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ABSTRACT 

 

The European Union has officially recognized the importance of cycling as an alternative 

mode of urban transport, generating environmental, economic, and health benefits (ECMT, 

2004). Connected to this, the use of bicycles as a means of transporting parcels or/and 

passengers is gaining even more meaning. Policies make an important difference. Not only 

obviously pro-bicycle policies but also transport policies in general such as housing and land 

use policies, car pricing and restraint policies. The objective of this paper is to understand 

the current business of E-bike for transport of freight, passengers and provision of services 

and discuss the potentialities and limitations of their integration in urban context. 

 

 

1  INTRODUCTION  

 

The European Union has officially recognized the importance of cycling as an alternative 

mode of urban transport, generating environmental, economic, and health benefits (ECMT, 

2004). The White Paper also emphasizes the need to transform the market towards more 

energy-efficient vehicles, so that other higher objectives could be accomplished, such as: a 

reduction of GHG emissions and fossil fuel consumption or a shift towards low-carbon 

transport and a new, more sustainable mobility culture. The successful achievement of this 

target heavily depends on a strong engagement of transport agents and Society. Connected 

to this, the use of bicycles as a means of transporting parcels or/and passengers is gaining 

even more meaning.  

Regarding urban logistic, the European Commission indicated some of the priorities to 

improve and to lower environmental impacts on cities such as: 1) to enhance the 

development and the adoption of low emission vehicles for last mile deliveries, 2) to 

encourage the development of facilities in urban areas for the transfer of freight between 

sustainable modes of transport and 3) to develop and disseminate good practices in Urban 

Freight Transport throughout Europe (MDS & CTL, 2012). 

Transport policies in general such as housing and land use policies, car pricing and restraint 

policies are important. The appropriate set of policies should be designed for each particular 

situation, taking into account the context of the city, which requires careful planning and 

ongoing citizen inputs. The paramount relevancy is the recognition of economic value in the 

utilization of bicycles, so that, a long-term and sustained transition towards a pro-bicycle 

paradigm could be achieved. Yet, policies may not be enough to achieve a long-term 

sustained transition towards a pro-bicycle society.  

The objective of this paper is to understand the current business of E-bike for transport of 

freight, passengers and provision of services and discuss the potentialities and limitations of 

their integration in urban context. 



First of all, a desk research was be done to understand the current situation of E-bikes 

regarding trends and policies in Europe (section 2). Following this overview, a brief 

characterisation of E-bike business for transport of passengers and freight is presented in 

section 3, with special focus on the characteristics of urban areas that favor the use of E-

bike. 

For the segmentation of the freight transport business was used the concept of ‘logistic 

profile’ which was initially developed in Macário et al (2007). The logistic profile concept 

is based on the hypothesis that it is possible to identify, for some well-defined areas inside a 

city, reasonably homogeneous groups of logistic needs, based on three key points: the urban 

characteristics of the area, the requirements of the logistic agents (i.e., the requirements 

concerning the type of delivery), and the characteristics of the products being transacted. 

The logistic profile of a given urban area is thus defined by the interaction of these three key 

aspects. In this paper the focus is on the urban characteristics of the area. Along the same 

hypothesis, we can define a “cycle mobility profile” with the same three key aspects, being 

products characteristics replaced by passengers’ characteristics. 

Section 4 presents a summary of potentialities and limitations of the integration of E-bikes 

transport services in urban context. And finally, some conclusions are made in section 5. 

 

2  CURRENT SITUATION OF E-BIKES IN EUROPE AND WORLDWIDE 

2.1 Trends 

 

Europe has already recognized the importance of cycling as an alternative mode of urban 

transport. Allied to this, the use of bicycles as a mean of transport parcels or/and passengers 

is gain even more meaning. The emergence of European projects such as Cyclelogistics 

(2011) and PRO-E-BIKE1 (2013) which main objective is broadcast the benefits of cargo 

bikes/E-bikes in cities, encouraging EU citizens to consider the cargo bike/E-bike as 

transport and for urban logistics is the proof of that. 

As cycling is a means of local and short-distance transport, the measures encouraging the 

use of bicycle are most-efficiently designed, overseen and implemented by local authorities. 

Still, the commitment of the national level has a significant impact on implementation. As a 

consequence, if there is not a well-integrated policy framework at a national level, 

implementation at a local level could be difficult (ECMT, 2004). 

More and more opportunities for using all kind of bikes in freight are emerging, especially 

in congested and busy urban centres where parking is expensive. Travel times are more 

reliable by bike as it is less affected by the traffic conditions. Air and noise pollution are also 

becoming of a real concern as air quality controls tighten up. For the majority of businesses 

the utmost important argument for using bicycles for goods delivery is the lower cost 

compared with motorised transport. 

However, for large companies, the environmental benefits were the number one factor due 

to the pressure that customers put on their suppliers to be green. These companies would not 

use bicycles if they were more expensive than vans, but they would potentially choose 

bicycles rather than vans for the image of ‘green’ company and their benefit (Basterfield, 

2011; Barner, 2011). 

Worldwide bicycle use for deliveries is linked with poverty, especially in Africa and Asia 

with human powered logistics being an affordable way of delivering services, while the 

challenge in South America is not only increase recreational cycle use, but also for logistic 

purposes (ECF, 2014). Eurobarometer Flash survey showed the use of bicycles as the main 

                                                 
1 http://www.pro-e-bike.org/ 



daily mode of transport in the EU27 (Figure 1). Comparing with Figure 2 which depicts the 

same information for Latin America countries, one can see that the percentage shares for 

these Latin American cities are far below the average levels for the recognised cycling 

countries in Europe. Also many studies show that the leading cities in those European 

countries will have levels twice their national average, peaking at close to 50% in the top 

cycling cities of the Netherlands. It was also been identified studies showing that 3-5% levels 

of daily cycling are achievable even in quite challenging cycling environments because this 

number of enthusiasts might exist, however there is a ceiling of around 5% that is normally 

dependent on some form of infrastructure improvement. 

The level of Ireland, Estonia and Italy is around 3% share with only Cochabamba in Peru 

approaching a level that would be recognisable as a so called “cycling city” in other 

countries. The big cities at 3% share are significantly behind even low cycling European 

capitals like Brussels and London which have mode shares around 5% (ECF, 2014). 

 

 
 

Fig. 1 Percentage of cycling as main mode of daily transportation in EU (ECF, 2014) 

 

 

 
Fig. 2 Percentage of cycling as main mode of daily transportation in South America 

(Baumann et al, 2013) 



2.2 Policies 

 

The authorities should create the necessary incentives and promote joint initiatives in order 

to create economy scales to reduce the costs associated with the vehicles to speed up the 

adoption of bikes and e-cargobikes. 

The government played an important role by setting rules for lowering carbon emissions 

country wide in the countries where are the most bicycle-friendly cities in Europe, such as 

Netherlands, Denmark, Germany and Belgium. In the Netherlands and Denmark, the bicycle 

is one of the principal means of travel in cities, due to their national governments’ strong, 

long-term, support for cycling. Pro-bike groups have also an important role since they have 

actual political influence. In The Netherlands, for instance, there are some very large lobby 

groups, such as Dutch Cyclists’ Union (Fietsersbond). In addition, the European Cyclists’ 

Federation (ECF) seeks to change attitudes, policies and budget allocations at the European 

level stimulating and organising the exchange of information and expertise on bicycle related 

transport policies and strategies as well as the work of the cyclists’ movement. 

As cycling is a means of local and short-distance transport, the measures encouraging the 

use of bicycle are most-efficiently designed, overseen and implemented by local authorities. 

Still, the commitment of the national level has a significant impact on implementation. As a 

consequence, if there is not a well-integrated policy framework at a national level, 

implementation at a local level could be difficult (ECMT, 2004). 

The success of cycling policies in northern European countries is due to the coordinated 

implementation of the multi-faceted, self-reinforcing set of policies such as extensive 

systems of separate cycling facilities, intersection modifications and priority bicycle traffic 

signals, safe and convenient bike parking, traffic education and training for both cyclists and 

motorists, and traffic laws that favor non-motorized modes (Pucher & Buehler, 2007). 

An example of that is the project “Ich ersetze ein Auto” (i.e. “I substitute a car”) - funded by 

the German Federal Ministry for the Environment as part of the Climate Initiative which 

investigates user needs as well as user and stakeholder acceptance of electric cargo bikes for 

city logistics. Within this project, between 2012 and 2014, forty of these vehicles will be 

implemented into the daily routine of courier and express logistics providers in nine mayor 

German cities. 

After the success of a previous project in the E-bike sector it was identified that cargo-bikes 

were the next developing market for specialist cycles. They are also mentioned in the 

German National Cycling Plan. 

Even in countries where the culture of bicycle is not well-established yet, E-bike projects 

supported by the governments are appearing in increasing numbers and diversity (such as 

PRO-E-BIKE). Another example is the CESLA project which is support by the government 

and their dissemination was very successful among users in Slovenia and Austria or 

Povezovalni project, supported by the government which was financed by European 

agricultural fund for rural development of Slovenia. 

Nowadays in Europe and worldwide almost all countries have some national policy or plan 

for cycling. Certain countries have a separate or specific plan for cycling promotion at a 

national level, such as Finland, Germany, Latvia and UK, while others have cycling policies 

as components of larger transport, environment or health plans, like in Norway and the 

Slovak Republic. Several countries, amongst them Poland and Spain, indicated particularly 

limited commitment to cycling at a national level, however with cycling policy mostly at 

regional and local authorities (ECMT, 2004). 

Another interesting example is La Petite Reine, in Paris. The city authorities provided strong 

political support, including high profile launch events, which received good press and TV 

coverage highlighting the endorsement of top political figures. Through partnerships similar 



to the London Sustainable Distribution Partnership, the managers of LPR were able to get 

round the table with the likes of TNT, FedEx and UPS to work out large-scale contracts. 

Moreover, the city provided and still does provide a 600 m2 underground storage facility 

which is part of a parking structure in the centre of Paris close to the Louvre at a minimal 

rent (TfL, 2009). 

In Portugal for example, the Municipality of Lisbon (CML) has been particularly committed 

to electric mobility in the last 5 years. In fact, Lisbon is part of the ambitious National 

Program for Electric Mobility in Portugal (MOBI.E) that intends to set-up a nation-wide 

intelligent charging network, and under which almost 500 charging points were installed in 

the city before the end of 2011. Also, since 2010 that CML, together with the Municipal 

Public Parking Company for Lisbon - EMEL - has been developing the Local Action Plan 

for Electric Mobility, a participatory process involving relevant stakeholders for the city that 

intends to enable electric vehicles to become the preferred mode of choice in urban areas. 

Moreover, the municipality has been developing a comprehensive strategy to improve air 

quality in the city centre: in 2010 a Low Emission Zone (LEZ) - was enforced in the major 

avenues of the city and has been gradually extended. Herein, traffic is banned to pre-1992 

vehicles (except those that have been fitted with a catalytic converter, public transport 

vehicles, emergency vehicles, among other specific cases). In terms of environmental 

impacts, the cargo e-bikes are for sure an advantage. The municipality defined the LEZs in 

some areas in the city and these vehicles easily fulfill the necessary requirements. Also, an 

urban logistic study was made for a pilot area in the downtown Lisbon and one of the 

intervention proposals was also to use non-pollutant vehicles using the bus corridors, like 

the electric ones. 

There are other cities with this similar concept, such as Amsterdam (Netherlands), 

Nuremburg (Germany) and Zermatt (Switzerland) which use ‘eco-zoning’ where only low-

emission vehicles can enter in certain areas. In addition to that, certain cities such as Milan 

(Italy), London (UK) and Stockholm (Sweden) have implemented congestion charges 

whereby motorized vehicles must pay to access city centers. The European Commission has 

appealed to ban all conventionally fuelled vehicles from city centers by 2050 (ECF, 2012). 

Different adopted policies are subsidies. European countries are increasingly supporting the 

purchase of bicycles with tax breaks or subsidies. In 1997, the Belgian government 

introduced a law which allowed employers to pay their staff a tax-free sum for kilometers-

cycled. This measure led to an increase of more than 50% in the number of cyclists in the 

companies which made use of this tax break.  

In addition, in the case of motoring/bicycle expenses, where the employee uses their private 

car, motorcycle or bicycle for business purposes, re-imbursement of allowable 

motoring/bicycling expenses can be made to employees for instance in some companies of 

Ireland and Netherlands. 

In many European countries there are already this kind of laws incentivizing schemes such 

as in Germany the “Mit dem Rad zur Arbeit” or “Bike to Work” which was initiated through 

a health insurance company that rewards cyclists who cycle at least 20 days to work in a 

given period of time. 

Germany subsidizes every new bicycle by 50 Euros and Italy’s Ministry for the Environment 

subsidizes between 180 Euros and 1,300 Euros for every new bike purchased, depending if 

it is an e-bike, a pedelec or a standard pedal bicycle while in The Netherlands, employers 

can give tax-free bikes to their employees. 

In France, Paris has launched a program for granting up to 25% of the purchase price of a 

pedelec up to a maximum of 400 Euros. 

The 1999 Finance Act in England introduced an annual tax exemption to promote healthier 

journeys to work and to reduce environmental pollution, allowing employers to loan cycles 



to employees as a tax-free benefit. The exemption was one of a series of measures introduced 

under the government’s Green Transport Plan. 

A more recent example was the Irish government who introduced a benefit-in-kind tax break 

in 2009, supporting employers in providing employees with bicycles to cycle to work. The 

tax break offered savings of up to 50% on a bike supplied to the employee through the 

employer (Urbanczyk, 2010). 

The most interviewed companies in PRO-E-BIKE project think that authorities could create 

the necessary incentives and promote joint initiatives in order to create economy scales to 

reduce the costs associated with the vehicles to speed up adoption of (cargo) e-bikes (PRO-

E-BIKE, 2013). 

There are two crucial ways of encouraging bicycle use. One is reducing the generalised costs 

of this mode to improve their attractiveness and the second one is to make the competing 

modes more expensive. This combination of push and pull policies was found in general 

transportation research and it is also endorsed by Rietveld & Daniel (2004) to be applied in 

bicycles. 

In Northern Europe, the land use planning is regionally coordinated and commonly restricts 

low-density and car-oriented sprawl (Shmidt and Buehler, 2007). Land use policies can 

generate shorter trip distances which are more willingly by bicycle. Restrictions on car use 

also affect positively bicycle use. Limited car parking, car-free zones, comprehensive traffic 

calming and lower speed limits, which reduce the overall convenience and attractiveness of 

car use along with higher cost of car ownership and use encourages bicycling (Pucher and 

Buehler, 2008). 

Furthermore, a complete system of bicycling infrastructure such as lanes, paths, cycletracks, 

bike boxes, traffic signals, parking and so on, may have far more impact than the sum of its 

individual effect. In addition, a coordinated package of complementary infrastructure 

measures, programs and policies may enhance the impact of any intervention within this 

package (Pucher et al, 2010). 

Finally, Pusher et al (2010) shows that policies make an important difference. The 

appropriate set of policies should be designed for each particular situation, taking into 

account the context of the city which requires careful planning and ongoing citizen inputs. 

 

3  CHARACTERISATION OF E-BIKE BUSINESS 

3.1  Segmented businesses: Passenger &. Freight 

 

To characterise the E-bike business one need to look at two main segmented businesses: 

passengers and freight. Regarding passenger transport, E-bikes can be used in various forms 

such as a taxi (rickshaw, e-scooter taxi) as a cargo-bike for transporting children at childcare 

centres (for instance) or as a special service for elderly/disabled people (PRO-E-BIKE, 

2013). 

Regarding passengers, significant publicity is also given to a number of public bike share 

schemes being implemented in larger cities. There is a clear case that public bike share has 

become a “must have” for any city administration trying to present itself as well developed. 

Over 500 large city schemes have been implemented worldwide (ECF, 2014). However, it 

is not within the scope of this research, passenger pooling services such as bike-sharing 

systems. 

Regarding freight business, the delivering services by bike is quite numerous. From different 

firms, such as advertising agencies, law firms and administrations, that need to send 

documents (under time pressure) to door-to-door delivery service that includes products that 



can be purchased at the shop or home-delivered, such as food & meals, flowers or 

photocopies.  

However, a common feature of freight deliveries is the limited volume and weight in city 

centre areas. Together with the increasing need for both e-shops and traditional shops to 

deliver sold items, this factor makes bike delivery a very suitable option. Traditional scooters 

still have the major part but e-vehicles, (e-)bikes and (e-)cargobikes are rapidly becoming 

profitable alternatives. Several examples already exist using e-bikes or conventional bikes 

to deliver items or in provision of services, such as: 1) papers, promotional materials, 

newspapers, mail and small parcels, confidential documents, etc.; 2) small parcels - office 

supplies, audio/video on hire, clothes, shoes, etc; 3) food & other: sandwiches, lunches, 

pizzas, shopping items, flowers, supplies for pharmacies, etc.; 4) services - catering, 

butchers, photographers, chimney sweeps, electricians, advertising, locksmiths, 

maintenance (e.g. municipal illumination), bicycle repair, painters and decorators, street 

vendors, etc.  

For the segmentation of the freight transport business the concept of ‘logistic profile’ which 

was initially developed in Macário et al (2007) can be used. The logistic profile concept is 

based on the hypothesis that it is possible to identify, for some well-defined areas inside a 

city, reasonably homogeneous groups of logistic needs, based on three key points: the urban 

characteristics of the area, the requirements of the logistic agents (i.e., the requirements 

concerning the type of delivery), and the characteristics of the products being transacted. 

The logistic profile of a given urban area is thus defined by the interaction of these three key 

aspects. Along the same hypothesis, we can define a “cycle mobility profile” with the same 

three key aspects, being products characteristics replaced by passengers’ characteristics. 

Anyway, we will focus only in the urban characteristics aspect (Figure 1). 

 
 

Fig. 1 Cycle Mobility & Logistic Profiles 

 

3.2  Urban characteristics best suited for bike services 

 

To identify the suitable characteristics for bike services, four city area features should be 

considered: commercial density, homogeneity, logistics accessibility based on the existence 

of measures implemented considering logistic needs and on the traffic congestion, and if 

there is any kind of restrictions to the deliveries applied (e.g. time windows for deliveries). 

Table 1 shows the most common city area features of two profiles: Business centres (courier, 

small deliveries, B2C) and Residential areas with local trade. 

 

Table 1 City Area Features of Business centres and Residential areas  

 



City Area Features Classification Business centres/ Residential areas 

B.1 Commercial Density Low X Medium X High X 

B.2 Homogeneity Low X 

X 

Medium X High   

B.3 (Logistic) 

accessibility 

B3.1 Measures 

considering 

logistic needs 

Bad level 

of access 
X 

X 

Some specific 

measures 

 Suitable for 

logistic needs 

  

B3.2 Level of 

congestion 

High level 

of traffic 

congestion 

 Reasonable X 

X 

Low   

B.4 Restrictions  Yes X 

X 

No       

 

According to TURBLOG (2011a), business centres and residential areas usually correspond 

to areas that face problems related to congestion and accessibility, and therefore last mile 

solutions (where bikes and E-bikes are best suitable) are the ones considered with more 

potential to be implemented within areas with these features. 

 

Cars, vans and trucks still usually do distribution in city centres. But E-bikes bring many 

advantages such as: purchase costs are much lower; maintenance costs are much lower; no 

fuel costs; insurance is cheaper; no contribution to emissions; minimal impact on congestion; 

no noise pollution; average speed within cities is comparable to that of cars; no parking 

restrictions and access to bike paths and pedestrian areas, so real door to door delivery. 

However, there are also some downsides to using E-bikes for last mile delivery, such as the 

limited range (40-60 kilometres); reliant on physical fitness of bicyclist; goods insurance is 

difficult (will improve over time) and at last, the weather conditions have a bigger influence 

on delivery times (PRP-E-BIKE, 2013). 

 

4  POTENTIALITIES AND LIMITATIONS OF THE INTEGRATION OF E-BIKES 

SERVICES IN URBAN CONTEXT 

 

After understanding the current situation of E-bikes in Europe and worldwide as well as the 

urban characteristics that are best suited for bike services, the next step is to discuss which 

are the main potentialities and limitations for E-bikes integration in urban context. Table 2 

shows a summary of those potentialities versus limitations. 

As discussed in the previous sections, most cities are concerned with air and noise pollution, 

road safety and congestion. Those externalities of conventional vehicles become 

potentialities to integrate even more E-bike services in urban environment. 

Since most of the loading and unloading of goods happens at the curb, the lack of curb space 

is a very significant problem in larger cities such as New York. This lack of curb space also 

contributes to congestion since some vehicles double parked or by forcing vehicles to drive 

around in search of a legal parking spot which consequently keeps them in the traffic flow.  

These behaviours occur for both passenger and freight vehicles. However, in the case of 

freight vehicles it is a huge problem, not only because those vehicles are larger than 

passenger ones, but also the number of times a freight vehicle needs curb access is higher 

than a passenger vehicle. In addition, the lack of curb space forces carriers to park farther 

away from the establishment where they are to load or unload goods (TURBLOG, 2011c). 



E-bikes potentially solve those problems, since it needs less space to park and their impact 

on traffic is much lower than a conventional freight vehicle such as vans. It is also easier to 

reach any difficult area in the city, like city centres or residential areas. Moreover, nowadays, 

almost every city in Europe has an extensive car-free zone in their centers, usually intended 

for pedestrians but also permitting cycling during the off-peak hours. In addition, in some 

cities these car-free zones include cycling facilities such as bike lanes and parking (Pucher 

& Buehler, 2007). Regulatory measures including vehicle weight and size restrictions as 

well as time windows for freight deliveries are also potentialities for E-bikes become more 

common for freight deliveries since E-bikes usually are not covered in those restrictions. 

Furthermore, E-bikes are able to move in Low Emissions Zones (LEZs) although they also 

contribute to pollution, the emissions are only regarding the electricity production and much 

lower than conventional vehicles. 

In South America and in particular in Chile but also in Rio de Janeiro there was input into 

capacity building. Some of those initiatives were successful at the time and remain active as 

NGOs but there is little evidence that South America-wide momentum was sustained and 

the network they created no longer exists. However, capacity building has potential in long-

term strategies. Finally, as discussed in the previous section, innovative last mile solutions 

with E-bikes has strong potential in some logistic profiles such as business centres and 

residential areas. 

 

Table 2 Potentialities and Limitations 

 

Potentialities Limitations 

Time windows for freight deliveries Lack of political momentum and advocacy  

Vehicle weight and size restrictions Barriers in terms of safety, culture, climate or 

cost 

Low Emissions Zones (LEZs) Social status 

Accessibility to urban facilities 

Level of congestion and the lack  

of available curb space 

Air and noise pollution 

Road safety 

Capacity Building 

Innovative Last mile solutions 

High Purchase Costs 

No support from municipalities 

Lack of bicycle industry investment 

Trade barriers 

Volumes and weight carried 

 

Regarding limitations, there are some barriers in terms of safety, culture, climate or cost 

which cannot be overcome by E-bikes in isolation. There first has to be a public acceptance 

that cycling is possible and practical mode of transport before E-bikes build market share.  

There is also a significant barrier to E-bike use in countries outside the relatively affluent 

countries of NW Europe because of high purchase prices. 

The possibility of added value services which make a sustainable business model based on 

the higher expense of E-bikes seems extremely unlikely. In the most mountainous cities 

additional power for delivery services may be an asset but there is no obvious economic 

reason for a premium to be paid. Moreover, business leaders point to other challenges with 

major international brands being deterred from entering the business for bikes or E-bikes 

due to trade barriers, poor infrastructure and lack of knowledge. This matters because the 

international companies are the few players with significant marketing budgets and 

experience of stimulating consumer demand through technologies. 

Consequently, in some countries there is very limited institutional momentum for cycling, 

either through public policy or due to pressure from the advocacy sector. The report of ECF 



(2014) underlies that political support for cycling is still limited in Latin America to a few 

Brazilian cities, Bogota and a new cycling policy emerging in Peru. 

Support for cycling comes from a very limited “breakout” by middle class sports followers 

and young well educated environmental activists. Outside this group cycling is largely 

associated with poverty and has an extremely negative social status which is still a limitation 

in many countries.  

Volumes and weight are limiting factors, making bike delivery not properly suitable for any 

kind of goods. Moving big parcels is possible, however it lose many of the advantages of 

speed and punctuality that characterized deliveries made with e-bikes.  

Finally, no support from municipalities is an important limitation. The example of the 

business model of La Petite Reine is based on finding prime central city locations to operate 

from. These locations are actually not easy to find when there is no support from 

municipalities. The choice of Paris to develop some facilities in underground car parks it is 

not always an optimal solution, because of technical constraints (limitation of height and 

steep access slope). To be able to continue growing, the company needs more logistics spaces 

in relevant locations within Paris and for that need municipal support (TURBLOG, 2011b). 

 

5  CONCLUSIONS 

 

Currently there is a growing trend in pro-bike policies. On one hand, with middle-class 

incomes rising, bike ownership is slowly shifting from a necessity for those who can’t afford 

cars to a sign of wealth in emerging countries. Cycling path networks, bike share programs 

and car-free days are cropping up in emerging countries. On the other hand, in Europe, the 

economic crisis is an opportunity window for the business of bikes for transport of 

passengers, freight and provision of services to growth. In Europe, although there are some 

countries with high bicycle culture, such as Netherlands, Hungary, Denmark and Sweden, 

there is still a long path to some countries, such as Malta, Cyprus, Spain and Portugal. 

In order to benefit from the clear advantages bikes can have for the environment over vans 

and trucks, governments can play a role in making policies and regulations to create 

favorable conditions for the use of E-bikes. One way to do so is lower the cost of ownership 

and usage for bikes and at the same time to raise these costs for the other competing modes 

of transport. Examples are the introduction of low-emission zones or introducing a 

congestion charge for polluting vehicles. Also, specific subsidies for bike-friendly programs 

are a great addition to creating favorable conditions. Lastly there’s the focus on the built 

environment, where specific bike infrastructure makes the use of E-bikes in dense (urban) 

areas much easier. 

Moreover, while the advocates for cycling have small numbers, limited resources and lack 

of critical mass they will not have the capacity to stimulate new initiatives for cycle use such 

as business services, e-biking and bicycle delivery. 

Even though, there are several potentialities for the integration of E-bikes services in urban 

context and limitations could be overcome with more political support and the evolution of 

technologies. 
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