeways Complete Streets Require all new or renovated streets 
to provide safe, comfortable, and 
convenient travel for all everyone, 
including pedestrians, bicyclists, 
people with disabilities, and 
motorists.

Convenience Local 
jurisdiction, 
State, Federal

New Haven Complete Streets 
Policy; Oregon "Bike Bill"; San 
Francisco Bay Area Metropolitan 
Transportation Commission

Safer Bikeways State Bikeway Laws Encourage or require statewide 
bicycling planning and the 
implementation of bikeways as part 
of road projects.

Convenience State California Bicycle Transportation 
Act; Illinois Bikeway Act; North 
Carolina’s Bicycle and Bikeway 
Act 

Safer Bikeways Road Design 
Guidelines  

Permit and encourage transportation 
engineers to use designs that 
maximize bicycle safety and 
convenience.

Convenience State, Local 
jurisdiction

Adoption of NACTO Bike Guide 
by Austin, TX; Atlanta, GA; 
Portland, OR; Salt Lake City, UT; 
Syracuse, NY; Moses Lake, WA

Safer Bikeways Bicycle Friendly Traffic 
Control Devices 
(Bicycle Signals, Bike 
Boxes, and Bicycle 
Detectors)

Permit and encourage use of traffic 
control devices that limit confusion 
and risk among people bicycling and 
drivers at intersections.

Convenience Local 
jurisdiction, 
State, Federal

Oregon and California place 
bicycle signals on their list 
of approved traffic signals; 
California and Wisconsin require 
demand-actuated signals detect 
bicycles.

Safer Bikeways Traffic Calming  Reduce vehicle speed and decrease 
dangers posed by fast cars to those 
walking and bicycling by encouraging 
use of traffic control infrastructure 
such as roundabouts, speed bumps, 
median islands, t-intersections, and 
bulb outs.

Local 
jurisdiction

San Antonio, TX

Safer Bikeways Road Diets: 
Retrofitting Existing 
Roads with Bike Lanes  

Encourage conversion of four-lane 
streets into three lanes, with a lane 
going in each direction, one central 
two-way left turn lane, and bikeways 
in both directions.

Local 
jurisdiction

Pasadena, CA, Department of 
Transportation

Safer Bikeways Multi-Modal Level of 
Service Standards 

Measure how well roads serve the 
needs of all users, not only drivers, 
but also people bicycling, walking, 
and using transit.

Convenience Local 
jurisdiction

Jacksonville, FL; Chico, CA; 
Berkeley, CA

Encouraging 
Safer Driving

Require Safe Passing 
of Bicyclists 

Establish a specific safe distance for 
vehicles passing bicyclists (usually 
three or four feet).

State, Local 
jurisdiction

Pennsylvania; Louisiana; New 
Hampshire; Boise, ID; Denver, CO

The following charts highlight policies that support the four requirements for a bikeable 
community – safety, convenience, social acceptability, and access. 
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Safety
Chapter 4

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Encouraging 
Safer Driving

Anti-Harassment 
Ordinances

Provide a private right of action, 
allowing victims of harassment to 
sue offending motorists in court. 

State, Local 
jurisdiction

Los Angeles, CA; St. Louis, MO; 
Washington, DC; Berkeley, CA; 
Sunnyvale, CA; Sebastopol, CA; 
Sonoma County, CA

Encouraging 
Safer Driving

Anti-Dooring 
Protection   

Approaches include requiring safe 
design of bike lanes adjacent to 
parallel parking; requiring that 
exiting drivers and passengers 
look for oncoming bicycles prior 
to opening car doors; and allowing 
people on bikes to ride outside the 
door zone.

Local 
jurisdiction, 
State

San Francisco Municipal 
Transportation Innovative 
Bicycle Treatment Toolbox; 
Massachussetts; Chicago, IL

Encouraging 
Safer Driving

Right Hook Turn 
Protection  

Provide for separate bike signal 
lights at intersections; redesign roads 
to include a "bike box"; clarify traffic 
laws to delineate clear rights and 
obligations in right turn situations.

State, Local 
jurisdiction

Oregon; California; 
Massachusetts

Encouraging 
Safer Driving

Prohibit Obstruction 
of Bicycle Lanes  

Prohibit stopping or parking in bike 
lanes; allow delivery trucks that are 
otherwise lawfully double-parking to 
park outside the bike lane to avoid 
blocking it.

State, Local 
jurisdiction

New York, NY; Long Beach, MS; 
California

Encouraging 
Safer Driving

Police Training on 
Bicycle Safety

Require that all police recruits be 
trained in bicycle safety.

State Massachusetts
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Convenience
Chapter 5

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Bicycle Parking Require Bike Parking 
in New Development 
and Major Remodels  

Require that new commercial and 
multifamily developments include a 
specified quantity of short- and long-
term bicycle parking.

Local 
jurisdiction

More than 150 local 
governments including 
Washington, DC

Bicycle Parking Require Parking 
Lots and Garages 
to Provide Bicycle 
Parking   

Require existing bicycle parking lots 
and garages to provide bicycle racks 
as a condition of renewing their 
business license. 

Local 
jurisdiction

Cleveland, OH; Cinncinnati, OH; 
San Francisco, CA

Bicycle Parking Commuter Bicycle 
Parking in Office 
Buildings 

Require building owners to permit 
employees to bring their bicycles into 
office buildings.  

Local 
jurisdiction

New York, NY; San Francisco, CA

Bicycle Parking Require Large Civic 
Events to Provide 
Bicycle Parking

Require monitored bicycle parking at 
large civic and sporting events.

Local 
jurisdiction

Alameda, CA; San Francisco, CA

Bicycle Parking Local Government 
Installation of Bike 
Parking

Install bicycle parking racks in 
existing areas where there is likely 
demand for bicycle parking, such as 
shopping and entertainment districts 
and near government buildings, 
libraries, and recreational areas.

Local 
jurisdiction

Washington, DC 

Bicycle Parking Support Bicycle 
Parking through 
Requiring LEED 
Certification 

Require developers to demonstrate 
that public buildings earn a sufficient 
number of points to meet designated 
LEED certification standards.

Local 
jurisdiction, 
State, Federal

Kansas City, MO; Indiana; 
Department of Health and 
Human Services

Bicycle Parking Tax Incentives for Bike 
Parking

Use tax policy to encourage 
provision of bicycle parking in 
existing development.

State Virginia

Bicycling and 
Public Transit

Bicycles on Board   Allow people to take their bicycles 
with them when they board public 
transit.

Local 
jurisdiction

San Francisco, CA

Bicycling and 
Public Transit

Transit-Focused Bicycle 
Parking   

Provide bicycle parking at or near 
major transit stops and stations.

Local 
jurisdiction

Chicago, IL; Long Beach, Santa 
Barbara, Oakland, Berkeley, 
Claremont, Covina, CA; St. Louis, 
MO;  Washington, DC 

Bicycling and 
Public Transit

Bikeways to and from 
Transit   

Collaborate with local jurisdictions to 
ensure safe bicycle access routes to 
public transit.

Local 
jurisdiction

Regional Transportation District 
(RTD), Denver, CO; Bay Area 
Rapid Transit (BART), CA

Bicycle Flow at 
Intersections

Stop as Yield Allow people on bicycles to treat stop 
signs as yield signs so long as no 
other traffic is present and it is safe.

State, Local 
jurisdiction

State of Idaho; Summit County, 
CO; Dillon, CO; Breckenridge, CO

Bicycle Flow at 
Intersections

Adjusting Signage to 
Support Bicycle Flow

Adjust which streets have stop signs 
at intersections on bicycle routes to 
support free flow of bicycles.

Safety Local 
jurisdiction

San Francisco, CA

Bicycle Flow at 
Intersections

Adjusting Enforcement 
Priorities

Instruct law enforcement 
departments to deprioritize 
enforcement efforts against people 
on bicycles who do not stop at stop 
signs, so long as they are riding 
safely, without danger to themselves 
or others, and in a manner that 
respects the right of way of other 
road users.

Safety Local 
jurisdiction
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Convenience
Chapter 5

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Financial 
Incentives 
for Bicycling

Bicycle Commuter 
Reimbursement

Provide a non-taxable reimbursement 
to employees who commute to work 
by bicycle.

Access; Social 
Acceptability

State, Federal State of Washington

Financial 
Incentives 
for Bicycling

Matching Bicycle/
Transit Subsidy 

Provide a public transit subsidy to 
bicycle commuters that is equal to 
the subsidy offered to public transit 
users.

Access; Social 
Acceptability

State, Local 
jurisdiction

Portland, OR

Financial 
Incentives 
for Bicycling

Parking Cash-Out Law   Require employers who provide 
free or subsidized parking for their 
employees to provide employees with 
the option of a cash allowance in lieu 
of a car parking space.

Access; Social 
Acceptability

State, Local 
jurisdiction

California; Austin, TX

Financial 
Incentives 
for Bicycling

Reimbursement for 
Work Travel by Bicycle

Reimburse employees who travel 
by bicycle at a rate close to the 
reimbursement level for work-related 
trip made by car.

Access; Social 
Acceptability

State, Local 
jurisdiction

Reflecting the 
True Costs of 
Driving

Institute policies that shift costs 
of driving back onto drivers, such 
as car-free zones, congestion 
pricing, higher costs for parking and 
registration, etc.

Minnesota; California; Colorado

Making 
Everyday 
Destinations 
Bikeable 

Putting zoning, developer incentives, 
and other land use approaches 
in place to ensure sufficient 
destinations within biking distances.

St. Lucie County, FL; West 
Jordan, UT; Front Royal, VA
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Social Acceptability
Chapter 6

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Drivers and 
Bicycle Safety

Incorporate Bicycling 
Safety into Driver 
Education and 
Training Courses

Require driver training, testing, and 
traffic schools to include bicycle 
safety material, provide for bicycle 

“rules of the road” questions on 
written driver’s license tests, and 
require public and private driver 
training courses to include bicycle 
and pedestrian traffic safety lesson.

Safety State Minnesota; New Hampshire; 
Washington

Drivers and 
Bicycle Safety

Incorporate 
Bicycle Safety into 
Driver Licensing 
Requirements  

Require drivers' manuals and license 
tests to include rules on sharing the 
road safely with bicycles.

Safety State California

Drivers and 
Bicycle Safety

Require Bicycle 
Safety Training for 
Professional Drivers

Require ongoing training focused 
on bicycle and pedestrian safety for 
professional drivers.

Safety Local 
jurisdiction

San Francisco, CA

Drivers and 
Bicycle Safety

Incorporate Bicycle 
Safety into Traffic 
School Curriculum

Require traffic school curricula to 
include bicycle safety and road 
sharing.

Safety State, Local 
jurisdiction

Washington State; Santa Cruz, 
CA; Marin County, CA

Bike Education 
in Schools 

Requiring Bicycle 
Education in 
Elementary Schools

Require elementary schools to 
expand health and safety or physical 
education curriculum to teach 
children about the benefits of 
bicycling, bicycle safety, and how to 
bicycle.

State, Local 
jurisdiction, 
School 
district

Olmstead County, MN; Portland, 
OR; Alameda County, CA

Bike Education 
in Schools 

Requiring Bicycle 
Skills and Vocational 
Training in High 
Schools, Adult Schools, 
and Community 
Colleges

Encourage high schools, adult 
schools, and community colleges 
to develop and administer bike 
trainings targeted for "interested 
but concerned" riders who lack 
confidence in their bicycling skills.

Safety Local 
jurisdiction

Portland, OR

Encouragement 
Activities

Establish Open Streets Require local or state jurisdictions to 
establish a policy of closing certain 
streets to motor vehicle traffic on 
select days. 

Local 
jurisdiction, 
State

Wichita, KS; Kentucky

Encouragement 
Activities

Bicycle Friendly 
Business Districts  

Require local jurisdictions to validate 
bicycling as a form of transportation 
by creating bicycle friendly business 
districts.  Such districts encourage 
bicycling through a coordinated 
campaign that highlights ample, 
convenient bicycle parking, special 
discounts or promotions for 
customers who arrive by bicycle, and 
other bike-friendly features. 

Convenience Local 
jurisdiction

Long Beach, CA, San Diego, CA, 
New York, NY

Encouragement 
Activities

Safe Routes to 
Schools

Support biking and walking to school 
through education, encouragement, 
and new safe infrastructure.

Safety Local 
jurisdiction, 
School 
district

More than 12,000 schools, 
including Chula Vista 
Elementary School District, CA; 
Fairfax County Public Schools, 
VA; Cincinnati Public Schools, 
OH

Encouragement 
Activities

State and Local 
Government 
Sponsorship of “Bike 
to Work Day/Week/
Month”

Establish an annual bike to work day/
week/month and provide incentives 
for participation, such as prizes and 
food.

Local 
jurisdiction, 
State

New Jersey Department of 
Transportation

Encouragement 
Activities

Police Bicycle Patrols Require police departments to use 
bicycle patrols as well as car patrols 
in their patrol units.

Local 
jurisdiction

Tuscon, AZ
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Increased Access
Chapter 7

Strategy Policy Goal/Description Also 
Supports

Who 
Adopts?

Examples

Increased 
Access to 
Bicycles

Bike Share Provide bicycles for short trips at 
strategic locations around town.

Convenience Local 
jurisdiction

Capital Bike Share, Washington, 
DC; B-Boulder, Denver, CO; 
Deco Bike, Miami Beach, FL

Increased 
Access to 
Bicycles

Bike Fleets for 
Government 
Employees

Require local agencies to provide bike 
fleets for employees whose duties 
require short distance travel.

Convenience Federal, 
State, Local 
jurisdiction

National Park Service Red 
Bike Program, Glacier National 
Park; B-Cycle Employee Bicycle, 
Washington, DC; Department 
of Energy Argonne National 
Laboratory Bike Share program, 
IL; City of Berkeley, CA

Increased 
Access to 
Bicycles

Encourage Private 
Employers to Provide 
Bike Fleets

Use tax credits or other incentives 
to encourage private employers to 
create bike fleets or to subsidize 
bicycle purchases for employees who 
want to use bicycles for work trips.

Convenience Local 
jurisdiction

Chicago, IL; Long Beach, Santa 
Barbara, Oakland, Berkeley, 
Claremont, Covina, CA; St. 
Louis, MO; Washington, DC 

Increased 
Access to 
Bicycles

Bike Distribution and 
Maintence

Sponsor bike redistribution programs 
that facilitate the transfer of 
abandoned or donated bicycles to 
residents, especially youth, who lack 
funds to purchase a bicycle.

Local 
jurisdiction

Adopt-a-Bike, Islip Town Board, 
NY; San Francisco, CA
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