
































































In cities that are building protected bike 
lane networks, cycling is increasing and the 
risk of injury or death is decreasing.  Pairing 
appropriately-scaled bike share with protected 
bike lanes increases ridership and is essential to 
equity and mobility efforts.     

The connection between bike share ridership and high-
quality bike lanes is clear: people ride more when they 
have safe places to ride.  Less explored is the positive 
feedback loop between bike share, the creation of 
protected bike networks, and overall cyclist safety – 
and the importance of this feedback loop in helping to 
address the systemic inequities in the U.S. transportation 
system.

Over the six years from 2010 to 2015, there were over 
62 million bike share trips in the United States and 
zero fatalities; an enviable safety record.1  There are 

many explanations for bike share’s safety advantage 
over general bicycling, but strong evidence is emerging 
that bike share is a tool for improving the safety of all 
riders. NACTO’s new analysis of seven major cities 
across the U.S. shows that, as cities build more bike 
lanes, the number of cyclists on the street increases, and 
the individual risk of a cyclist being killed or severely 
injured drops, often dramatically. The investment in bike 
lanes spurs additional cycling, increasing visibility and 
further reducing risk for all cyclists. Deployed across city 
neighborhoods at a meaningful scale, as NACTO has 
described in other reports,2 bike share can help increase 
overall bike ridership at accelerated rates and spur a 
city to develop more—and better—bike infrastructure. 
By increasing the number of people riding, bike share 
systems can directly make cycling safer for all, including 
people on their own bikes. 
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Cities across the country have demonstrated how to kick-
start this process. Chicago and New York—like Paris and  
Montreal before them—began to develop a protected bike 
lane network years before launching a large bike-share 
system and subsequently have seen high and sustained 
bike share use from day one, as users immediately found 
safe places to ride.  Riders in these cities have seen 
their risk of death or injury from motor vehicles decline 
steeply.  A similar story plays out in Minneapolis—where 
the bike share system was matched with bike network 
expansions—and Portland, where the bike network and 
overall ridership have continued to grow.

These safety gains are particularly important for low-
income people and people of color.  These groups make 
up an increasingly large part of the cycling population but 
often lack protected bike lanes in their neighborhoods.  
They disproportionately bear the burden of fatalities and 
injuries from dangerous drivers and poorly designed 
streets.  An analysis from the League of American 
Bicyclists found that Black and Hispanic cyclists had 
a fatality rate 30% and 23% higher than white cyclists, 
respectively, and similar racial/ethnic safety gaps are 
found for pedestrians.3  In focus groups and surveys, low-
income people and people of color cite concerns about 
safety and lack of bike lanes as a main reason not to ride.  

A myth pervades that people of color do not bike, but 
the data shows otherwise.  Non-white householders 
in the Portland metropolitan area, for example, bike at 
a higher rate than white ones.4  Research conducted 
for PeopleForBikes in 2014 found that 38% of Hispanic 

Americans and 26% of Black Americans bike at least once 
a year and that the number of Black Americans biking 
increased by 90% from 2001-2009, faster than any other 
racial or ethnic group.5  Cycling is also a fact of life in 
many low-income communities.  Analysis of national 
Census data by the Kinder Institute for Urban Research 
shows that 49% of the people who bike to work earn less 
than $25,000 per year.6  In 2014, PeopleForBikes reported 
that the lowest-income households—Americans making 
less than $20,000 per year—are twice as likely as the rest 
of the population to rely on bikes for basic transportation 
needs like getting to work.7

Ensuring that people have transportation options that 
are efficient, convenient, and safe is fundamental to 
efforts to reduce income inequality in the United States 
today.  Indeed, as found in an ongoing Harvard study 
and reported in the New York Times, “commuting time 
has emerged as the single strongest factor in the odds 
of escaping poverty.”8  Large scale bike share programs 
are part of the solution: they increase the reach of rail 
and bus transit, help people make short trips faster 
and more easily, are cheaper to implement than other 
transportation options, and cost the user pennies per trip.  

But, for bike share to fulfill this role and for its benefits 
to be equitably distributed, bike share programs must be 
matched with extensive protected bike lane networks 
that offer people safe, comfortable places to ride, 
regardless of income level, ethnicity, or race.  Safety 
benefits from bike share are greatest when cities pair 
appropriately scaled systems with an extensive protected 

“People of color are actually very 
interested in bike infrastructure 
and bike safety but there needs to 
be resources allocated to make sure 
they are engaged.” 

Rio-Jill Contreras 
Multicultural Communities for Mobility
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bike lane network built for people who are “interested 
but concerned,” strategically place on-street bike share 
stations in ways that calm traffic, and remove legal and 
regulatory obstacles to bicycling.  Like offering inclusive 
pricing structures and payment mechanisms,9 or ensuring 
good service quality by maintaining a walkable distance 
between stations,10 providing people access to places to 
ride where they feel comfortable and safe is essential to 
larger equity and mobility efforts.    

More cyclists + better lanes  
= reduced risk
The combination of increased ridership and more bike 
lanes is a powerful recipe for safety.  For this paper, 
NACTO collected data from seven cities across the U.S. 
on bike network mileage, number of cyclists killed or 
severely injured (KSI), and bicycle volume.  The resulting 
analysis shows that cycling is on the rise in the U.S. and 
that there is a clear correlation between an increase 
in the number of cyclists on city streets, growth in the 
city’s bike lane network, and an improved safety rate 
for riders.  In all seven cities studied, the risk per cyclist 

decreased as bicycling ridership increased, and the rate 
of growth in cycling far outstripped the rate of cyclist 
injuries or fatalities.  Municipal policies that increase 
cycling, like implementing a large scale bike share system, 
when combined with significant enhancements to bike 
infrastructure, are associated with large decreases in the 
risk of injury or death borne by each person cycling.

In particular, New York, Chicago, and Minneapolis have 
made significant investments to build protected bike 
networks and their transportation departments have 
begun to aggressively target high-crash, high-volume 
locations and corridors.  NACTO analysis shows that 
the risk of injury or death to cyclists in these cities 
has fallen dramatically from 2007-2014.  The work of 
big cities, like New York and Chicago, is particularly 
impressive, reducing the risk to cyclists by more than 
half and bringing the overall cyclist risk rate more closely 
in line with smaller cities.  Investments in cycling, 
and the resulting safety gains, can be largely credited 
to strong leadership from mayors and transportation 
commissioners.  Since 2007, New York City has built an 
average of 54 miles of bike lanes each year, while Chicago 
has built an average of 27 miles per year since 2011.  

Cycling

Lane Miles

Risk

Cycling is getting safer as more people ride.
Aggregate data from Chicago, Minneapolis, New York City, 

Philadelphia, Portland, OR, San Francisco and Washington, D.C.
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More cyclists + better lanes = reduced risk

portland

New York

chicago Washington DC

San Francisco

MINNEAPOLIS

philadelphia

Across the U.S., cycling is increasing and risk is falling.  
There is a clear correlation between increases in the 
number of cyclists on city streets, improved access 
to safe places to ride, and increased safety for riders.   
City policies that increase cycling, like implementing 
a large scale bike share system, when combined with 
significant bike network development, are associated 
with large decreases in the risk of injury or death borne 
by each person cycling.
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In five of the seven cities studied—Chicago, Minneapolis, 
New York, Philadelphia, and Portland—the absolute 
number of cyclists killed or severely injured also declined 
from 2007 to 2014, even as cycling rates soared.  Portland, 
which has been building bike infrastructure for decades 
and has seen corresponding growth in cycling, has cyclist 
fatality and injury rates well below that of comparably 
sized cities.11  New policies in Portland make protected 
bike lanes the default design for all separated bike 
lanes, which will further increase cycling safety and 
accessibility.12  NACTO analysis shows that even in the 
cities where the absolute number of cyclists killed or 
severely injured is increasing, the rate is rising at a slower 
pace than cycling itself.  Taken together, this analysis 
shows that an overall reduction of risk to cyclists is 
correlated with the increased presence of cyclists on the 
road and municipal investment in bike infrastructure.  

More cyclists on the road also increases the visibility and 
safety of cyclists overall, a phenomenon known as “safety 
in numbers.” As previous research has documented, the 
risk of a cyclist being struck by a motorist declines as the 
number of cyclists on the road increases.13  Put in simplest 
terms, a driver who sees 20 cyclists over the course of a 
few minutes is less likely to forget to look for cyclists than 
a driver who sees just one.  Anecdotal evidence suggests 
that the increased awareness may extend beyond cyclists 

Data and Methodology

This analysis relies on three data sources collected from 
cities: the number of bike lane miles, excluding signed 
routes with no other enhancements; the number of cyclists 
killed or severely injured (KSI), as gathered by police; and 
the number of cyclists counted in standardized bike counts 
or American Community Survey (ACS) data where counts 
are not available.  

Cycling risk was calculated by dividing KSI by the count 
of cyclists or ACS sample.  All data was indexed to reflect 
percent change from a base year of 2007.  Indexing focuses 
the analysis on overall trends rather than absolute numbers, 
illuminating whether cycling and cycling risk are increasing 
or decreasing over time, and by how much.  

and that drivers looking for cyclists may be likely to look 
more for pedestrians too.   Appropriately scaled bike share 
systems, conceived of as part of a transportation network, 
can dramatically increase the number of cyclists and help 
build political momentum for bike lanes.  In New York 
City, for example, over 10 million trips were made on 
Citi Bike in 2015, significantly increasing the volume of 
cyclists.  At rush hour on busy connector streets, like Jay 
Street in Brooklyn, there is a person on a bike for every 
two cars, a huge increase in cyclist visibility.14  

Growing Bike Networks
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Bike share riders want better bike lanes
Building a connected network of on-street protected 
lanes is essential for cities considering bike share 
programs and should be a core component of a city’s 
overall equity and mobility strategy.  Many bike share 
users are new to bicycling for transportation and want 
protected infrastructure in order to be willing to make 
even the shortest trips.  

Concerns about safety and the lack of bike lanes are 
cited as a main reason not to ride among low-income 
people and people of color.  In bike share focus groups in 
Philadelphia and Memphis with low-income and of-color 
residents, participants routinely cited the lack of bike 
lanes and a fear of reckless, “crazy” drivers as reasons 
they would be hesitant to use bike share.15  A recent 
PeopleForBikes report found that people of color are more 
likely to say that adding protected bike lanes would make 
them ride more.16  The Philadelphia focus groups found 

that women were more likely than men to cite concerns 
about safety and lack of bike infrastructure as reasons not 
to use bike share, another example of how the lack of safe 
places to ride limits cycling’s transportation potential for 
large segments of the population.17  

Protected bike lanes make cycling accessible to the 
majority of the population who have reason to ride but 
are concerned about safety, dramatically increasing the 
pool of people who might choose to use bike share.18  
In follow-up research to Roger Geller’s influential 
categorization of potential bike riders19, Jennifer Dill 
found that people who are “Interested but Concerned” 
about cycling, who make up around 60% of the total 
population, are strongly influenced by bike lane type.  
Fewer than 5% reported feeling comfortable or very 
comfortable on streets without a bike lane; in contrast, 
over 80% reported being comfortable and willing to ride 
on streets with separated or protected lanes.20  

Of the interested but concerned cyclists, 
percent who are comfortable on streets with:

No bike facility

8% 39% 81%

a bike lane a Separated bike lane

Strong and Fearless
Enthused and Confident

No Way No HowInterested but Concerned

60% 33%7%< 1%

The majority of people will ride with protected bike lanes
Of the total population

Sources: Roger Geller (2005) and 
Jennifer Dill (2012)
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23%

18%

Bike share riders prefer protected lanes.
Citi Bike riders as a percent of total riders by lane type:

Protected Bike Lane

Unprotected Bike Lane

No Bike Lane

Source: Peter Tuckel and William Milczarski, CUNY (2014)

Case Study

The people want bike lanes 
All across the country, people want better bike lanes.  
For example, in 2014, community members in Boyle 
Heights, a predominantly Latino neighborhood in 
Los Angeles, came out en masse to support proposed 
bicycle and pedestrian safety improvements along 
two major neighborhood corridors, Soto Street and 
Boyle Ave. The community wanted the city to make 
the streets safer for cyclists and pedestrians and 
help the neighborhood gain economic benefits from 
increased mobility options, while also addressing 
larger gentrification and police enforcement issues.21  

The efforts of the Boyle Heights community were 
supported by the Multicultural Center for Mobility 
(MCM), which focuses on multi-lingual, “culturally-
competent” safety and cycling advocacy particularly 
in low-income neighborhoods. MCM hired four 
born-and-raised Boyle Heights residents, called 
Promoturas, to gauge and build support from 
residents and businesses.  While Los Angeles city 
planners and MCM organizers both say that the 
strong community support came because the bike 
lanes were packaged into a larger safety program, the 
Promoturas were essential to the process—spreading 
information, gathering feedback, and helping the 
people in the neighborhood identify additional 
measures that would address related community 
concerns such as police training around cycling 
and the desire for a cyclist warning-and-diversion 
program, rather than ticketing.  MCM’s decision 
to hire and pay locals to engage their neighbors, 
rather than bring in outside consultants, further 
strengthened the feeling that the proposed lanes 
were a community benefit, not an outside intrusion. 
The Soto and Boyle Ave bike lanes are on the 
LADOT project roster.

To encourage riding, build better lanes
Across the U.S., cities are listening to local requests for 
safe places to ride and building more and better bike 
lanes.  And in response, more people are riding.  Bike 
count data shows that building lanes encourages more 
people to ride.  

A 2015 study of Calgary, Canada found a 95% increase 
in the number of weekday bike trips in the three months 
after the introduction of a bike network, underscoring 
the importance of a robust, linked bike network as part 
of any city’s cycling strategy.22  A 2014 study of bike 
infrastructure in Austin, Chicago, Portland, OR, San 
Francisco, and Washington, DC showed that adding 
protected bike lanes increased ridership on that street by 
21% to 171%.23  A 2015 report on the 300 South/Broadway 
protected bike lane in Salt Lake City found a 30% increase 
in cyclists, with anecdotal reports suggesting increased 
use by families and casual cyclists.24

In New York City, in close consultation with community 
organizations, the Department of Transportation began 
a rapid expansion of the bike lane network in 2007, 
building 431 miles of bike lanes, including 40 miles of 
protected lanes, over the following seven years.  The 
number of daily cyclists in New York City doubled over 

32%
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that time period and increased four-fold from 2000 to 
2013.25  In addition, the Citi Bike bike share program, 
which launched in 2013, adds up to 56,000 cyclists 
daily.26    

The reverse is also true. A judicial injunction in San 
Francisco halted bike lane development from 2006 to 
2010.27  SFMTA bike count data shows that the number 
of people biking increased only slightly over that time 
period.  When the injunction was lifted in 2010, cycling 
rates began to rise quickly and have almost doubled 
since.28

When it comes to bike share, ensuring that there are 
safe places to ride is essential to ridership.  Cities that 
invest significantly in cycling infrastructure prior to, or 
while, rolling out bike share systems have seen the largest 
increases in ridership.  A 2011 study found that more 
people started trips from Capital Bikeshare stations near 
bike lanes and that ridership increased with the number 

of nearby lanes.29   A 2014 Hunter College study found 
that Citi Bike riders made up a greater share of the total 
cyclists on streets with protected bike lanes than those 
without.30  In a national survey by PeopleForBikes, almost 
half of respondents said they would ride more if high 
quality, protected cycling infrastructure existed in their 
areas.31  

Smart station placement can make 
streets safer
Even for people who will never ride a bike, bike share 
stations can help make streets safer.  In cities like Austin, 
Arlington, New York, and Philadelphia, thoughtful station 
placement has helped create a safer environment for 
cyclists and pedestrians alike.  For example, in Austin, 
bike share stations have been incorporated into painted 
bulb-out designs, helping to shorten crossing distances 
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for pedestrians and demarcate sidewalk space.  In New 
York City, stations placed in the buffer of protected bike 
lanes create high-comfort areas for people to start and 
end their bike share trips.  In Philadelphia, stations placed 
along newly-created pedestrian space, such as road 
reclamations and painted plazas, help anchor the space 
and create a permanent buffer from vehicular traffic.  

Using bike share equipment to further traffic safety goals 
allows cities to make their limited resources go further.  
For example, in New York City, community members in 
Battery Park City voiced concerns about frequent illegal 
U-turns and speeding on West Thames Street, an overly 
wide two-way street.  Working with the Community 
Board, planners addressed these safety issues by placing 
a doubled-sided station in the painted median.  The 
station immediately created a mid-crossing refuge space 
for pedestrians, helped define the travel lanes, prevented 
illegal U-turns, and calmed traffic.  A full discussion of 
best practices in bike share station siting can be found in 
NACTO’s Bike Share Station Siting Guide.32

Mandatory helmet laws reduce bike share 
ridership and don’t increase safety 
While questions about helmets are frequently raised 
in conjunction with bike share, data shows that 
mandatory adult helmet laws reduce biking and bike 
share ridership—and thus reduce overall cycling safety.  
A number of cities, such as Mexico City, Tel Aviv, and 
Dallas, TX, have repealed their helmet laws in preparation 
for launching bike share systems.33

The impact of mandatory adult helmet laws on bike share 
and general bike ridership is large and negative.  Cycling 
in Sydney, Australia decreased 48% in the five years 
following the passage of their mandatory adult helmet 
law.34  A study in Melbourne, Australia found that 61% of 
people who did not use Melbourne’s bike share system 
cited difficulties finding a helmet or not wanting to wear 
one as their main reason for not riding.35  In Seattle, the 
only U.S. city with a mandatory helmet law, bike share 
ridership has been well below expectations, less than one 
ride per bike per day.   

Case Study

Making Helmets Available
While making helmets mandatory for adults can 
reduce ridership, making helmets readily available 
to those who want them is good public policy.  
Many bike share systems, such as the Boston area’s 
Hubway and Salt Lake City’s GREENbike, offer 
free bike helmets with bike share memberships.  

In New York and Chicago, the city wanted 
to encourage people to go to local bike shops 
rather than have their operator act as a helmet 
distributor.  New York City and Motivate worked 
together to create a helmet discount for anyone 
who signs up for Citi Bike.  The program launched 
with a few helmet providers, such as Bern, Nutcase 
and Bontrager, and is now available for seven 
different helmet brands in bike shops in all five 
boroughs.  Depending on the helmet selected, the 
$10 discount represents up to 30% off the price of 
a helmet.  NYC DOT also gives away bike helmets, 
targeting many of their give-away events in low-
income areas.  Since 2007, the city has given away 
150,000 helmets.  

9



Safety analyses from around the world suggest that 
mandatory adult helmet laws have limited safety benefits.  
While helmets can protect individual cyclists from 
head injuries in some types of crashes, mandatory adult 
helmet laws do not reduce the overall number of crashes 
(which may or may not involve a cyclist hitting their 
head) and may work against safety benefits conferred by 
increased ridership.  In Australia, where mandatory adult 
helmet laws were introduced regionally between 1990 
and 1992, bike count and safety data collected shows that 
“enforced helmet laws discourage cycling but produce no 
obvious response in percentage of head injuries.” 36  

Mandatory helmet laws pose additional issues for 
communities aiming to address longstanding issues of 
racial disparity in policing.  Reports from around the 
United States suggest that such laws often give police 
an additional reason to stop and question people and 
are disproportionately enforced against low-income 
people and people of color.  A review of court and police 

records in Dallas found significantly uneven enforcement 
of the city’s helmet law, with 96% of citations outside 
of downtown being written in neighborhoods of color 
and 86% in areas with large numbers of households 
below the poverty line.37  Similarly, a study in New 
York City of citations for riding on the sidewalk found 
that communities where most residents are Black or 
Latino represented 12 of the 15 neighborhoods with 
the most citations.  In contrast, predominantly white 
neighborhoods, many of which have large cycling 
populations, made up 14 of the 15 neighborhoods with 
the fewest citations.38  In Florida, the Tampa Bay Times 
found that 8 out of 10 bike citations in Tampa were 
given to Black people and concluded that “Tampa police 
are targeting poor, Black neighborhoods with obscure 
subsections of a Florida statute… Officers use these 
minor violations as an excuse to stop, question and 
search almost anyone on wheels.” 39

What stops you from using Melbourne Bike Share?

Don’t have/don’t want to wear a helmet
Bad weather
Safety concerns
Price
Prefer to drive
Poor fitness/health issues61%16%

9%

8%

4% 2%

 Source: Elliot Fishman (2014)
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Lessons from the cities
 » Support bike share systems with significant buildout 
of bike lanes networks: Ensuring that people have 
places to ride where they feel comfortable and safe 
is essential to larger equity and mobility efforts.  The 
safety benefits of increased ridership are enhanced 
when growth in cycling is matched with construction 
of new, better bike lanes.  

 » Design for the “Interested but Concerned:” The 
majority of the U.S. public is interested in biking but 
concerned about safety.  Their willingness to ride is 
highly influence by the quality of bike lanes available 
to them.  Matching convenient bike share systems 
with a protected bike lane network is a recipe for 
success.   

 » Remember who is already riding: Half of the people 
who bike to work earn less than $25,000/year.  Years of 
highway building, car-based zoning, and exclusionary 
housing policies means low-income neighborhoods 
are often separated from job centers by highways and 
dangerous streets with limited-to-no space for bikes 
or pedestrians.  As cities build for more cyclists they 
should ensure that the bike lane network includes safe 
routes for existing riders.  

 » Long term community engagement is essential: 
People in all neighborhoods want safe places to 
walk, bike, and play.  Building long-term, reciprocal 

relationships in neighborhoods and with locally-
trusted community organizations is essential to 
spreading information, getting feedback, and building 
local support for projects.  

 » Use bike share stations as tools for safety: Bike share 
stations can be placed in ways that increase overall 
street safety.  Planners should strategically place 
stations in ways that define and protect bike lanes and 
pedestrian space, narrow streets to reduce speeding, 
and create pedestrian refuge islands that shorten 
crossing distances. 

 » Eliminate mandatory adult helmet laws which 
restrict and reduce cycling: Mandatory helmet laws 
reduce the number people riding and negatively 
impact overall cycling safety.  In addition, such laws 
can be prone to abuse and are often disproportionately 
enforced in low-income neighborhoods and 
communities of color. 

 » Counting counts:  Measuring the growth in cycling 
is one of the best ways to tell if a city is working 
effectively to make cycling commonplace, easy, and 
safe for everyone.  Cities should focus on the trend of 
cycling and cycling risk—is it increasing or decreasing 
and by how much—year over year to get a big picture 
view of the success of their bicycle program. 
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Dear Committee on Transportation Members: 
 
I am a NYC resident since 2006, a bicycle commuter, and a primary care doctor at Bellevue 
Hospital. I am also a public health advocate and writer. I have trained and worked at Mount 
Sinai, Elmhurst, New York Presbyterian-Columbia, New York Presbyterian-Allen, and Bellevue 
hospitals, and have provided care to NYC residents from communities of in all 5 boroughs and 
from various socioeconomic backgrounds.  
 
From these experiences I urge you to support the Citi Bike expansion beyond our city’s center 
and specifically to low-income communities facing high health burdens. Continued Citi Bike 
expansion will make our city more vibrant, will make its citizens healthier, and will help 
improve health equity and social equity. Here is the case for this argument: 
 
 
Physical inactivity is making us sick  
 
Sedentary lifestyles affect both morbidity (symptoms) and mortality. Physical inactivity is related 
to obesity, diabetes, hypertension, high cholesterol, obstructive sleep apnea, arthritis, 
depression, anxiety, and stress, and can subsequently lead to heart attacks, strokes, kidney 
failure, and death. These diseases are highly prevalent, and disproportionately affect low 
income communities. 
 
Physical activity is one of the best medicines 
 
Both healthy populations and populations with illnesses benefit greatly from physical activity. 
Physical activity can both prevent the above conditions, and is also an important treatment for 
them. There is no other medicine for as many conditions. Notably, most other medicines do not 
have the effect size that exercise can have. For example, some patients can essentially cure 
themselves of diabetes or hypertension through habits of physical activity while other similar 
patients not changing their physical activity will require multiple medications to achieve the 
same effect. 
 
Diagnosing physical inactivity is easy, treating it with physical activity 
is difficult 
 
Doctors can easily provide information, make referrals, perform procedures, and prescribe 
medications. But we see our patients briefly and infrequently. We can give advice on habit 
changes, on consumer purchases, and on skills development but we have limited time during 
our visits and other tasks to perform. We have a limited options to provide, especially for 
patients who have difficulties with many types of physical activity. These are common refrains 
from my patients: 



 
I can't afford going to a gym. 

 
Running hurts my knees. 

 
I don't have time. I work 12 hours and commute for 90 minutes. 

 
 
Cycling generally and bike shares specifically are great medicines 
 
A major reason for inactivity is the changed nature of work and transportation. Active 
commuting, via walking or cycling, is a major way cities can combat physical inactivity.  
 
Active transport via bicycling has many benefits beyond physical activity: 

● Reductions in congestion and in vehicle emissions can improve clean air, reducing 
asthma exacerbations and preventing COPD. 

● Affordable transport can improve access to employment, which is one of the major 
social determinants of health.  

● It can also improve social connectivity, another major social determinant of health. In 
terms of effect size, social isolation is as harmful as smoking. 

● It can reduce toxic stress related to commuting via crowded subways, buses, and 
cars, and traffic.  

● Street utilization can reduce violence. 
● Higher cycling rates make cycling safer as drivers are more familiar and cautious. 
● There are psychological harms of non-universal programs perceived to only be for high 

socioeconomic status people and communities. Ensuring that Citi Bike is not only in the 
city center will reduce these assaults on dignity (e.g. “that’s only for rich people”). 

 
Bike shares are feasible because of affordability 
 
Transportation in New York can be expensive, including the MTA. Citi Bike is an order of 
magnitude less expensive.  
 
Citi Bike is also cheaper than bicycle ownership and does not time or money for bicycle 
maintenance or space in the home or work for bicycle storage. 
 
It is more affordable than most gym memberships, exercise classes, and sports leagues. 
 
From the city’s perspective, billions of dollars are wasted each year treating preventable 
conditions. Health expenditures could be greatly reduced by investment in bike share 
expansion. 
 



Bike Shares are proven 
 
They increase physical activity 
http://journalistsresource.org/studies/environment/transportation/bikeshare-research-growth-use
r-demographics-health-societal-impacts  
 
They reduce Body Mass Index and stress levels 
https://nextcity.org/daily/entry/bike-share-benefits-data-study  
 
“Benefits include improved health, increased transport choice and convenience, reduced travel 
times and costs, and improved travel experience. These benefits are unequally distributed, 
since users are typically male, younger and in more advantaged socio-economic positions than 
average.” Special effort must be taken to ensure that these programs are not available only in 
the most privileged neighborhoods. 
http://dx.doi.org/10.1016/j.rtbm.2015.03.003  
 
Community engagement enables bike share utilization in low-income communities. 
https://www.ncbi.nlm.nih.gov/pubmed/23948339  
 
Recommendation 
 
Citi Bike expansion should not conclude as planned in 2017 and should instead continue to 
expand in Washington Heights, the Bronx, and further into Queens and Brooklyn. These 
neighborhoods face high health disparities and should be specifically targeted for the expansion 
as they are most likely to receive the largest health benefits of the bikeshare program. 
 
Prescribing bikeshare memberships has happened in Boston, and should be offered to 
Medicaid patients and to undocumented uninsured patients utilizing H+H healthcare facilities. 
 
 
 
Sincerely, 
 
Andrew Goldstein, MD, MPH 
 
Clinical Instructor, Department of Internal Medicine, NYU 
Primary Care Physician, Bellevue Hospital Center 
Postdoctoral Research Fellow, Department of Biomedical Informatics, Columbia University 
 
 
This testimony was drafted with input from other physicians and from bikeshare and cycling 
advocates, including: 

http://journalistsresource.org/studies/environment/transportation/bikeshare-research-growth-user-demographics-health-societal-impacts
http://journalistsresource.org/studies/environment/transportation/bikeshare-research-growth-user-demographics-health-societal-impacts
https://nextcity.org/daily/entry/bike-share-benefits-data-study
http://dx.doi.org/10.1016/j.rtbm.2015.03.003
https://www.ncbi.nlm.nih.gov/pubmed/23948339


 
Reuben J. Strayer, MD FRCPC FAAEM  
Associate Medical Director Department of Emergency Medicine Maimonides Medical Center  
 
Members of the Reddit NYCBike community 



 

  

 

  
 

November 23, 2016 

 

Dear City Council Committee on Transportation,  

 

I am writing today in support of the proposed plan to expand Citi Bike to all five boroughs, including 

stations on Staten Island.  

 

Each year, over two million tourists ride the Staten Island Ferry. When they disembark on Staten Island 

they have the option of exploring the borough’s attractions or making the return trip to Manhattan. For 

the intrepid tourist who want to spend time on the Island, they then have to navigate our limited public 

transportation options: Bus or the single rail line. But that leads to questions: Which bus should they 

take? Does their MetroCard work on the bus? Can they trust the privately owned taxis that are queued 

up? How do they get a taxi back to the Ferry Terminal when there are no yellow taxis? Each of these 

concerns provides a barrier preventing visitors from discovering all that the Island has to offer.  

 

In the years since Citi Bike has been introduced, it has transformed how people move around New York 

City. The big blue bikes have become ubiquitous and drivers have rapidly adjusted to their presence on 

the roadways. But one place that hasn’t benefited from the presence of Citi Bike is the borough of 

Staten Island: They can’t be ridden over the Verrazano and time limits prevent people from taking them 

on the Ferry from Manhattan.  

 

The Staten Island Museum believes the expansion of the Citi Bike program to Staten Island would have 

many benefits.  

 

First, the presence of Citi Bike stations on Staten Island - specifically one on the grounds of Snug Harbor 

Cultural Center - would increase visitor traffic to the Museum. The Museum operates from two locations 

on the borough’s north shore: The Museum in St. George which is a short walk from the Ferry Terminal, 

and the Museum at Snug Harbor which is about two miles to the west on Richmond Terrace. While Snug 

Harbor is accessible by bus, the ride by bike offers stellar views along a relatively flat roadway that is 

already marked with shared bike lanes. Once here, visitors could park their bike and enjoy a day on the 

beautiful grounds, visiting the Newhouse Gallery for Contemporary Art, the Noble Maritime Collection, 

the Staten Island Children’s Museum, and, of course, the Staten Island Museum.  

 

A second benefit would be the increased connectivity between attractions. Visitors could easily travel 

via Citi Bike from the Ferry or Snug Harbor to the Staten Island Zoo, Clove Lakes Park, or the Alice Austen 

House. And that’s just a few of the fantastic sites within a half-hour bike ride. Currently, visitors would 

have to return to the Ferry Terminal and transfer bus lines in order to visit more than one destination.  

 

Additional benefits would be the reduction in car congestion and pollution as daily commuters would 

have an alternative way of getting to and from the Staten Island Ferry. Finally, there is the economic 



 

  

 

  
 

benefit of increased tourism as visitors use the bikes to frequent the Island’s restaurants and shops, in 

addition to cultural destinations. 

 

Staten Island is on the cusp of major change with the developments coming to the North Shore. In the 

years to come more and more people will be coming to the borough via the Ferry. By expanding Citi Bike 

to Staten Island, visitors can have a trusted and economical means of exploring the borough and 

discovering the cultural attractions within its shores, which will benefit the Staten Island Museum, our 

sister institutions, and the borough as a whole.  

 

Thank you for your consideration.  

 

Sincerely,  

 

 

Mindy Duitz 

Interim President & CEO 

 

 





Subject: City bikes Staten Island  
 
 
To whom it concerns, 
     I am was unable to come to the Staten Island city bike meeting. 
I am a Staten Island resident. I bike not only in Staten Island all the Boro's  in 
order to do that I have to go over the staten  island ferry. 
I see plenty of  tourist cyclist visiting with rentals from shops and for the ones that 
don't know city bikes. Oh what a surprise when they get there they can't 
exchange for a new one or shop because they can't lock up of cause let's not 
forget the heavy fines they will get.  
I also see plenty of staten Islanders that share the same burden as I that would 
love to use a city bike for around Staten Island to have places to get a city bike in 
Staten Island and return when taking the ferry over. They would love to commute 
to city for work but want to have the options of not having to chug there own 
bike let's say the plans change and they come home after dark and prefer to take 
a bus back. Let's not forget our beaches and beautiful boardwalk, parks  our 
museums  Richmond town our sand ground that is a landmark and st George 
theater that all the Boro's can ride too. Last but not least , ball field,snug harbor, 
the Ferris wheel and the shopping malls once completed. I can think of tons more 
but no reason to not have it. If you don't think people ride in Staten Island your 
incorrect. The ones who don't will start tourist will continue to come more to 
follow. A good amount of staten Islanders have small spaces like in the city and 
can't own a bike we now have semi's town houses, apartment houses and city 
projects and basement apartments. We are a far cry from the boro with farm 
houses and large properties. please get us in the city bike program we are long 
over due!  
 
Gail Mercuri 
 



 

                                                                                                                           

To the City Council: 
 
My name is Ken Lim and I am a Benefit Operations Associate at 
Justworks Employment Group LLC (“Justworks”), a New York City-
based professional employer organization (since 2012) that provides 
payroll, HR guidance and access to competitive benefits for small 
businesses in New York and across the country.  
 
In May of 2015, Justworks struck a partnership with Citi Bike to make it 
easier for small businesses to offer Citi Bike to their employees. In less 
than two years, 85 of our client companies pay for Citi Bike 
memberships on behalf of their worksite employees. Over 430 
worksite employees are currently signed up for Citi Bike and have told 
us they consider Citi Bike an integral part of their commute and New 
York City experience. 
 
Our partnership with Citi Bike has been so successful that we are 
currently considering bike partnerships in other cities.  
 
Best, 
 
Ken Lim 
 
Benefit Operations Associate 
Justworks Employment Group LLC 
151 W 26th Street, 12th Floor 
New York, NY 10001 



 
 
Subject: Support for Citi Bike on Staten Island 
 

The Alice Austen House would like to advocate for extending the Citi Bike system to Staten 

Island. As we embrace for future development on the North Shore, the need for alternative 

transportation is great. The availability of Citi Bikes would greatly aid in filling a void in the 

borough's lack of connective transportation. This program would not only benefit Island 

residents, but also the increasing numbers of tourists visiting the island. As one of Staten Island's 

primary cultural destinations, the Alice Austen House is invested in creating more connective 

and efficient transportation on the island, which would serve and expand our public.  

Located almost half-way between the St. George Ferry Terminal and the Verrazano Bridge, the 

museum would be interested in learning more about becoming a host site for a Citi Bike kiosk. 

Our site is a natural connector to both future North Shore development and other established 

destinations, like Fort Wadsworth and South Beach.  

 

Sincerely, 

Shiloh Aderhold Holley 

Acting Executive Director 

Alice Austen House 

2 Hylan Boulevard 

Staten Island, NY 10305 

718-816-4506 

aliceausten.org 

 

 

http://aliceausten.org/


Subject: Citi Bike on Staten Island 
 

I  look forward to expanding  the  Citi Bike program to Staten Island 

with great anticipation. 

 

However, I want to touch on another aspect of the program.   

I  noticed that the CitiBike program until recently, was free for those 

living in NYCHA projects. 

It is now only $5 a month ($60 a year).   I believe this to be 

discriminatory.   I think that others may be on an even tighter budget that 

those who only pay 30% of their income in rent.  Some, even pay up to 

70% , have no leeway for anything else, and cannot afford the $155 

fee.  Perhaps  all who are on Medicaid or receive Food Stamps should 

also be entitled to the same discount. 

 

I would love to see  this instituted as well. 

 

Chris Coppa 
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TESTIMONY OF BENJAMÍN GONZÁLEZ, INTERFAITH MEDICAL CENTER 

BEFORE THE 

NEW YORK CITY COUNCIL COMMITTEE ON TRANSPORTATION  

 

OVERSIGHT – THE PRESENT AND FUTURE OF CITI BIKE IN NYC 

NOVEMBER 28, 2016 

My name is Benjamín González and I am the Associate Director of Grants Management at 

Interfaith Medical Center (Interfaith), a vital safety-net hospital located in Bedford-Stuyvesant 

(Bed-Stuy), which operates a 12-clinic ambulatory care network in Bed-Stuy, Crown Heights, 

Prospect Heights and Bushwick. (The hospital’s primary service area also includes Brownsville 

although no Interfaith clinics are located there.) Interfaith provides an array of health and mental 

health services and programs targeted to address some of the social determinants of health. As a 

community hospital, Interfaith is also committed to providing employee benefit programs that 

enhance the quality of life for all of its employees.  

 

I would like to share with the Council some of the successes of Interfaith’s work through the 

Partnership for a Healthier Brooklyn to develop bike share equity among low-income workers 

and people of color in Brooklyn, as well as recommendations that we believe should be 

incorporated into the budgets and activities of the Department of Transportation and the 

Department of Health and Mental Hygiene (DOHMH) if the agencies are to effectively leverage 

transportation and health infrastructure to enhance the mobility and health of the City’s most 

vulnerable residents.  

First, allow me to present a brief demographic profile of the community the hospital serves. 

Interfaith’s main campus and outpatient clinics are located in Central Brooklyn’s Council 

District #35 represented by Council Member Laurie A. Cumbo and Council District #36 

represented by Council Member Robert Cornegy. According to the NYC Community Health 

Profiles, Central Brooklyn is made up of more than 250,000 residents, approximately 64% of 

whom identify as Black and who have an average life expectancy of 75 years, which is five years 

less than more affluent neighboring communities like Park Slope. (Brownville actually has the 

lowest average life expectancy in NYC, where residents’ lives are cut short by more than a 

decade compared to those living in Manhattan’s Financial District.) These quality of life years 

are affected by multiple social determinants of health and observed disease disparities, for 

example, Crown Heights and Prospect Heights, Bed-Stuy and Brownsville have the 2
nd

, 5
th

 and 

6
th

 highest rates of diabetes in NYC. 

The success of a community and city depend on whether their residents can live healthy, full 

lives. Medically underserved and economically disenfranchised populations’ health can be 

significantly improved through public health interventions and community supports that 

encourage physical activity and mobility. 

 

In response to identified community need and available funding, Interfaith submitted a 

successful application to the Bed-Stuy Restoration Corporation (BSRC) to participate as a 

neighborhood contractor in the Partnership for a Healthier Brooklyn funded by a CDC 

http://www.interfaithmedical.com/
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Partnerships to Improve Community Health (PICH) grant that would promote bike share in 

underserved populations in Central Brooklyn. The invitation to participate in the Partnership for 

a Healthier Brooklyn defined partner responsibilities as: 

I. securing enrollment of employers into the Citi Bike Corporate Enrollment program; 

II. facilitating the recruitment of employees into the program; and 

III. implementing complementary bike-related services such as bike safety classes, bike 

clubs or other bike-related trainings. 

Other success metrics included increasing ridership among low-income populations and people 

of color, encouraging equitable use of bike share, mitigating health disparities through providing 

opportunities for physical activity and establishing a base of early adopters among a network of 

diverse community stakeholders and employers. The hospital committed to a goal of 55 partial 

subsidy enrollees and 20 full subsidy enrollees in year one of the Interfaith Citi Bike Subsidy 

Program. 

Enrolling in the Citi Bike Corporate Enrollment program alone is a huge success from a 

regulatory, wellness and culture change standpoint for a safety-net hospital. In fact, Interfaith 

Medical Center is the first hospital in NYC to join the Citi Bike Corporate Enrollment program 

in order to subsidize bike memberships for its employees. The hospital also has surpassed almost 

all of its contractual goals: 

 The hospital exceeded its outreach goal of 300 employees by reaching out to more than 

2,500 employees and community residents with bike share programming: nine (9) 

Community Bike Rides were hosted at lunch and evening hours during first and last 

Wednesdays of the month from May to October 2016. 

 

 As Interfaith provides all its employees with a livable wage, the equity target for low-

income populations could not be met exactly but the hospital has reached the other 

important equity target and population: approximately 71% of Interfaith Citi Bike 

Subsidy Program enrollees are riders of color. 

 

 Employees have responded enthusiastically about the subsidy program. At our second 

community bike ride, an employee who lives in Bed-Stuy started pedaling and laughed 

saying “It’s been more than 20 years since I’ve been on a bike!” The last time she was 

exposed to biking was when she taught her children. She has gone on to attend almost all 

our community bike rides, as well as those hosted by other community partners. She has 

been an avid Citi Bike user since winning a free subsidy through a raffle sponsored by the 

hospital. 

 

 Interfaith met its goal of enrolling 20 employees into the Full Subsidy program by 

enrolling fifteen (15) employees to receive a free one-year Citi Bike membership ($179 

value) and identifying seven (7) clinicians to receive full subsidies in Spring 2017 to 

complement Prescribe-a-Bike activities. The seven clinicians who work at Interfaith’s 

largest health center have committed to serve as Prescribe-a-Bike clinical ambassadors, 

e.g. hosting bike rides, organizing group discussions regarding exercise and its impact on 

physical well-being and conducting health education. 
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o All seven clinicians are medical residents, which may indicate that this bike share 

work can be an excellent opportunity for workforce development to empower 

doctors in training to incorporate community resources to improve their own and 

their patients' health through physical activity, and to appreciate that they have an 

important role to play in transforming the healthcare delivery system through 

instituting strategies to address social determinants of health, and other foremost 

health inequity. 

 

The Interfaith Citi Bike Subsidy Program and collaboration among public health professionals in 

municipal government, private and public hospitals (Interfaith and Woodhull Medical Center), 

and community-based organizations through the Partnership for a Healthier Brooklyn incubated 

the creation of the first Prescribe-a-Bike pilot in NYC. The hospital partnered with the NYC 

Department of Health and Mental Hygiene (NYC DOHMH) through its Brooklyn District Public 

Health Office (DPHO) to develop a pilot launched August 26, 2016 at the Bishop Orris G. 

Walker, Jr. Health Care Center (Bishop Walker) to expand access to Citi Bike membership and 

equity to the target population of Black Medicaid beneficiaries at risk of or living with obesity, 

pre-diabetes and diabetes and uncontrolled high blood pressure. Approximately 300 people 

attended the Bishop Walker Health Fair and Prescribe-a-Bike launch, 154 people interested 

people signed up, 82 were scheduled for orientation and physicals (if they were not previously 

medically cleared) and 40 patients have ben registered in the Prescribe-a-Bike program. 

The Prescribe-a-Bike program involves physicians prescribing physical exercise as medicine and 

providing patients with lifestyle change materials, a free one-year Citi Bike membership (a $179 

value), a free helmet, an arm reflector band and a journal to be used to reflect on progress being 

made towards their personalized wellness goals. NYC DOHMH has committed to funding this 

pilot program through a CDC Be active – Eat health – Act on cardiovascular risk – Take 

prescribed medications (BEAT) grant. This model leverages existing transportation and exercise 

infrastructure: NYC's bike share system, Citi Bike. As the hospital and NYC DOHMH evaluate 

program activities moving forward and look for opportunities to scale up this Prescribe-a-Bike 

model, we believe that it will provide a framework to address health disparities to be used by 

NYC providers and other major cities across the country with bike share systems. 

Prescribe-a-Bike runs parallel to IMC’s existing Citi Bike Subsidy Program. Both programs 

inform each other’s best practices for increasing bike share and increasing equity in low-income 

communities of color and will be funded through 2017. Interfaith looks forward to continuing to 

lead the way with our partners in demonstrating how a bike share system can strengthen 

healthcare providers’ employee wellness, population health work and community benefit efforts.  

In order to build upon the successes of the first year of Interfaith’s and BSRC’s bike share 

partnership, more communication and consultation among Motivate/Citi Bike, city government 

and community stakeholders are needed for the expansion of Citi Bike docks.  

 

For example, the location of Citi Bike docks inhibited incentivizing employees to enroll in the 

hospital’s partial subsidy program because there are currently no Citi Bike stations near homes in 

Bushwick; south of Atlantic Avenue in Crown Heights and Prospect Heights; and further north, 

south and east of Bed-Stuy. Other community bike programming challenges included the 

obstacles to organizing community bike rides with safe bike routes because of the dearth of 

protected bike lanes running east and west in Bedford-Stuyvesant: there is an approximate radius 
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of more than two miles where there are no east-west bike lanes in Bed-Stuy, and a similar bike 

transit infrastructure gap exists in Crown Heights.  

 

The recent extension of Citi Bike to Jersey City and planned Phase Two Expansion in 2017 in 

Queens and Brooklyn indicates that the growth of bike share presents a valuable opportunity to 

link active transportation to public health interventions for improved health outcomes at the 

community-level in neighborhoods across NYC.  

 

With the intention of expanding the Prescribe-a-Bike model to other hospital and clinical sites 

Interfaith’s Department of Grants Management submitted an inquiry form to NYS Health 

Foundation’s 2017 Special Projects Fund titled Scaling Up a Prescribe-a-Bike Model in Cities 

with Bike Share Systems. If funded, the project will produce an operational toolkit, program 

resource directory, tips for enrolling in the Citi Bike Corporate Enrollment program and billing 

guidelines to be shared with other health care providers to aid their implementation of the 

Prescribe-a-Bike model at their practice, institution or health care system. Interfaith’s aim is to 

share its best practices and to endorse bike share and active living as a public health and 

transportation benefit available to our most vulnerable patients, friends and neighbors. 

 

The Partnership for a Healthier Brooklyn’s bike share equity work and the NYC DOHMH’s 

support of the Prescribe-a-Bike pilot demonstrate that working together in a new way to 

transform the delivery of health care is possible by leveraging existing, scalable public transit 

infrastructure and exercise prescription as a clinical intervention to enhance health outcomes and 

drive economic empowerment for NYC’s disproportionately disenfranchised communities. 

 

 



Nov 28,2016 
  
Unfortunately I was unable to make the Hearing today of the present and future of 
Citibike. I am a former bike industry professional. I was part of the Hi-Ho-Cyclery 
at 165 Ave in the early days of the bike renaissance. I would like to make a few 
observations concerning the implementation of the Citibike system. 
  
First: There was no Environmental impact study done. The approach has been 
to use every trick and sleight of hand maneuver to go through around and 
between community boards. There has been a great deal of arm twisting of elected 
public officials. The intent is to place the bikes and infrastructure in as prevalent a 
manner as possible. This has created a significant increase in congestion. The air 
quality-if it has not been impaired is due to increase fuel efficiency. 
  
Many Citibike riders are scofflaw. Many do not wear helmets.This is a public safety 
issue. Many are not familiar with the city traffic. Since riders don't repair the city bikes 
there is a tendency to treat them with less respect than if it were their own property. 
For most riders the use is not a 12 month a year activity. Public transportation would 
be a more egalitarian use of funds. 
  
A number of the shops that build the bike culture has gone out of business from the loss 
or rental and repair income. Citi is now owned by The Related Companies. Big 
business. 
Transportation Alternatives as a registered lobbying org has a single minded view of 
what constitutes New York City transportation. Their approach has been to get as much 
implemented as possible with as little cooperation as necessary and make it as difficult 
as possible to undue the changes. 
  
Given the dangerous conditions for pedestrians and fellow cyclists it would be prudent 
to place a slow done on the implementation and conduct a study. Have a cooperative 
task force that makes decisions. Build a more responsible bike culture. This was 
recommended 
by a 2003 study done by NYU. A call for a task force by the office of the Comptroller in  
2009 was ignored by Trans Alt and the Dept of Transportation then headed by Sadik 
Khan. 
Policy Director then John Orcutt. 
  
Clearly the NYPD needs to be encouraged to perform more consistent enforcement. 
Motorized 
bikes are a real danger. But Citibikes would benefit from an environmental impact study. 
Requiring 
the use of helmets.Witness a recent lawsuit where a Citibike renter wore no helmet. 
Suffered brain 
damage and won a judgement against the city."You can't have it both ways." This 
provided a 
badly needed element of rationality. 



  
The public has been victimized. Especially pedestrians. It would seem that a time out is 
in order. 
Time to approach the Citibike system deliberately. Without blinders. Without zealotry. 
  
Thank you for considering my ;point of view. 
  
Sincerely, 
  
Jack Brown 
Coalition Against Rogue Riding 
 



Cristina Furlong- Make Queens Safer 
Testimony to City Council 
November 28th, 2016 
@makequeenssafer 
917-251-0024 
 
I am a founder of a group that advocates for safe streets for cyclists and pedestrians 
in the borough of Queens. 2.5 million people, of all economic backgrounds- we 
support safe streets by amplifying the voices of those who are concerned, and by 
keeping safe streets issues in the forefront with our elected officials, and by 
attracting reporters and news outlets to the myriad issues of cyclists, school 
children and mass transit commuters.  
 
Expanding Citibike in Queens can have a real and positive impact on all of the above 
concerns.  
 
My neighbors and colleagues have created a network of biking groups in our 
borough that includes 10 distinct groups- including bike lane advocates, cycling 
enthusiasts, commuting cyclists and working cyclists like myself.  I have biked as a 
primary and year round source of transportation in NYC since 1989, and spent the 
last 8 years as a bike tour guide in 4 boroughs.  
 
The diversity of my borough, Queens is also something that encourages the diversity 
of biking events-  
 
A Jazz tour, a Santa Ride, a Halloween ride, a Women’s introduction to cycling, A 
middle school de-stressor ride for kids taking state tests, A food tour, tours of the 
Motor Parkway East, and many more. I’ve even been on a Citibike tour of Queens 
Boulevard for out of town participants of a transportation forum.  The last time I 
saw Citibike in Western Queens, it was two cyclists on their way to the U.S. Open. 
Though happy to see them biking from Manhattan out to this tremendous event, I 
had the sad role of telling them- there’s no Citibike dock at Flushing Meadows, you 
have to bike back to LIC and take the train!  
 
We’ve had a family biking forum, with our partners at LaGuardia Community College 
and attended many DOT outreach events around the borough and can assure you 
that there is a desire to have better and safer biking options in all parts of Queens.  
 
Yesterday, in Manhattan, I almost fell off my own bike upon discovering a bike route 
striped on second avenue in the high 60’s north of Queens Borough Bridge. This 
district, represented by Ben Kallos has suffered an inordinate amount of traffic 
violence, and as we in traffic safety know- bike lanes contribute to safer driving.  
And Citibike knows that too. These new lanes on the upper-east-side have come 
with Citibike expansion in that neighborhood.  
 
 



It is an indignity for our residents to pay the high cost of mass transit that fails us 
over and over again, weekend service disruptions, local trains running on express 
tracks, incessant waiting on platforms causing unanticipated lateness to work and 
obligations and queues for busses that are blocks long during morning and evening 
commutes.  
 
I can promise you that I understand cycling both in NYC and in Queens. I also 
understand the opinions of our elected officials, residents and community boards 
who, despite often heated arguments on the topic, have increasingly supported the 
expansion of bike lanes in every single neighborhood. 
 
 
We want the same for Queens. I ask that you consider this expansion for our hard 
working and transit starved residents as a quality of life improvement at a time 
when development, zoning, and fare hikes force many workers and families to 
tighten their transit budgets for errands, shopping, recreation and participation in 
community events. The $11 round trip for 2 to an event is figured into many family 
budgets. So, I’d love to see Citibike in the following neighborhoods. 
Flushing-  
Look at Main St at the LIRR bridge. There are hundreds of bikes parked there. 
Having bike share in Flushing would really enhance the quality of life for what is 
becoming one of the densest communities in the city outside Manhattan. 
 
Queens Blvd- our pride in this 7 mile protected bike lane is not just as a statement 
to Vision Zero, but also a very viable fast, safe and efficient means of transportation, 
not just to and from Manhattan but criss-crossing the borough. 
 
Forest Hills- With its tremendous amount of foot traffic and people on short 
errands, needlessly driving, Citibike would alleviate the horrendous weekend 
conditions around Austin St and beyond.  
 
Jamaica- Who in this room doesn’t have Jamaica in their sites as one of the next big 
cultural hubs of the city? Who hasn’t seen the real estate values and development 
increase drastically? People from all over the borough crowd it’s streets heading to 
it’s libraries, universities and incredible shopping districts.  
 
Finally, here’s a little picture of the economic impact Citibike could have on families 
like mine.  
 
My husband and I bike commute to work, doctors appointments, family events and 
even as an event itself- taking our son for weekend rides from our home in 
Elmhurst/Jackson Heights as far away as York College in Jamaica, Rockaway Beach, 
Bayside Marina and of course, Long Island City and Astoria and just about every 
street in between. We’ve done this safety for 10 years from this outpost in Queens.  
 
Recently, I had to do a $150 repair on my bike. That’s when I realized that this is my 



form of transportation as much as a motor vehicle operator would begrudge a trip 
to the body shop. For those who can’t afford the regular maintenance of a personal 
bike, Citibike further provides affordable access to transit options.  
 
But as transportation alone, we figure we save about $5,000 a year on commutes to 
work alone. This reflects approximately 8% of our family income.  Many in our 
borough earn less and spend more on transportation. I invite you to view our 
instagram, #bikingqueensny for a clear look at who is biking our borough.  
 
As the wage gap and and cost of living continues to balloon out of control for our 
residents, I ask you to please consider Citibike for all of these circumstances.  
 
 

  



To Whom It May Concern, 

 

I am writing in support of Councilmember Ydanis Rodriguez's effort to expand the existing 

Citibike bike share program into more neighborhoods in the city.  As a fellow resident of 

Inwood, I share the councilmember's sense that our neighborhood could benefit greatly from 

inclusion in the program and feel that many of the communities who could make best use of a 

bike share service are currently left out of the program. 

 

Inwood struggles with many congestion-related problems.  These include both quality of life 

issues (like noise and disrupted bus service) and health issues (reckless drivers at dangerous 

intersections, high levels of childhood asthma).  Citibike could help alleviate these problems by 

providing a transportation alternative for medium-distance trips within the neighborhood and 

providing increased incentives for bike commuting in a neighborhood that conveniently connects 

to the Manhattan Waterfront Greenway at both ends of Dyckman Street.  While Inwood is 

relatively well-served by the subway, its streetscape is different from much of Manhattan and the 

distance between commercial areas is greater.  Citibike could provide a great service to residents 

who currently feel cut off from the main commercial zones of the neighborhood (including 

NYCHA residents in Dyckman Houses, which until recently had no connections to local bus 

service at all) and could lead to enhanced community cohesion and greater support for local 

merchants and small businesses. 

 

Generally speaking, it seems like many of the residents who could make best use of a bike share 

program have been excluded from the Citibike system.  Residents of communities near the ends 

of subway lines could benefit tremendously by connecting to subway stations via Citibike-- the 

difference between a twenty minute walk to the subway and a bike ride of ten minutes or less can 

be profound and could very well bolster MTA use by residents of less central 

neighborhoods.  These very same neighborhoods also tend to have commercial districts that are 

less immediately convenient than in central Manhattan, and the medium-length trips required by 

many residents to do their normal errands could be facilitated by the Citibike system in a way 

that is more essential than for many residents in the densely packed, commercially rich areas that 

Citibike currently serves.  

 

Instead of viewing the Citibike system primarily as a tourist attraction or plaything of the 

wealthy, we should take the lead of other international cities and focus on its potential for public 

benefit as a viable transportation option that has the capacity to improve health, reduce 

congestion, facilitate convenience, and strengthen community ties in neighborhoods across the 

city. 

 

Thank you, 

 

>David Friend 

Inwood  

 



 
Subject: Citi Bike Testimonial 
 

Hi, 

 

I am submitting testimony regarding the November 28th Committee on 

Transportation hearing. 

 

I work in the HR Department at Percolate, a marketing software company with 

offices in New York, San Francisco, Miami and London. One of our most widely 

used benefits in the NYC office is a free membership to Citi Bike. We have always 

been a wellness focused organization, which is a large part of why we signed up 

with Citi Bike in the first place. We believed it would be a great way for 

employees to get to work in a timely fashion, while getting some exercise in as 

well. We've heard employees tell their friends about how great of a benefit it is, 

and employees that live in similar parts of the city even bike home together 

sometimes. All in all, it's been a great benefit for Percolate employees, and it's one 

that we anticipate continuing in the future.  

 

Thanks and please reach out if you have any questions. 

 

 

 

McKenna Vanderbeek 

Jr. HR Generalist 

Get inspired. See what's new on the Percolate blog: blog.percolate.com 

 

https://blog.percolate.com/


Subject: Testimony - Department of Transportation Community Hearing 11/28 (Citi Bike) 
 

My name is Anthony Rosado Jr. and below are the main points of my testimony from November 
28th's  City Council hearing regarding the future of Citi Bike. . 
 
+With the help of Citi Bike and its newest program Citi Bike for Youth, these bikes have been 
made available for youth who otherwise may not be able to afford it. 
 
+My name is Anthony g. Rosado Jr. and I am the Administrator of Counseling at the Goddard 
Riverside Options Center. We are a non-profit that helps students and adults from low-income, 
first-generation homes navigate the complicated and multi-step college process. In addition, we 
inform our students of any and all city events, resources, talks, programs, internships, 
employment opportunities, or trips that occur in the city for them to utilize. Citi Bike for Youth 
was one of them.  
 
+Right when Citi Bike reached out to us, many of our interested students told me stories of how 
they've always wanted Citi Bikes because they see them all over the city. They thought they 
were cool, but were afraid they wouldn't be able to afford this, for them, a luxury nor knew 
how to even go about obtaining one - thinking they'd need a smartphone or to be a member of 
Citi Bank.  
Therefore, many students shied away from ever obtaining a membership on their own; but 
jumped at the opportunity of the program when it came available 
 
+Citi Bike not only offered the membership, but provided a Bike Safety class through Motivate 
AND provided all students with helmets and information about bike paths. With the city 
incorporating more and more bike lanes constantly, educating individuals, especially youth who 
Bike quite often, is becoming significant in teaching about road safety, laws, and rights as well 
as right of way. Many of my students,  and myself, had never taken a bike safety class before 
then. Not only were students able to take advantage of this opportunity, but staff, including 
myself, got to take part so as long as they fit in the age range. 
 
+ Since that class and the start of their membership, I have heard stories of students doing all 
these things they never done before. Three students got together and toured all of Central Park 
- something they had never done in the 17 years they had been living in New York City. One of 
those same students uses it to get to Options for appointments and workshops. Personally, I 
use it to travel within the city if the subway is too crowded or if I do not have my bike from 
Brooklyn.  
 
+Citi Bike for Youth has done quite more than just giving kids free bikes. It allows many low-
income youth to close the social gap and anxiety they may feel between the older, working 
individuals who may normally have Citi Bike. It provides them with the means to explore 
neighborhoods they may not have normally explored such as Bed-Stuy, Gowanus, Chelsea, and 
downtown just to name a few. It awards the students an overall sense of confidence as well as 
confidence on the road. Lastly, it gives them a bit more independence and responsibility - 



further reaching Options' own goal of preparing them for college. 
 
+Citi Bike has become its own identity in NYC! No New Yorker can walk around most of NYC 
without seeing a Citi Bike. They have become as commonplace and key in NYC's identity as the 
subway and yellow taxi cabs. Speaking of the subway, Citi Bike is a great, economic, and 
healthier alternative to the subway system - that seems more and more crowded and delayed 
everyday. Citi Bike in New York shows that we are with the times and are keeping up with other 
major international cities that have implemented a Bike share system such as Paris and London. 
Citi Bike helps people explore and do things they may not normally do, go places they may not 
normally go, and meet people they may not normally meet. (GIVE POKÉMON GO EXAMPLE IF 
THERES TIME).  
 
++Citi Bike is now a part of New York City, there is little to deny this. If there are things we 
should be discussing today, it is how Citi Bike can expand to other neighborhoods in Queens 
and Brooklyn. In addition, we should be supporting and initiating systems and programs that 
continue to give students, youth workers, and low-income families free or low-cost 
memberships to Citi Bike. I know may students who just now know about the Citi Bike for Youth 
program and are already asking when is the next time they can sign up. Next steps must involve 
figuring out how we can expand and bring this to many and all New Yorkers in order to keep 
NYC the constantly developing, inclusive, and progressive metropolis we New Yorkers know it 
can be.  
 
Anthony Rosado Jr. 
Administrative Coordinator for Counseling 
 
Goddard Riverside Options Center 
352 W. 110th Street - Storefront 
New York, NY 10025 
Phone: 212.678.4667 
Alt: 646.758.6550 
Fax: 646.758.6556 
 
 
 

http://www.goddard.org/page/options-college-counseling-114.html



































