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Abstract
Incorporating bicycle lifestyles into design bears unused potentials for policy makers and urban designers to 
re-structure future cityscapes. In this paper we examine contemporary bicycle lifestyles in Beijing, China to 
show their role in creating urban livability by servicing urban communities in a culturally diverse, socially 
valuable and environmentally benign way. We present the results of on-site surveys obtained in and around 
Beijing’s DongCheng district which investigated livelihoods organized around the bicycle. We present 
structural, social and economical traits for bicycle livelihoods with an emphasis on bicycle repair stations 
as an essential element of Beijing’s bicycle culture. We discuss the bicycle’s role as a catalyst for urban 
OLYDELOLW\��ÀH[LELOLW\�RI�ELF\FOH�VHUYLFHV��FOXVWHULQJ�RI�ELF\FOH�VHUYLFHV�ZLWKLQ�WKH�FLW\VFDSH��SURFHVVHV�RI�
urbanism by individuals, importance of bicycle infrastructure and contemporary erosion of the bicycle culture 
in Beijing. We conclude that bicycle-based retail and service needs to be supported by policy makers and 
urban designers in order to realize its full potential for benign urban development. We therefore put forward 
VSHFL¿F�VXJJHVWLRQV�IRU�ERWK��SROLF\�PDNHUV�DQG�XUEDQ�GHVLJQHUV��
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1. Introduction
Cycling is increasingly being promoted by urban 

designers and policy makers because of reasons such 
DV� WUDI¿F� FRQJHVWLRQ�� HQYLURQPHQWDO� FRQVHUYDWLRQ��
KHDOWK�EHQH¿WV�DQG�XUEDQ�OLYHDELOLW\�>�@��8UEDQ�GHVLJQ�
FDQ�HIIHFWLYHO\�LQÀXHQFH�SHRSOH¶V�WUDYHO�EHKDYLRUV�DQG�
GHPDQG�IRU�FHUWDLQ�W\SHV�RI�PRELOLW\�>�@��$�VKLIW�IURP�
PRWRUL]HG� YHKLFOHV� WRZDUGV� ELF\FOHV� FDQ� VLJQL¿FDQWO\�
reduce the greenhouse gas (GHG) footprint of personal 
PRELOLW\�>�@�DQG�LQ�HTXDO�PHDVXUH��FRXQWHUDFW�ULVLQJ�DLU�
pollution and GHG emissions. Lifestyles integrating 
pedal-powered mobility may therefore be called 
lifestyles of low-carbon intensity. 

The development of a functioning bicycle 
LQIUDVWUXFWXUH� LV� FRVW�HIIHFWLYH� >�@� GXH� WR� DQ� LQFUHDVH�
LQ� SRSXODWLRQ� KHDOWK� >�@�� $� VKLIW� WRZDUGV� SROLFLHV�
promoting bicycle use rather than car use can - on a city 
VFDOH���DOWHU�WKH�XVH�RI�SXEOLF�VSDFH�DQG�UDLVH�WKH�TXDOLW\�
RI�XUEDQ�OLIH�>�@��7KLV�ZDV�GHPRQVWUDWHG�LQ�&RSHQKDJHQ��
Denmark, where urban development policies and 
endogenous dynamics within the cycling community 
FUHDWHG� D� FLW\�VSHFL¿F� ELF\FOH� FXOWXUH�� UHSUHVHQWHG� LQ�
cycling infrastructure, practices, policies, organizations 
DQG�VXEFXOWXUHV�>�@��,QYHVWLQJ�LQ�XUEDQ�ELF\FOH�FXOWXUH�LV�

therefore a promising strategy to improve environmental 
performance, social life and cultural diversity in cities 
while at the same time engaging residents in a healthy 
DPRXQW�RI�SK\VLFDO�DFWLYLW\��%HFDXVH�RI�VXFK�EHQH¿WV��
city governments worldwide are nowadays increasingly 
VXSSRUWLQJ�WKH�XVH�RI�ELF\FOHV�>�@��

This international trend is contrasted by the current 
erosion of bicycle culture in a previous ‘bicycle 
heaven’, the city of Beijing, China, where rapid 
urbanization is jeopardizing a once well functioning 
bicycle culture. Since the 1950’s modernization 
of the City has been a high priority for the Beijing 
*RYHUQPHQW�ZKLFK�ZDV�UHÀHFWHG�LQ�SROLFLHV�VXSSRUWLQJ�
the use of cars for personal mobility. In Beijing, bicycle 
XVH� IRU� WUDQVSRUWDWLRQ�KDV�EHHQ�VLJQL¿FDQWO\�VKULQNLQJ�
ZLWK�D�GURS�IURP����WR������EHWZHHQ������DQG������
>�@�� ,Q������ FDUV� VXUSDVVHG�ELNHV� IRU� WKH�¿UVW� WLPH� DV�
PRVW�IUHTXHQW�PRGH�RI�WUDQVSRUWDWLRQ�LQ�%HLMLQJ�>�@��,W�
is important to note that modal split of bicycle use in 
%HLMLQJ�LV�ZLWK�������¿JXUH�IRU�������VWLOO�FRPSDUDEOH�
to the modal split of the European urban bicycle role-
PRGHO�&RSHQKDJHQ��ZKHUH������RI�WULSV�DUH�XQGHUWDNHQ�
RQ�ELNHV�>�@��5HDVRQV�IRU�WKLV�VWLOO�FRQVLGHUDEOH�ELF\FOH�
XVH�DUH�WKDW�F\FOLQJ�LV�WKH�PRVW�HI¿FLHQW�DQG�DIIRUGDEOH�
mode of transport in Chinese cities which often 
DFFRPPRGDWH� F\FOLQJ� ZLWK� ÀDW� WRSRJUDSK\� DQG� PLOG�
FOLPDWH� >��@��&XUUHQWO\�� WKH� FRQÀLFW� EHWZHHQ� WUDGLWLRQ�
and modernization leaves Chinese bicycle culture at 
the crossroads where bicycle use may further diminish, 
stagnate or again grow. 
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The NGO ‘Smarter than Car’ is closely following 
this development in Beijing and chose to engage in 
research projects at this decisive point in time. After 
KHDY\� WUDI¿F� MDPPHG�%HLMLQJ�RYHU� WKH�SDVW���PRQWKV��
the municipal government of Beijing released in 2011 a 
��\HDU�DFWLRQ�SODQ�WR�FRPEDW�WUDI¿F�FRQJHVWLRQ�>��@��7KH�
plan includes limiting the number of new car licenses 
to 240,000 in 2011, and installing 1,000 bicycle rental 
spots with 50,000 bikes near transportation hubs. This 
may be a starting point for more bicycle-supportive 
SROLFLHV� LQ� %HLMLQJ� ZKLFK� FDQ� KHOS� WR� DYRLG� WUDI¿F�
FRQJHVWLRQ� >��@�� OHDG� WR� LQFUHDVHG� XUEDQ� OLYDELOLW\�
and provide low-carbon transport services. Moreover, 
comprehensive strategies incorporating non-motorized 
transport will (again) become important as current 
transportation in China may encounter problems of 
HQHUJ\�VXSSO\�LQ�WKH�QHDU�IXWXUH�>��@��6XSSRUWLQJ�QRQ�
motorized transportation can be a cost-effective urban 
development strategy as soaring car use is currently 
leading to high external costs in terms of public health, 
building deterioration and crop losses in and around 
%HLMLQJ�>�@��
,Q� WKLV� SDSHU� ZH� GHVFULEH� SRVVLEOH� IXUWKHU� EHQH¿WV�

of a functioning bicycle culture which are relevant to 
designers and policy makers engaged in shaping urban 
IXWXUHV�ZRUOGZLGH��%LF\FOH�FXOWXUH�FDQ��DW�OHDVW��IXO¿OO�
WZR�IXQFWLRQV�LQ�FLWLHV��HI¿FLHQW�SHUVRQDO�PRELOLW\�DQG�
provision of services in urban areas. Urban services 
such as vending of retail items, transport services or 
specialized services can be organized on bicycles to 
service the cityscape in a spontaneous and adaptive 
way and represent a bicycle-based economic livelihood 
within urban areas. A community of pedal-powered 
servicemen can supply urban populations reacting 
swiftly to changing urban conditions, thereby creating 
a lively and diverse cityscape. 

In this paper we aim at providing previously untapped 
knowledge about a bicycle-based service culture in 
Beijing to allow policy makers, urban planners and 
architects in China and globally to design more bicycle-
friendly future cities. We focus on (I) urban livelihoods 
in Beijing, China, which employ the bicycle to service 
communities and (II) the role of bicycle repair stations 
(BRS) in maintaining the functioning of the overall 
bicycle culture. We aim at understanding the diversity 
of urban service functions provided by Beijing’s 
bicycle culture and its integration into the urban layout 
of contemporary Beijing. We hypothesize that bicycle 
lifestyles bear unused potentials for policy makers and 
urban designers to restructure cityscapes in a cultural 
and environmental benign way.

2. Methodology
The study area was DongCheng district and 

surroundings in central Beijing. The core study area is 
DQ�DSSUR[LPDWHO\�����E\�����PHWHU�VL]HG�XUEDQ�EORFN�
with traditional Hutong structure which is bounded 
by arterial roads and to the north located adjacent to 

%HLMLQJ¶V�VHFRQG�ULQJ�URDG��¿JXUH�����7KH�VWUHHWV�LQVLGH�
the urban block are primarily local and suited to slow 
PRYLQJ� WUDI¿F� DQG� WR� DFFRPPRGDWH� SHGHVWULDQ� DQG�
bicycle movement. 

:H� IRFXVHG� RXU� ¿HOG� UHVHDUFK� RQ� ELF\FOH�EDVHG�
activities (livelihoods) such as vending, transport or 
VSHFL¿HG�VHUYLFHV��$V�D�VSHFL¿F�ELF\FOH�UHODWHG��VPDOO�
scale infrastructure we surveyed bicycle repair stations 
(BRS). 

On-site surveys were conducted on bike between 
autumn 2010 and March 2011. We used a digital pocket 
camera with high resolution and a camera hidden in a 
bicycle to document observations. The hidden camera 
was essential as bicycle-based small scale commerce 
and services in Beijing are operating in a gray zone 
because small scale commerce on the bike is illegal in 
Beijing. 
,PDJHV�ZHUH�FROOHFWHG��VFUHHQHG�IRU�TXDOLW\�DQG�WKHQ�

selected depending on image content as relevant to the 
UHVHDUFK� WRSLF��:H� WKHQ� FODVVL¿HG� LPDJHV� DVVHPEOLQJ�
batches relating to bicycle livelihoods and BRS. 
Excel spreadsheets were used to register the extracted 
LQIRUPDWLRQ� IURP� RQVLWH� VXUYH\V�� ,Q� WKHVH� ¿OHV� ZH�
horizontally aligned various urban situations; vertical 
FROXPQV�ZHUH�XVHG�WR�UHJLVWHU�VSHFL¿F�WUDLWV�RI�WKH�VLQJOH�
observations in terms of urban context, physical layout, 
social structure and economical traits. 

Figure 1: Localized bicycle livelihoods within the 
DongCheng sample superblock. The map shows 
the locations of different bicycle livelihoods: mobile 
business (pink), transport and delivery (yellow), 
mobile craft service (blue), rickshaw for elderly 
(orange), mobile craft and retail (red) and street 
cleaning as well as recycling services (brown).  
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We then clustered observations of reoccurring traits 
to form classes and typologies of bicycle livelihoods 
and BRS which we then analyzed according to urban 
context, physical layout, demographics of operators and 
economical structure. 

3. Results
A total 63 different bicycle livelihoods were observed 

around Beijing’s DongCheng District. Numbers in 
the paragraph below give the percentage of total 
observations. 

Bicycle livelihoods are almost exclusively operations 
RI�LQGLYLGXDOV�������DQG�PRVWO\�RUJDQL]HG�ZLWK�WULF\FOHV�
������RU� FRQYHQWLRQDO� ELF\FOHV� �������7KH� HVWLPDWHG�
age of the operators was to one third between 20 and 
���\HDUV��������WR������EHWZHHQ����DQG����\HDUV�DQG�
IRU�D�SHUFHQWDJH�RI�����RYHU����\HDUV��7KH�JHQGHU�RI�
RSHUDWRUV�REVHUYHG�ZDV�PDLQO\�PDOH��������

Table 1 shows the diversity of goods sold, delivered 
and transported as well as the diversity of services 
provided by bicycle-based businesses and services. 

The biggest fraction of bicycle livelihoods were 
REVHUYHG� LQ� ROGHU� SDUWV� RI� GRZQWRZQ� %HLMLQJ� ������
FRPSDUHG�WR�PRUH�PRGHUQ�SDUWV�RI�%HLMLQJ��������:H�
mapped out the locations of bike livelihoods within 
the superblock in the study area DongCheng (Figure 
1). Services in relation to passengers are located at 
the fringe of, or on busy streets inside the superblock. 
Specialized retail and community services such as 
street cleaning were found more dispersed inside the 
superblock. 
:H� FODVVL¿HG� WKH� REVHUYHG� ELNH� OLYHOLKRRGV� LQWR�

PRELOH�EXVLQHVV��������WUDQVSRUW�DQG�GHOLYHU\�VHUYLFHV�
�������PRELOH� FUDIW� VHUYLFH� ������� ULFNVKDZ� VHUYLFHV�
IRU� HOGHUO\� ������� PRELOH� FUDIW� DQG� UHWDLO� ����� DQG�
VWUHHW�FOHDQLQJ�������¿JXUH�����

The percentages in the following paragraph give the 
percentage of total number of observations (n=25). 

$FFRUGLQJ� WR� WKH� VWUXFWXUDO� WUDLWV� LGHQWL¿HG� ZLWKLQ�
%56� ZH� FODVVL¿HG� WKHP� LQWR� WKUHH� EDVLF� W\SRORJLHV��
%56� EDVHG� RQ� D� FORVHW� ORFDWHG� DW� D� ¿[HG� ORFDWLRQ� LQ�
SXEOLF�VSDFH��������0RELOH�%56�PRXQWHG�RQ�WULF\FOHV�
������DQG�%56�VWUXFWXUDOO\�HPEHGGHG�LQ�EXLOGLQJV�DV�
URDGVLGH� VKRSV� ������� %56� RSHUDWRUV� RUJDQL]H� WKHLU�
business in different ways. Most specialize on bicycle 
UHSDLU��������RWKHUV�HLWKHU�VHOO�DGGLWLRQDO�JRRGV�������
RU� RIIHU� DQRWKHU�� DGGLWLRQDO� VHUYLFH� ������� VXFK� DV�
locksmith, shoe repair or laundry service (Figure 3). 
7KH� SK\VLFDO� OD\RXW� RI� LGHQWL¿HG� %56� DOZD\V�

LQFOXGHG�DQ�RXWGRRU�ZRUNLQJ�DUHD��������DSSURSULDWHG�
from public space. BRS were often located evenly on 
VWUHHW� OHYHO� ������� 7KH� IRRWSULQW� RI� %56� �LQFOXGLQJ�
RXWGRRU�ZRUNLQJ�DUHD��ZDV�IRXQG�DV�EHORZ��Pð��������
EHWZHHQ���DQG����Pð�������DQG�EHWZHHQ����DQG����Pð�
�������%56�ZHUH�RIWHQ�ORFDWHG�LQ�WUDI¿F�UHGXFHG�DUHDV�
on sidewalks or close to existing bicycle infrastructure 
(Table 2). 
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%56� IUHTXHQWO\� DWWDFK� WR� H[LVWLQJ� XUEDQ� VWUXFWXUH�
VXFK�DV�H[LVWLQJ�EXVLQHVVHV��������ZDOOV��������IHQFHV�
�������HOHFWULFLW\�SROHV��������RU�WUHHV��������,Q�VRPH�
cases, BRS directly adapt to the urban structure next 
WR�WKHP��:H�LGHQWL¿HG�PHFKDQLVPV�RI�ORFNLQJ�LQWR�WKH�
VWUHHW��������XVLQJ�EULFNV�RU�FRQFUHWH�EORFNV�DV�VWUXFWXUDO�
HOHPHQWV� ���� ��� RU� DGRSWLQJ� VWUHHW� GHPDUFDWLRQV� WR�
ERUGHU�WKH�%56���������7DEOH�����

DQ�HI¿FLHQW�ZD\�RI� VHUYLFLQJ� WKH�XUEDQ�SRSXODWLRQ�� ,Q�
WKLV�VHQVH��WKH�PDS�LQ�¿JXUH���UHSUHVHQWV�D�VQDSVKRW�IRU�
the temporary status of bicycle-based businesses within 
a certain area. For future studies we suggest mapping 
methods which capture and help understand temporal 
changes in relation to locations within the cityscape. 

The variety of bicycle livelihoods presented in 
¿JXUH���HFKRHV�VPDUW�EXVLQHVV�VWUDWHJLHV�RI�LQGLYLGXDOV�
realized at low investment costs (tricycle and a few 
auxiliaries) by employing the possibilities of public 
space. This smartness of operations was as well found 
for the diversity of business models within the BRS 
(Figure 3). Bicycle livelihoods can in this way act as 
VWUDWHJ\�IRU�SROLF\�PDNHUV�WR�VXSSRUW�HFRQRPLF�HTXLW\�
DQG�HTXDO�RSSRUWXQLWLHV�ZLWKLQ�XUEDQ�SRSXODWLRQV�>��@��

4.3. Clustering within the Cityscape 
Bicycle repair stations and pedal-powered services 

as well as small businesses often attach either to 
H[LVWLQJ� EXVLQHVVHV� RU� WR� VSHFL¿F�� KLJKO\� IUHTXHQWHG�
transportation hubs such as subway stations or bicycle 
thoroughfares (Figure 1 and Table 2). This clustering 
of activities occurs as well among bicycle services 
over time as for example vendors create a temporary 
µXUEDQ�PDUNHW¶�DW�D�VSHFL¿F�SODFH�ZKLFK�RIIHUV�D�UDQJH�
of products, services and food sales. Bicycle livelihoods 
thereby provide a very convenient and adapted service 
IRU�WKH�UHVLGHQWV�RI�D�FLW\�ZKLFK�DGGV�XS�WR�WKH�TXDOLW\�
of urban life by creating a diverse and continuously 
changing array of temporarily clustered service and 
retail options. 

4.4. Urbanism by Individuals
As bicycle livelihoods exclusively take place in open 

space we observed mechanisms of how operators of 
bicycle-based businesses and services appropriate and 
change urban open space over time. The process of 
attachment was observed for BRS which were found 
close to existing businesses, electricity poles, fences or 
walls. These temporary operations in public space can 

4. Discussion
4.1. Catalysts for Urban Liveability
The retail items and goods delivered and transported 

show the diverse range of services within the study 
area which are successfully organized by means of low 
carbon mobility (Table 1). Small scale bicycle based 
businesses are servicing communities in an individual 
and specialized way as almost all businesses found were 
LQGLYLGXDOO\�RUJDQL]HG��������7KH�ELF\FOH� OLYHOLKRRGV�
found in this study thereby create urban livability by 
servicing the community in an environmentally and 
socially benign way. This demonstrates the potential 
to organize the supply for urban communities based 
on bicycle, underlining potentials for urban designers 
to consider pedal-powered services in their designs. 
The greatest part of services is organized with tricycle, 
UHÀHFWLQJ�WKDW�SODQQHUV�DQG�SROLF\�PDNHUV�PD\�H[WHQG�
their understanding of bikes for this category of vehicle. 
We suggest the potential to creatively service the city 
by means of bicycle (and tricycle) which seems at this 
point greatly underestimated by urban designers and 
policy-makers. 

4.2. Flexibility of Bicycle Services
The low redundancy of retail items and goods 

delivered points towards a high specialization of 
small-scale bicycle-based businesses (Table 1). In this 
context, it is important to understand that bicycle-based 
businesses are foremost mobile and constantly moving 
across the city to follow a market changing during the 
day. Bicycle-based retail and service therefore represent 
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Figure 2: Types of observed bicycle livelihoods. 
Percentages represent the incidence of bicycle 
livelihood within the studied sample (n = 63). 

�

Figure 3: Economic organization of bicycle repair 
stations (BRS). Percentages represent the incidence 
of types of BRS within the studied sample (n = 25).
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become more permanent and physically manifested as 
we observed in certain adaptations of urban structure 
�7DEOH�����2SHUDWRUV�ZRXOG�IRU�H[DPSOH�VWDUW�WR�FRQ¿QH�
their territory by using urban landmarks or concrete 
blocks to demark their workspaces (sized between 5 
and 15m²) as opposed to public space. In some cases 
the operators of BRS started to solidify their activities 
RQ�D� VSHFL¿F� VSRW�E\� ORFNLQJ�D�FORVHW�RQWR�D� IHQFH�RU�
demarking their space overnight with bicycles tied 
together. One BRS even adopted an electricity pole to 
build a sunshade. 

The bicycle repair stations and other bicycle 
based businesses are an example of how a cityscape 
can be appropriated, adapted and changed over 
time by individuals who identify themselves with 
certain locations in public space. We believe that this 
phenomenon of stewardship for urban space points 
out potentials for urban designers to employ and 
support self-organizing capacities of urban populations. 
Regarding the support of pedal-powered retail and 
service, it may be important to provide urban structures 
which can readily be adapted by operators of pedal-
SRZHUHG� EXVLQHVVHV�� ,Q� VXEVHTXHQW� UHVHDUFK� ZH� DLP�
at identifying traits for such infrastructure and open 
spaces. 

4.5. Importance of Bicycle Infrastructure
The case of bicycle repair stations (BRS) is an 

essential and traditional element of a functioning bicycle 
culture in Beijing. We interpret the variety of business 
models found within the BRS (Figure 3) and typologies 
represented as an indication of a strong demand for 
these services. Furthermore, BRS showed a certain 
DI¿QLW\� WR� H[LVWLQJ�� ELNH� UHODWHG� LQIUDVWUXFWXUHV� �7DEOH�
��� UHÀHFWLQJ� WKDW� XUEDQ� GHVLJQHUV� PD\� LQFOXGH� VXFK�
small scale infrastructure into future urban planning and 
GHVLJQ�>��@��

The diversity of business models within the BRS 
(Figure 2) and the multitude of social interactions found 
at the BRS let us assert that BRS are not only vital for 

a functioning bicycle culture, but are as well important 
elements in the social fabric of the community. We put 
IRUZDUG�WKDW�%56���DV�D�VSHFL¿FDOO\�DGDSWHG�W\SRORJ\�RI�
public service in open space - bear unused potentials to 
support bicycle cultures (and urban life) in other parts 
of the world as well. 

4.6. Supporting a Threatened Bicycle Culture
Despite the abovementioned advantages of bicycle-

based businesses and services there is evidence that 
this valuable culture is in decline in Beijing. Firstly, the 
illegal character of bicycle-based operations makes it 
GLI¿FXOW�IRU�LQGLYLGXDOV�WR�IXOO\�SOD\�RXW�WKH�SRWHQWLDOV�
of their businesses. Secondly, operators of bicycle-
based businesses and services were mostly older than 
40 years. Thirdly, many bikes used for small scale 
businesses were found to be old and ill maintained. This 
leads us to exert that the bicycle livelihoods observed 
are rather remnants of an already peaked bicycle culture 
than witness of a currently vibrant bicycle culture. 

Furthermore, bicycle livelihoods were mostly found 
LQ�WKH�WUDGLWLRQDO�FLW\VFDSH�RI�%HLMLQJ��ZKLFK�PD\�UHÀHFW�
that bicycle livelihoods are more abundant in these 
urban areas where less competition from motorized 
transportation occurs. China’s rapid urbanization may 
HQKDQFH�WKH�XVH�RI�PRWRUL]HG�WUDQVSRUW�>�@�DQG�IXUWKHU�
minimize the diversity of individualized bicycle-based 
services within Beijing. We therefore see a need to 
further study Chinese bicycle culture in Beijing and 
other Chinese cities before it dissolves even further. 
Additionally, there is an apparent need for bicycle-
supporting policies if Beijing decides to maintain its 
EHQLJQ�ELF\FOH�FXOWXUH��5DWKHU� WKDQ�UHÀHFWLQJ�:HVWHUQ�
policy-models, such policies ought to be well-adapted to 
WKH�VSHFL¿F�&KLQHVH�FRQWH[W�>��@��ZKLFK�ZDV�GHVFULEHG�
in this study and possible future work.

5. Conclusions
In this paper we showed examples of an eroding 

bicycle culture in Beijing, China, which manages to 
service the population of more traditional urban areas 
in an individualized and environmentally friendly way 
ZKLOH� EHLQJ� DEOH� WR� VLJQL¿FDQWO\� FRQWULEXWH� WR� XUEDQ�
livability. We discussed that this bicycle culture is 
UHODWHG�WR�D�VSHFL¿F�XUEDQ�IRUP��DEOH�WR�DXWRQRPRXVO\�
adapt the cityscape in a creative way and worth to be 
VXSSRUWHG�E\�D�VSHFL¿F�SROLF\�IUDPHZRUN��

We conclude that the example of bicycle livelihoods 
in Beijing, China is a subject of great potential for 
further research and can be an interesting lesson for 
cultural exchange between East and West. We close 
ZLWK� SXWWLQJ� IRUZDUG� VSHFL¿F� UHFRPPHQGDWLRQV� IRU�
policy makers and urban designers to support such a 
bicycle culture for contributing to a sustainable urban 
development of Beijing and other cities. 

Policy makers in China (and elsewhere) can set the 
framework to make small scale bicycle-based businesses 
and services legal, stopping the marginalization of this 
culture and leading to new income opportunities with 

Figure 2: Types of observed bicycle livelihoods. 
Percentages represent the incidence of bicycle 
livelihood within the studied sample (n = 63). 
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Figure 3: Economic organization of bicycle repair 
stations (BRS). Percentages represent the incidence 
of types of BRS within the studied sample (n = 25).
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low entry thresholds in terms of initial investment. They 
as well can support the use of tricycles which showed 
a huge potential for servicing urban communities for 
a variety of functions. Chinese policy makers may 
thereby proudly embrace the potentials of a diverse and 
functioning bicycle culture to create culturally vibrant 
and environmentally as well as economically sustainable 
FLWLHV��7KLV�ZRXOG� DOORZ�&KLQD� WR� VKRZ�D� XQLTXH� DQG�
forward-thinking policy approach in terms of bicycle 
culture and allow China to build benign cityscapes by 
learning from the vibrant life in contemporary Chinese 
cities. 

Urban designers (as well represented by architects, 
urban planners and landscape architects) may learn 
from the multitude of businesses and services provided 
by bicycle-based operations and more creatively 
think about potentials to support such lifestyles. 
Such measures may be creating open spaces where 
temporary bicycle-based retail or service can take 
SODFH� DQG� IRUP� WHPSRUDU\� PDUNHWV�� 6SHFL¿F� ELF\FOH�
related infrastructure may be introduced to cities such 
as parking sheds for bicycles used for retail, transport 
RU� VHUYLFH��:LWKLQ� WKH� XUEDQ� IDEULF�� VSHFL¿F� ORFDWLRQV�
FDQ�EH�LGHQWL¿HG�DQG�GHVLJQHG�ZKHUH�FUDIW�VHUYLFHV�FDQ�
DWWDFK�WR�DQG�¿QG�DPHQLWLHV�QHHGHG�IRU�WKHLU�EXVLQHVVHV��
Not least, smart cities may provide soft infrastructure 
networks to connect demand and supply of spatially 
ÀH[LEOH��ELF\FOH�EDVHG�UHWDLO�DQG�VHUYLFH��

The team of ‘Smarter than Car (STC)’ will continue 
to research bicycle culture in Beijing and across the 
globe and put forward strategies of how to support a 
bicycle-based servicing of urban communities. In our 
work we aim at supporting the exceptional bicycle 
culture found in Beijing today, and in future want to 
support the development of new types of attractive urban 
infrastructure to animate bicycle culture in Beijing. 
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