Cycling and Democracy
The first article in any Constitution states that all citizens are equal before the Law. As a consequence, public good must prevail over private interest. Democratic urban design should reflect this. If the majority of the population can walk and ride a bicycle but does not have access to a motor car, sidewalks and bicycle ways must have a higher priority than roads for motor-vehicles.
Safe mobility is a basic human right. Citizens have a right to go out of their homes, move safely about their neighborhood and their city, go to work, or to buy food. In a democracy the right to safe mobility cannot be restricted to those who have access to a motor vehicle. Quality sidewalks and protected bicycle-ways are thus a basic a human right.
Cycling is neither an eccentricity, nor a game. It is a basic form of mobility, akin to walking. Children and the young have no other form of individual mobility, for many, no other possibility to go many places. In developing countries, most citizens have no other way of individual mobility. Safe individual mobility cannot be a privilege of any group in society; it cannot be a privilege of motor vehicle owners. For all citizens to exercise that right, protected bikeways on all streets are necessary
Cycling is natural human mobility. It could be described as a more efficient way of walking. Protected bicycle-ways are as basic to urban infrastructure, as are sidewalks. Do we have a right to infrastructure for walking safely in our cities? For the same reason, we have a right to infrastructure for safe bicycling.  As all streets must have good sidewalks , not a few, but all streets must have protected bicycle-ways.
In many developing country cities and regions, where many more citizens use bicycles than use cars, and  even more could use bicycles if it were safe to do so but  have no access to a car, streets and roads are built without protected bicycle-ways. This is evidence that public good does not prevail over the private interest of car owners, who have the political clout and make governmental decisions. This is therefore evidence of lack of democracy.
In many countries bicyclists are not allowed on certain roads, such as high velocity roads. Bicyclists have a right to a well protected space in all roads, or in immediate parallel roads connecting points in an equally straight, level and unimpeded way as roads provided to motor vehicles.
In certain developing countries such as Colombia, authorities do not allow tri-cycle taxis to operate in ordinary streets, arguing safety considerations.
 Yet there also are many streets where lack of quality pedestrian facilities makes walking risky. The democratic policy decision would not be of course to ban walking, but to require construction of adequate pedestrian facilities. The same is valid for bicycles and tricycles, private or commercial: If lack of bike-ways makes it dangerous to use bicycles and tricycles, the democratic response is not to ban them, but rather to require the necessary infrastructure to allow their safe use.

Protected bicycle-ways are necessary not only for bicycles; they allow safe mobility to wheel chairs as well; and also to skaters.
For 5000 years city streets were safe for pedestrians. Horses and horse-drawn carriages were a nuisance but not a death threat to pedestrians. When motor-vehicles appeared, pedestrians were displaced from streets and confined to narrow sidewalks. 
Bicycles only appeared as motor-vehicles had already taken possession of street spaces. Only few countries have built adequate infrastructure for them. In democracy, the Law must require all roads, both urban and rural, to have well protected bicycle-ways. In the United States these streets with adequate pedestrian and bicycle infrastructure have been called “complete streets”. The Law should also allow to establish tolls, or to increase existing ones, or to levy other specific taxes in order to comply with the mandate to have bicycle ways on all roads and streets.  
While everyone can benefit from using a bicycle, most cyclists in developing countries are low income citizens. Making it safe and convenient to use a bicycle is thus sound social policy. Most citizens in developing country cities do not have a car. They have to use public transport; walk; or bicycle. For many poor citizens public transport is very expensive; and often inaccessible. In a middle income developing country city such as Bogotá, bus use can take from 13% to 26% of a minimum wage earner’s income. That assumes exclusively work trips for one person. Bicycle use over 20 years generates enough savings to buy a house.
Even though only a minority of developing countries’ population owns a car, road infrastructure is built exclusively for the small higher-income minority which drives a car. This is not democratic urban design. 

Today we see 1800 London as a terrible living environment: overcrowded, covered with soot, lacking proper sewage and transportation. Yet at the time it was seen as the most formidable city in the world, which it also was. In the future our cities today, lacking proper pedestrian and bicycle facilities for a child to go about safely, will be regarded in a similar light as we see 1800 today, as inhumane.
Looking back upon the achievements of the French Revolution they seem obvious. Yet hundreds of years elapsed and those injustices redressed by the Revolution seemed natural and just. In the same way many blatant inequalities prevalent today such as streets and roads lacking quality pedestrian and bicycle infrastructure seem natural and just to most of us.  
Urban Design

For massive bicycle use to occur, the most important requisite is to have an extensive network of protected bicycleways along important arterial roads. But it is not enough to provide bicycle ways. The whole city structure must be amenable to bicycle use. Low density suburbs with long distances from homes to attraction points such as jobs or shops are not bicycle friendly even if bicycle-ways are built in all streets. A bicycle friendly city is compact, and has many attraction points near homes, ideally mingled in the residential areas.

Often it is claimed that it is not possible to fit roads with bicycle-ways because there is not enough space. A more humane and democratic way of approaching the issue would be first to take the necessary road space for pedestrians and bicycles and only then see how much is there left for motor-vehicles. If there is space for cars, there is space for bicycles. Pedestrians and bicycles have as much right to road space as motor-vehicles. Where a majority of the population has access to bicycles but not to cars, bicycles must have priority over motor-vehicles in the use of road space. 

Particularly if there is space for parking a car on a street, there is space for an ample bicycle-way, once we ban parking there. Parking is not a constitutional right anywhere, whereas the right to safe mobility on a bicycle is; or should be.  
Tens of thousands of bicyclists are killed every year throughout the world. 447 bicyclists were killed in Colombia in 2004. Governments are fully responsible for each and every cyclist killed in a road or street lacking a physically protected bicycle way. A road without pedestrian and bicycle infrastructure is evidence of lack of democracy. Physically protected pedestrian spaces and bicycle-ways are not something nice to have: having them is a basic human right. 

For citizens to exercise their basic right to safe mobility, the Law, ideally at a constitutional level, must require quality pedestrian and bicycle infrastructure in all urban and rural roads.

The greatest challenge of social organizations in developing countries is to achieve legitimacy: Citizens’ confidence in the fundamental justice and integrity of their social organization and their State. In order to achieve legitimacy, public good must prevail over private interest. Priority must be given to solving the needs of the majority, particularly of the poorer majority.
Bicycle ways are a means to construct equality as they make safe mobility possible to many or those citizens who do not have access to a motor vehicle, such as children and low income citizens. In developing country cities where most citizens do not have access to a motor-vehicle, bicycle ways are a basic element of a democratic urban infrastructure.
At a traffic light, the relationship between a citizen on a crowded bus and one on an expensive car reflects inequality. It is very different to that of two citizens on bicycles next to each other at the same light, regardless of their bicycles prices. 
Bicycle riding also creates closeness, solidarity, human contact. We humans enjoy looking at others, being close to others and that happens when we ride a bicycle. There is much more sensuality in a city where people walk and bicycle and thus are able to look at each other, than in one where people are invisible inside their cars. As with public pedestrian spaces, bicycling spaces allow us to be close to many different people. Many cars on a given urban area are no indication of urban quality; while many bicycles are evidence of quality of life.
A city with abundant bicycles is more humane and beautiful. And thus it is better even for those who do not ride. Just as a bay is more beautiful with sailboats even if we are not on one, a city is better with many cyclists even if we do not ride one. And a city with lots bicycles on the move is also safer from crime. Bicycles arrive quickly and stealthily from behind, they silently appear anywhere, they are a citizens’ watch on the move.  
Social Status

The main obstacle to bicycle use in developing countries is their social status: They are identified with the poorer members of the population. An important challenge is to raise the bicycle’s social status. Among the ways to achieve that are the following:
-The most important way to elevate the bicyclist’s status is to build specialized infrastructure: Physically protected bicycle-ways, well painted, with quality road signaling, ideally bicycle traffic lights and such. As much as possible bicycle ways must have priority of way over motor cars; traffic regulations must do likewise. Bicycle parking facilities must be mandatory in any private or public parking facility.
I would propose that 20% of the bicycle-way’s importance is that it protects the cyclist; and 80% of its importance is due to the fact that it symbolizes that a citizen on a $30 bicycle, is equally important to one on a $30,000 car.
Every small detail of the bicycles’ infrastructure reinforces their status: signs; parking facilities; lighting; quality of the pavement; of the signs painted on it. The quality of a bicycle-way is directly proportional to the quality of the ride, but also to the status it provides bicycle riders. A formidable, tree-lined, well illuminated bicycle-way, through the most central and commercial areas of a human settlement, makes it irresistible for most citizens to use it.
-If the Mayor and other high level government officials use bicycles often, it gives status to riding bicycles. Government institutions can institute “bicycle days” in which employees are not allowed to park in the premises and are encouraged to take ride bicycles. It is very useful to get some well known artists to ride bicycles, or for the star character in a soap-opera to ride a bicycle. It is useful to create a bicycle-mounted police force, with nice bicycles and good looking uniforms.

-“Car Free Days” in which bicycle use is promoted are useful. Bogotá, a 7 million inhabitant city established an annual Car Free Day through a Referendum, the first Thursday of every February; no private cars can be out in the street that day. Every Sunday Bogotá holds the “Ciclovía”, in which 120 kilometers of main arteries are closed for 7 hours for citizens to go out on bicycles, jog or simply go out walking. This attracts more than 1.5 million people every Sunday and promotes bicycle use. 

-Advertising campaigns, mainly on television and radio, can be useful for elevating the status of bicycle use.   
-At an international level there is status as well. So far the urban areas where bicycle use is more widespread such as the Dutch and Danish cities are relatively discreet. If similar levels of bicycle use were achieved in their more glamorous metropolitan counterparts such as Paris or New York, doubtless bicycle paths and bicycle use would spread much more rapidly throughout the world. Both Paris and New York have very good geographical conditions for bicycle use; and both are misusing extremely valuable street space parking cars. Such space should be used instead for making excellent protected bicycle-ways, and a bit for widening sidewalks. Both Paris and New York would be much better cities then. The logic of this is so evident, that sooner or later it will come to pass. 

Rural Areas

Developing countries have large, some times larger than urban, rural populations. Intercity roads are not only means to link urban centers. They are the basic local road for rural communities. They are used by children to walk or ride bicycles to school, by poor farmers to bring their products to market or to go to their fields. Low income farmers, rural workers and children endure great risks when they walk or bicycle on such roads. When roads are not paved, motor-vehicles velocity is relatively low and thus there is not so much danger to bicycles and pedestrians. Once paved, roads without protected bicycle and pedestrian paths are extremely dangerous to pedestrians and cyclists. The Law must require all paved roads to have well protected paths for pedestrians and bicycles.

Bicycles are so important in rural areas that a special narrow path for bicycles could be paved on the non-paved road, protecting it of course from being used by motorized vehicles. Another possibility in rural areas is to build narrow paved paths across fields and alongside mountains, exclusively for bicycles. In mountainous areas carving out a bicycle road requires a narrow cut, much less costly than the large cut necessary for a motor-vehicle road.     
Economic development and bicycles
If citizens can save money biking to work and school, they can invest in better housing, small businesses, education and electronic gear such as cell phones or computers that will make them more productive. If citizens are healthier because they ride bicycles, they are more productive and health expenditures are lower.
Rural bicycle infrastructure facilitates bringing products to main roads and then to markets. It makes possible for workers to reach their places of work and for many children to attend school. 

A city structured for bicycle use will save on road construction and maintenance; on car depreciation; on fuel. It will thus have lower costs and be more competitive.
A city for bicycles is a humane city, with quality of life. Quality of life makes a city attractive to highly qualified and creative people and thus to investors.

The Bogotá Experience
With nearly 7 million inhabitants, Bogotá was a typical large developing country city, with terrible traffic-jam problems and a feeling of hopelessness among the population. There were almost no public spaces, parking bays had been carved in most sidewalks or cars simply parked on sidewalks. As car numbers grew more flyovers were built and a JICA (Japanese International Cooperation Agency) even proposed a $ 550 million elevated highway through the center of the city. Public transport was totally chaotic, with almost individually owned buses racing crazily against each other for passengers, blocking traffic, dumping passengers in the middle of main roads. Bicycle use was extremely dangerous and the number of cyclists insignificant.

It is then that a radically different urban model was adopted and began to be implemented. More than 1200 parks were built or re-built. Some central streets were made pedestrian only and a new 17 kilometer pedestrian street was built through low income neighborhoods. Car use was severely restricted: 40% of all cars must be off the streets during peak hours. A Car Free Day was adopted through a referendum, banning all cars from city streets the fist Thursday of every year. Tens of thousands of cars were removed from parking bays and sidewalks and quality sidewalks and bicycle ways were built. A very high quality bus-rapid-transit system called TransMilenio was put in operation, saving hundreds of hours annually to more than 1 million daily riders; many more lines are programmed for the future. And more than 350 kilometers of protected bicycle ways were constructed.
Many means were used to promote bicycle use. Today more than 4% of the population use bicycles to go to work and study. Bicycle riding acquired a much higher status. Before cyclists were seen as the poorest of the poor, a wretched nuisance to motor-vehicles. Today they are much more respected and have a new self-esteem. Most cyclists wear helmets and reflective vests, as much as a sign of an increased status, as a means of protection.

Quality public pedestrian spaces are an integral part of TransMilenio. The purpose is to avoid the deterioration which often occurs next to transport facilities; and to attract passengers to the system. Most TransMilenio trunk lines have been fitted with parallel bicycle ways and there are several feeder bicycle-ways to stations. So far only one station has quality bicycle parking. In several others tricycle taxis bring passengers to the system. 

Much has yet to be done to make Bogotá a bicycle friendly city. Thousands of kilometers of bicycle ways and tens of thousands of parking facilities have to be built. To start, all access roads to TransMilenio stations should have quality bicycle-ways. Ideally there should be parking facilities at the stations or near them. So far it seems that initially tri-cycle taxis will be more used than bicycles as means to reach TransMilenio. We dream of a Bogotá where the share of bicycles in total transport means reaches at least 20%.

Bogotá bicycle program has begun to be imitated in other Colombian cities. While Bogotá is high in the mountains and relatively cool, dozens of mid-size Colombian cities are tropical, level and bicycles could become the main means of transportation. However power structures are only beginning to make it possible for those cities to give as much importance to bicycle as it is given to motor-vehicles.
A very large study by the Colombian National Statistical Office found that bicycle paths were highly appreciated by Bogotá’s citizens. When asked in 2003 which public works had most improved the family’s quality of life, bicycle paths ranked second after parks with 68,6%, ahead of the much better known TransMilenio bus-rapid-transit system, which was mentioned by 64,8% of people polled.

Enrique Peñalosa

� Dumb classist measures are of course ignored.  Tricycle taxis operate in many Colombian cities, particularly in lower income neighborhoods.





