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	My question of interest is currently: How can New York City most effectively facilitate an increase in bicycle use and thus increase the sustainability of its transportation? To address this question, I have reviewed New York City Department of Planning’s 1997 Bicycle Master Plan, the City’s most current and comprehensive document discussing bicycle use within city limits. Some of the priorities that this plan outlined were encouraging bicycle use through the implementation of a variety of social programs, increasing on-street bicycle lanes, building secure parking facilities for bicycles, and developing infrastructure (particularly passage on bridges) to allow easy movement for cyclists between the five boroughs. Further, the report detailed means of facilitating the use of bicycles in conjunction with mass transit systems, expanding its Greenway system, and educating the public, particularly children, about bicycle safety.
	I reviewed a variety of papers detailing cases studies, stated preference studies, and a collection of other types of papers that were informative of best current practices regarding the implementation of bicycle use from a planning point of view.	
	A number of the papers I examined obtained data using stated preference methods to answer questions about what factors most heavily influenced the decisions of people to use bicycles for commuting or other purposes. Tilahun et al. (2007) find that users are willing to pay the highest price for designated bike-lanes, followed by absence of parking on the street and finally by taking a bike lane facility off road. Sener et al. (2009) as well found that bicyclists prefer routes with no parking, then routes with angled parking, and prefer rides with continuous biking facilities, lower traffic volume, lower vehicle speeds. Steg and Gifford (2005) found that people are most strongly opposed to changes that could increase the sustainability of transportation when they believe that these changes will result in a decrease in their quality of life. 
The majority of the papers I reviewed consisted of case studies of specific areas intended to reveal the effectiveness of certain policies regarding bicycling infrastructure or the effects of certain environmental factors on bicycle use decisions. Moudon et al. (2005), Hunt and Abraham (2006), and Rietveld (2004) note that policy and intervention programs could increase levels of cycling by improving actual and perceived environmental conditions, particularly as they relate to cyclist safety. However, Krizek (2004) notes that while considerable research supports this finding, there is little conclusive evidence to suggest that those facilities commonly created to increase cyclist safety actually do so. Hanson and Young (2006) and Batterbury (2003) find that it can be quite effective for activists to pressure elected officials to select transportation managers that see sustainable transportation/bikeways as crucial to overall transportation systems. One more crucial finding is that people are typically more inclined to walk rather than use bus systems or cycle, so it may be beneficial to maintain and/or improve pedestrian infrastructures along with bicycling facilities (Sungyop (2008)). Finally multiple papers note that congestion charging and parking regulations can have significant impacts on automobile use on short trips, regardless of the presence of other infrastructures (Sungyop (2008), Krizek (2004)). 
I reviewed an assortment of bicycle related journal articles, and found various items of note. Cherry et al. (2009) examined the environmental impacts of electric bicycles, which are quite prevalent in China, and could possibility entice people who would not otherwise use bicycling infrastructures to do so. It was found that electric bicycle use has more negative environmental effects than walking or bicycling, similar effects (in magnitude) to bus use, but effects several times lower than transportation by automobile or motorcycle. Rashad (2007) discussed the health related benefits of cycling, and presented estimated monetary benefits (due to reduced obesity levels) to various levels of increased cycling in the US, along with suggestions as to how such increases in cycling could be induced. Chang and Chen (2009) found that senior Taiwanese governmental officials believe that providing better public transportation services is more practicable than limiting private car use by increasing usage costs. An unknown fraction of US policymakers may share this sentiment; if they do, then to avoid angering the public, they would be inclined to implement options such as building friendlier walking and bicycling environments. 
In a review of a ‘bike to work’ event in Australia, Rose and Marfurt (2007) found that 27% of those who rode to work for the first time in such an event were still riding to work five months after the event. As well, over 4/5ths of first time event goers found that the event had a positive influence on their readiness to ride to work. This suggests that such social initiatives may be quite effective in encouraging bicycle use. In a similar vein, Blickstein and Hanson (2001) found that ‘Critical Mass’ events, which are typically monthly rush hour mass bike rides through major cities such as New York City or San Francisco, encourage dialogue about the role of bicycle use in American cities at the events themselves and by spurring discussion on the internet. They found that such events have the ability to influence local, regional, and global problems as well as motivate changes in the behavior of city planners. As well, Rietveld and Daniel (2004) in a study of Dutch provinces found that the cultural traditions of different groups has an influence on their likelihood to use a bicycle as a means of transportation, which reinforces the notion that education could play an important role in increasing bicycle use. 
Sener et al. (2009) note that commuter bicyclists can be attracted by reducing travel time, and that non-commuter bicyclists can be encouraged by providing routes along roadways with moderate hills. On a related note, Farrell (2009) notes in a recent NY Times article that some bicycle infrastructure designers would like to see ‘bike freeways’ constructed throughout certain areas of New York City, noting that they would encourage cycling for fitness by providing less interrupted passageways for cyclists, as well as for transportation, by reducing travel times. He also notes that another popular project idea is that of turning Broadway into a Greenway, and yet another is encouraging cycling to school for children, with the supervision of adult chaperones.
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