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Abstract

Cities around the globe have been increasingly adopting pro-cycling policies and
trying to increase the number of cyclists on the road as cycling in order to address
such issues as climate change, sedentary lifestyles and pollution. The city of Hel-
sinki is experiencing a period of steady population growth and the city aims to in-
crease the cycling modal share in order to address the growing transportation needs
of its residents. This thesis aims to understand how the city conceives of cycling
related issues and how it aims to address them based on the documentation created
by the city. This gives an understanding of what the planners in the Urban Environ-
ment Division (KYMP) consider important concerning cycling.

This thesis analyses 15 official cycling document from the city of Helsinki published
from the year 2012 to the year 2023. These documents were analysed using meth-
ods consistent with content analysis and the coding procedures of the documents
were done using a novel three step iterative analysis process. Based on the iterative
coding procedures six code groups were created in order to simplify cross compar-
ison of the coding results

Based on this analysis it was found that the city focuses on a wide range of cycling
related issues in the documentation. In the documentation the city has outlined the
actions that need to be taken in order to improve cycling conditions and increase
modal share. While some of the improvements outlined in the documentation have
been implemented successfully, such as the introduction of the City bikes and the
improvement to the perceived safety of cycling there is still many issues that need
to be addressed. Lack of secure parking, Routing and guidance, and winter mainte-
nance are important issues for cyclists, that haven’t been sufficiently addressed in
the city. Possibly due to this the cycling modal share has remained relatively stag-
nant for the past 10 years. The city has however started taking more serious action
to address this in the past few years. While originally set for the year 2014 the city
has reached the cycling investment target in 2020 and is set to maintain this target
level for the forceable future. Wit this increased investment, the city has more re-
sources that it can invest into addressing cycling issues.

Keywords Cycling documentation, Cycling promotion, Content analysis, Cycling
conditions
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Tiivistelma

Kaupungit ympari maailmaa yha useammin ottavat kdyttoon pyorailymyonteisia
liikenneohjelmia ja nostamaan pyoraiilijoiden osuutta liikenteessa vihentdadkseen
ilmastonmuutoksen, liikkumattomuuden ja saasteiden aiheuttamia ongelmia. Hel-
singissa on meneilldan tasaisen viaestonkasvun kausi, ja kaupungin viranomaiset
tavoittelevat pyorailyn osuuden kasvattamista liikenteessa mahdollistaakseen kas-
vavan vieston liikennetarpeiden toteuttamisen. Tdméan diplomityon tarkoitus on
analysoida Helsingin kaupunkiympariston toimialan (KYMP) tuottamia asiakirjoja
ymmartadkseen mitki pyoriilya koskevat ongelmat ovat kaupungin viranomaisten
mielestd huomioonotettavia, ja mita kaupungin viranomaiset aikovat tehda naiden
ongelmien suhteen.

Diplomity0ssd analysoidaan 15 virallista pyorailya kasittelevad asiakirjaa. Nama
asiakirjat julkaistiin vuosien 2012 ja 2023 vilisena aikana. Namai asiakirjat analy-
soitiin sisdllonanalyysin metodologisten menetelmien mukaisesti ja asiakirjojen
koodaus perustuu kolmevaiheisen iteratiivisen analyysiprosessiin. Prosessin lop-
putuloksena luotiin kuusi koodiryhmaié yksinkertaistaakseen tulosten vertailua.

Analyysin perusteella Helsingin kaupunki kisittelee pyorailya koskevia ongelmia
laaja-alaisesti pyorailya kasittelevissa asiakirjoissa. Kaupunki on kartoittanut toi-
menpiteet, joilla pyordilyn olosuhteita voitaisiin parantaa, sekid nostaa pyorailyn
osuutta liikenteessa. Kaupunki on onnistunut parantamaan pyorailyn olosuhteita
ottamalla kaytt6on kaupunkipyoréjarjestelméan sekd parantamalla pyoriilyn koet-
tua turvallisuutta. Kuitenkin moni pyoriilyd koskeva ongelma on jaanyt ratkaise-
matta. Turvallisten pyorapysakointipaikkojen puute, reitityksen ja opastuksen puu-
teet, seka talvikunnossapidon huono laatu ovat merkittavia ongelmia pyorailylle,
joihin Helsingin kaupungin toimenpiteet eivit ole tuoneet tarpeeksi parannuksia.
Mahdollisesti timéan takia, pyordilyn osuus kaikista ei ole merkittavisi noussut
edellisten 10 vuoden aikana. Kaupunki on kuitenkin kiinnittinyt enemmén huo-
miota pyorailyolosuhteisiin viime vuosina. Vuonna 2020 kaupunki saavutti vuo-
delle 2014 asettamansa pyorailyinvestointitavoitteen ja investoinnit niilla nakymin
jatkuvat tavoitetasolla tulevaisuudessa. Korkeamman investoinnin takia kaupun-
gilla on enemman resurssia ongelmien ratkaisemiseen.

Avainsanat Pyoriilyn asiakirjat, Pyorailyn edistiminen, Sisallonanalyysi, Pyorai-
lyolosuhteet
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Abbreviations and Terminology

HSL

baana
Bicycle lane
Bicycle path
KYMP

Talja

Helsinki Region Transport authority

A wide (3-4m), two-way bicycle path.

A designated area for cycling at the same grade as the roadway
A designated area for cycling separated from a roadway.

Urban Environment Division. Organization responsible for Ur-
ban and transportation planning among other issues.

Traffic Committee of the Accident Prevention Association



1 Introduction

1.1 Importance of Cycling

Cities around the world are faced with an ever-increasing list of issues that
they must contend with. Climate change is amongst the greatest threats of
the 21st century and cities must strive to make major emissions reductions.
In addition to this the cities in wealthy developed nations are facing problems
due to sedentary lifestyles causing a reduction in the health and fitness of the
general population and car dependency is causing congestion and pollution
within cities making them dirty, unpleasant, and unhealthy. To address these
challenges many cities around the globe have been increasingly adopting pro-
cycling policies and trying to increase the number of cyclists on the road as
cycling can help alleviate all these issues.

Cycling has immense direct health benefits. Cycling is associated with posi-
tive health related effects such as: improvement to cardiorespiratory health
among youth and working age populations, lowered all-cause mortality risk
among middle aged and elderly population, reduction in risk of developing
and dying from various cancers among middle aged and elderly population
(Oja et al. 2011). In addition to this there is a positive dose-response to cy-
cling, meaning that an increase in cycling is associated with an increase in
the positive effect of cycling.

Replacing car trips with bicycle trips also has immense associated benefits to
society as a whole. Cycling causes, unlike motor vehicles causes no air pollu-
tion, which is the European Environment Agency lists as the largest environ-
mental health risk in the whole of Europe and is also a major cause of prem-
ature death (EEA 2023). Cycling is also significantly quieter than motorized
transport, thus it can help alleviate noise pollution within cities. Noise pollu-
tion is associated with negative health outcomes such as increased stress and
hearing loss (Basner et al. 2014). All these positive health effects also mani-
fest in the economy, as the positive health outcomes of cycling the need for
healthcare spending (Fishman et al. 2015)

1.2 Cycling in Helsinki

The city of Helsinki is experiencing a period of steady population growth and
this growth is projected to accelerate in the upcoming years (Sinkko 2022).
To address the transportation needs of the population the city has created
guidelines for transportation planning where they outline how different
transport modes are prioritized. The first priority for transport planning
should be pedestrian traffic, second is bicycle transport, third is public
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transport, fourth is goods transport, and private cars come last (City of Hel-
sinki 2016c¢).

According to the latest modal share data (City of Helsinki 2023c), the share
of all trips done on foot in Helsinki is 47% and by public transport is 24%.
This is in line with the stated goal of the city to prioritize sustainable modes
of transport. Cycling on the other hand accounts for 9% of all trips falling
below the modal share for cars which is 20%. Based on this it is clear that the
city of Helsinki needs to make significant improvements to the cycling con-
ditions in order to increase the modal share of cycling.

To address this issue the city of Helsinki has created various documents out-
lining the ways in which it plans to promote and encourage cycling. While the
city of Helsinki has been actively trying to promote cycling since the 1990’s
the latest documentation is significantly more ambitious, and this thesis will
focus on the latest documentation available.

1.3 Research topic and the aim of this thesis

Most prior master’s theses focus on specific cycling related topics (Cycling
signaling at intersections, Winter Maintenance, etc.) and how to address
them. There is, however, little research analyzing the cycling related docu-
ments published by the city. This thesis aims to understand how the city con-
ceives of cycling related issues and how it aims to address them based on the
publicly available documentation created by the city. This gives an under-
standing of what the planners in the Urban Environment Division (KYMP)
consider important concerning cycling. In addition to the primary aim of the
thesis, the secondary aim is to provide an English language summary of the
largely Finnish language documentation provided by the city of Helsinki.

To reach these primary aims there are 3 research questions that guide the
analysis of the documentation:

1. What issues do the documents cover and how do the documents com-
pare to each other?

2. How does the city plan to address the issues brought up in the docu-
mentation?

3. Has the city been successful in addressing these issues?

This thesis analyzes a selection of cycling related documentation the city has
produced since the year 2012 as cycling related documentation prior to this
year is difficult to acquire as the publicly available archives only go back to
2009. Spatially this thesis focuses on inner-city Helsinki as it is the primary
focus area of the documentation. The approximate area of what is considered
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inner-city Helsinki can be seen in figure 1. This thesis will not cover docu-
mentation related to the planned baana network (Cycling highway network)
plans and documentation related to it as it would make the scope of this the-
sis far too broad, and the baana network plan primary covers areas outside
the limits of inner-city Helsinki.

In addition to this introduction, this thesis has four Sections. The second sec-
tion consists of a brief overview of the relevant literature and the history of
cycling in Finland. The literature review section covers cycling related articles
published in academic journals and prior master’s theses from Aalto Univer-
sity on the subject of cycling in Helsinki. The third section covers the meth-
odological aspect of this thesis and outlines the sampling strategy, content
analysis strategy and the iterative coding process. The fourth section of the
thesis covers the results of analysis based on the coding procedures and the
readings of the analyzed document. The fifth and final section of the thesis
contains a short critical discussion on the thesis and the documentation an-
alyzed in the thesis and a conclusion to the thesis.
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Figure 1. 2025 target network map which covers the area of what is
considered inner-city Helsinki. (City of Helsinki 2012)
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2 Background

This Section consists of two subsections. The first subsection contains review
of relevant literature regarding cycling promotion that has been published in
academic journals, and review of master’s theses on the subject of cycling in
the city of Helsinki. The second subsection provides a brief overview of the
history of cycling in Finland from the early 1900’s to the early 2010s’.

2.1 Literature review

The published articles cover various nations in different stages of cycling de-
velopment, from nations where cycling is marginal form of transport like
New Zealand, to those where it is an integral part of the transportation sys-
tem such as the Netherlands. This provides an overview of issues researchers
find important in different stages of cycling development and what actions
are associated with improvements in cycling conditions. The master’s theses
provide an overview of specific cycling related issues in the city of Helsinki.
Many of the issues analyzed in the theses are major parts of the documenta-
tion and reviewing them allows for a better understanding of the documen-
tation the city has and the issues it is facing.

2.1.1 Published articles on bicycle planning

The field of literature on bicycle planning is relatively wide, however most of
the available research focuses on issues other than content analysis. For this
subsubsection a sample of papers analyzing issues such as organizational
structure, cycling policies and their effectiveness, as these issues play a major
role in cycling promotion and are highly relevant to this thesis.

Stockholm and Copenhagen cross comparisons

Till Koglin is a researcher from Lund University whose research has a strong
focus on cycling related issues. For the purposes of this thesis his work com-
paring cycling issues in Stockholm and Copenhagen hold particular im-
portance, as the cycling documentation in Helsinki regularly references them
and it is important to understand the cycling conditions in these cities in or-
der to better understand the cycling conditions in Helsinki.

Originally published as a doctoral study in 2013 and later as an article in 2015
Vélomobility and the politics of transport planning (Koglin 2015a) investi-
gated the differences between Stockholm and Copenhagen in cycling related
issues by analyzing the aspects, structures and attitudes that have affected
politicians and planners in these cities. The data analyzed in this paper was
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collected via observations of cycling conditions and expert interviews of plan-
ners and politicians from both cities. The framework for analysis is largely
based on the mobilities turn paradigm of analysis.

Based on the analysis by Koglin (2015a) It was found that the differences be-
tween the two Nordic capitals are largely based on wide range of sociopoliti-
cal factors, such as politics of planning and structural differences between the
two cities. Due to these issues the Planners in Copenhagen have a stronger
focus on cycling, while the planners in Stockholm focus much more on public
transportation and motor vehicle traffic. As Copenhagen focused much more
on cycling, cyclists are much freer to move around in the city, while motor
vehicle traffic is more restricted in the city. In Stockholm cycling is much
more restricted and motor vehicle traffic is not restricted nearly as much.

Another notable difference between the cities found by Koglin (2015a) is how
cycling is represented in the media. Stockholm has had a rather negative rep-
resentation of cycling. As an example, when Stockholm invested in cycling
infrastructure in the early 2000’s the media had a negative response to the
investment. In Copenhagen on the other hand, the media has had a much
more positive stance on cycling.

The second relevant paper by Koglin (2015b) compares the organizational
structure of Urban planning departments in Stockholm and Copenhagen, in
order to assess how the departmental structure affects the promotion of cy-
cling and the development of sustainable transport modes. In line with the
previous paper, data analyzed in this paper is based on expert interviews con-
ducted with representatives from the planning departments of Stockholm
and Copenhagen.

Koglin (2015b) found that in Copenhagen the urban and transportation plan-
ning departments are organized under the same administrative unit and
work together on all projects. In Stockholm the urban and planning depart-
ments are organized under separate administrative units and the transport
planning unit plays a consultative role to the urban planning units, thus lim-
iting the co-operation between these units. Kohling argues that an integrated
approach to transport and urban planning is one key aspect in improving the
sustainability of urban and transportation planning.

Analysis of Dutch cycling policies

An analysis of cycling policies in the Netherlands can provide a good under-
standing of the policies that are undertaken when cycling is an integral part
of the transportation system. However, there are differenced in the cycling
policies undertaken in different Dutch cities and a cross comparison of these
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cities can provide an understanding of more subtle differences in cycling pol-
icies effects.

A meta-analysis by Harms et al. (2016) analyses the cycling policies of me-
dium sides Dutch municipalities. The aim of the paper was to analyze and
compare the effectiveness of cycling policies, as they found prior literature
lacking in that regard. The analysis covered 22 medium-sized cities in the
Netherlands and the analysis was done using RSA method of meta-analysis
covering documentation from 2000 to early 2014.

Based on the analysis by Harms et al. (2016) it was found that no single policy
was responsible for significantly increasing the amount of cycling in isola-
tion. Four important factors for increasing cycling were highlighted, however
for the purposes of this thesis only the first two are of importance. The pri-
mary factor for increasing cycling is improvements in infrastructure quantity
and quality, while at the same time decreasing the attractiveness of car usage.
Increasing parking rates, removing free parking, and reducing parking in
general are seen as vital aspects for increasing cycling rates and improving
cycling safety. The second important factor highlighted is the importance of
organizational factors for improving the effectiveness of cycling policies. Ex-
perimentation, citizen participation and the presence of strong leaders push-
ing for improvements to cycling are all associated with positive outcomes.
Setting measurable goals and following through with the implementation of
proposed policies are seen as especially important organizational factors.

Analysis of cycling promotion in Germany

An Analysis of the German experience with cycling promotion can also pro-
vide an improved understanding of cycling promotion as some German cities
have been highly successful in increasing their cycling modal share. A paper
by Lanzendorf and Busch-Geertsema (2014) provides a good overview of ef-
fects of cycling promotion in Germany. The paper analyzed 4 German cities
(Berlin, Frankfurt, Hamburg and Munich) The analysis was done using con-
tent analysis of cycling documentation published by these cities from 2002
to 2008 in combination with expert interviews.

The paper (Lanzendorf and Busch-Geertsema 2014) found that Berlin,
Frankfurt, and Munich had a noticeable increase in cycling, while Hamburg
did not. Hamburg did not adopt cycling promotion policies before 2008 thus
these policies did not have time to noticeably affect cycling conditions in the
city during the analysis period. The authors do however note that cycling pro-
motion is most effective when combined with investment into cycling as can
be interpreted from the results in the city of Munich.
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Expanding on the work by Lanzendorf and Busch-Geertsema, Wang (2018)
analyzed the barriers to pro cycling policies in Hamburg as Lanzendorf and
Busch-Geertsema had ended their analysis of Hamburg before the cycling
promotion campaign in the city had time to take effect. In the paper Wang
analyzed the cycling documentation in Hamburg starting from the year 2008
and ending in 2017. Analysis was performed using methods in line with con-
tent analysis with additional expert interviews and field observations.

Wang (2018) found that there are few important barriers to implementing
pro-cycling policies based on the expert interviews. The primary barrier ac-
cording to the interviewed experts is lack of physical space for cycling infra-
structure. The second major barrier for implementation of pro-cycling poli-
cies was the lack of will among stakeholders. Pro-cycling policies do not have
strong support among politicians and private stakeholders are reluctant to
give up on street parking for new bicycle infrastructure.

Analysis of cycling promotion in New Zealand

An analysis of the cycling conditions in areas where cycling remains a mar-
ginal mode of transport can also provide valuable context on what issues are
important in cycling promotion and what issues might cause cycling to re-
main marginal. A good example of a nation is New Zealand.

New Zealand has a low cycling modal share (1.2%) which has remained low,
despite some attempts to increase cycling rates. In her paper Smith (2016)
analyzed the transportation documentation in some of the largest counties
and documentation by the central government of New Zealand using the
methods of Critical discourse analysis as they relate to cycling for the period
of 2008 to 2013. Smith explored the disparity between the policies and state-
ments outlined in the analyzed documentation to the actions undertaken by
the councils in question.

Smith (2016) found that the documentation had a strong focus on aspects of
economic sustainability and ignored environmental and societal sustainabil-
ity. The documentation by the Central government specifically had a strong
focus on the economic aspects of transport policy a focused much more on
motorized transport. This focus on only economic aspects caused the narrow-
ing of transport objectives and lack of actions to promote cycling as a mode
of transport.

2.1.2 Prior master’s theses on cycling in the city of Helsinki

Monitoring as part of cycling policy
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In addition to the published articles analyzing cycling conditions in various
stages of cycling development, there are also several relevant masters’ theses
on the topic of cycling in the city of Helsinki. Perhaps the most relevant of
them is the thesis behind the creation of a significant portion of the analyzed
documentation. In his thesis Kujanpaa (2014) aimed to create a systematic
cycling monitoring plan for the city of Helsinki based on best practices from
prior international experience. In the creation of the monitoring system
monitoring theory and international examples were used, such as the Dutch
Fietsbalans and The Swedish Kommuvelometer.

Based on this research Kujanpai (2014) recommended the creation of the
bicycle account and the cycling barometer. Kujanpaa states that the bicycle
account’s purpose was to inform both citizens and politicians on cycling re-
lated topics, while the purpose of the barometer was to gather valuable infor-
mation on cycling for the planning department. Kujanpaa argues that Moni-
toring, promotion, and communication are strongly linked and reinforce
each other as the barometer helps inform the decision maker on the best ways
to promote cycling.

Signalization of Bicycle traffic

Another thesis that is strongly related to the documentation analyzed in this
thesis is the recent thesis by Taneli Parssinen (2020), which aimed to analyze
methods that could be used to improve the signalization of bicycle traffic.
This thesis was done on commission by the Urban Environment division of
the city of Helsinki and was published by the city as an official planning doc-
ument.

Parssinen (2020) found that the current development programs and design
guidelines do not provide tools for designing signalized intersections with,
with dedicated traffic lights for cyclists. In addition to this the Finnish na-
tional guidelines are outdated as they do not consider cycling as a separate
mode of transport. Based on these findings Parssinen has five recommended
actions for the city. Harmonize traffic light design principles, Improve the
intersection design principles, reduce the need for traffic signaling, separate
cycling signals from pedestrian signals, and finally improve cycling phasing
and detection at existing and future traffic signals.

An evaluation of winter maintenance practices

In order to increase year-round cycling, it is important to improve winter
maintenance in the city. The recent thesis by Samuli Huusko (2022) aims to
investigate the challenges facing winter maintenance in the Inner city of Hel-
sinki. The work is based on roadway winter maintenance research, city
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documents and expert interviews. The key findings of Huusko’s (2022) thesis
are that: First, it is vital to design cycling infrastructure with sufficient space
for snow storage, allowing for temporary storage of snow in times of heavy
snowfall. Second, the roles and responsibilities in managing winter mainte-
nance need to be clarified as the current situation is difficult for all the stake-
holders involved.

Possibilities of Bike-Train integration

While cycling works best for short to medium length trips, public transit is
better suited for longer trips. Understanding how these two transport modes
can be better integrated is important for solving the last mile problem. A re-
cent thesis by Miika Kulpakko (2022) fucuses on the possibilities of integrat-
ing bicycle and train trips in the Malmi area of Helsinki. While Kulpakko’s
thesis focuses on an area outside the scope of this thesis Train and Metro
integration is an important aspect of cycling even within inner-city Helsinki.

In his research Kulpakko (2022) assesses routes to the Malmi Train station’s
bicycle parking facilities within the Stations catchment area. The assessment
was performed using empirical data gathered by recording the cycle to the
station’s parking facilities on each route and multi-criteria assessment
framework developed for the purpose of the thesis.

Based on the analysis by Kulpakko (2022) each route received a score. The
results were that many of the routes scored rather poorly due to deficiencies
in infrastructure and lack of continuity. These low scores indicate that the
quality of infrastructure detracts people from combining bicycle and train
trips. The results also indicated that the multi-criteria approach used in the
thesis is useful for assessing different cycling routes and highlighting prob-
lem areas for planning prioritization.

Possible instruments to increase the modal share

It is also highly important to investigate what prior analysis says about ways
of increasing the modal share of cycling. A recent thesis by Zhuang (2022)
aims to analyze possible instruments for increasing cycling modal share in
the city of Helsinki. The thesis was performed using methods of literature
review and analysis of best practice examples from such cities as Copenhagen
and Amsterdam and how these practices could be adapted to the local condi-
tions in Helsinki. Zhuang found that improvements to cycling safety, espe-
cially at intersections, and improvements to the cycling infrastructure are
among the primary issues that Helsinki should focus on based on the experi-
ence of Copenhagen and Amsterdam. In addition to this a toolbox for pro-
moting cycling was created for the city.
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2.2 History of Cycling in Finland

The history of cycling in Finland is relatively long and storied. The First bi-
cycles were imported to Finland in the late 1860s’, however the bicycle did
not see mass adoption as even in 1910s’ the bicycle remained prohibitively
expensive for most of the population (Mannisto-Funk 2011). The bicycle
started its rise to prominence as a mode of transportation in the 1920s’ as the
rate of bicycle ownership started to grow steadily as the price had decreased
to the point that a large majority of the working population could afford to
buy a bicycle. By the mid-1930s’ the bicycle had become the primary mode of
transportation in rural areas and a major mode of transportation within the
industrial cities, such as Helsinki and Tampere (Mannisto-Funk 2012).

The 1930’s also saw cycling become important enough that urban and trans-
portation planners started taking cycling into account when developing their
plans. Cycling advocates were demanding that the city take inspiration from
Copenhagen and Stockholm in implementing new bike paths in order to im-
prove cycling safety and connectivity between different neighborhoods. In
the year 1937 the city of Helsinki had developed a proposed cycling network
plan (see figure 2.) and some of the proposed cycling projects went into con-
sideration for the city government. However, the start of the Winter war in
1939 ended these developments (Kallioinen 2002).

Bicycle usage saw a sharp decline during the Second World War as there was
a tire shortage and the military began requisitioning bicycles for the war ef-
fort. In the post-war years bicycle sales saw a recovery, but at the same time
a new competitor to the bicycle was emerging, the private automobile (Man-
nisto-Funk 2012).

19



LSINGIN KAUPUNGIN KARTTA |

w837
ARTA OVER HELSINGFORS STAD

4-1937

-

My pydrotiesuunn itelmaan.

LANTTASAARE M STLNA

o3 DRUNSE FUARDEN
,

e Tryhmén  pyrérotie
cemmm ——  pydrékeste

e T rybmdn pydrd#ic
cesmm iy drikesits

s Kotifo, joiden ojolichle o/13/ seetove
P ybreilioille sapive pesliysle,

opose‘d‘ Helsinki cycling network frorﬁ 1937. High res-
olution scan from a news article about 1930 cycling plans in Helsinki (Hel-
singin Sanomat 2013)

2.2.1 Mass motorization and shifting of responsibilities to vulnerable
road users

Finland as a country was late to urbanize and industrialize as the country
remained largely agrarian through the early 20t century. The large-scale ur-
banization of the country started in the late 1950’s as thousands of people
started moving to large urban centers such as Helsinki and Tampere. As
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Finland was rapidly urbanizing and industrializing, the country experienced
explosive growth in automobile ownership (Mannisto-Funk 2023). As late as
1955 there was only one passenger car per 50 people. In only ten years the
rate had increased fivefold in 1965 as car there was 1 car per 10 people. By
the year 1975 the number of cars on the road had doubled from 1965 and
there was now 1 car for every 5 people (Tilastokeskus 2023). A graph showing
the growth in registered passenger cars can be seen in figure 3.

Number of vehicles registered (31.12.) by Year. Passenger cars, Number of the vehicles.
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Figure 3. Number of passenger cars registered in Finland from 1930-1975
(Tilastokeskus 2023)

During the period of mass urbanization cycling and walking rates remained
high. However, cyclists and pedestrians now had to contend with an ever-
increasing number of cars on the streets. During this period of mass urbani-
zation and motorization there was a rapid rise in traffic fatalities, which
would later reach their peak in the year 1972. Of these fatalities more than
half were pedestrians and cyclists who were run over by car drivers. this was
a major cause for concern as the fatality rates were more than double of the
fatality rates in Sweden (Mannisto-Funk 2023).

The first attempts to address this crisis started in the 1950s’ the state granted
a parliamentary mandate for traffic safety promotion to the Traffic Commit-
tee of the Accident Prevention Association (Talja). Under the parliamentary
mandate the advisory board of Talja was composed of various car owners’
associations, automotive professionals, and the police, among other groups
primarily concerned with mortised traffic. As such, the focus of the organiza-
tion was to educate the public on how to avoid being run over by a motor
vehicle. Talja as an organization placed great emphasis on educating children
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on traffic safety and their program was made part of the curriculum (Man-
nisto-Funk 2023). Talja as an organization placed the responsibility for the
alarming traffic fatality rates on the vulnerable road users themselves. At the
same time, Talja opposed moves to impose speed limits on motor vehicles
(Mannisto-Funk 2023).

This development, where cycling and walking is marginalized in favor of the
automobile was however not unique to Finland and pedestrians and cyclists
were similarly marginalized in other European cities during the post war pe-
riod (Bruheze 2000). Figure 4 shows that many Western European cities that
had high cycling rates prior to the 1940’s saw a sharp decline in cycling rates
in the post war period.
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Figure 4. Reconstructed trend lines of the bicycle share in the total number
of car, bicycle, motored and public transportation trips in nine West Euro-
pean Cities, 1920-1995 (in%)( Bruhéze 2000)

2.2.2 SCAFT model of transport planning and the codification of mo-
tor vehicle dominance

The SCAFT model was a transport planning paradigm developed in the late
1960’s Sweden. This transport planning model greatly emphasized the sepa-
ration of different transport modes in order to facilitate safety and to improve
motorized traffic flow. This required the removal of cyclists from the street
as they were seen as an obstacle to motorized traffic. While originally devel-
oped in Sweden, Finnish transport planners were quick to adopt these ideas
and to implement them (Mannist6-Funk 2023).
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Under the SCAFT model Cyclists and Pedestrians were lumped together un-
der the term “kevyt liikenne” or light transport. With the implementation of
the light transport concept the cyclists were moved onto the sidewalk and no
longer treated as a real mode of transport with its own needs and require-
ments (Mannisto-Funk 2023). It is however worth noting that many of the
principles outlined in the SCAFT model, including combining cycling and pe-
destrians into one category, were already employed prior to its creation. In
essence the model functioned as a codification of previously employed prac-
ticed into a new paradigm to be fully adopted and implemented.

The SCAFT concept contributed to the marginalization of cycling as a form
of transport, as it primarily focused on motorized transportation (Koglin &
Rye 2014). As the SCAFT principle of separating modes required more space
than was available in the built-up areas, cycling was pushed to the wayside
and ignored in planning or bunched together with pedestrians on the light
transport paths.

2.2.3 Pushback against car dominance and early experiments with
cycling infrastructure in Helsinki

The dominance of the automobile under the SCAFT model saw increased
scrutiny from 1970s’ onward. As mentioned in section 2.2.1 traffic fatalities
reached an all-time high in 1972, this was despite decades of education cam-
paigns organized by Talja. The issue of traffic fatalities gained national im-
portance as President Urho Kekkonen noted it in his 1973 new year’s address.
Due to the presidential address the country began a three-year long speed
limit test in some parts of the country, despite Talja having previously op-
posed the introduction of speed limits. In addition to this, the 1973 oil crisis
forced the introduction of the 8okm/h speed limit in 1974 and during this
period traffic fatalities saw a 40% decline. (Mannisto-Funk 2023).

Talja as an organization had also seen major scrutiny due to its perceived
ineffectiveness. Despite decades of campaigns no major reduction in fatali-
ties was achieved and citizens had become more critical of the organization.
Due to this pressure, Talja was reorganized and renamed to Liikenneturva
(Finnish Road Safety Council) in 1971 and placed under direct parliamentary
control in 1974 (Mannisto-Funk 2023).

In addition to the outrage against the high traffic fatality rates the 1970’s saw
the publication of the first Finnish language papers concerning cycling and
pedestrian planning and courses teaching transport planning for pedestrians
and cyclists were organized. These courses focused on educating planners on
how to plan safe light transport routes and intersections (Kallioinen 2002).
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With improved understanding of light traffic safety needs new legislation was
needed, in order to ensure safe routes are implemented.

In 1982 the Road traffic law (Tieliikennelaki) was updated to include signifi-
cant new provisions for pedestrian and cyclist safety. Under the updated law
the building of light transport routes was legally mandated, meaning that
municipalities had to provide pedestrian and cycling routes. In addition,
these law changes also mandated the municipalities to provide sufficient
funds to build new light transport routes. Due to these legislative changes
and heightened societal pressure, cities invested increasing amounts of re-
sources into improving pedestrian and cycling conditions. As an example, the
city of Helsinki invested 13,5% of its transport investment budget into build-
ing new light traffic routes. (Kallioinen 2002).

The first real attempts at building dedicated cycling infrastructure came rel-
atively soon after the laws were updated. The first proper bike path, sepa-
rated from both pedestrians and motorized traffic was built in 1986. It was
built on a street named Bulevardi, which despite its name was quite narrow
and the planning of the bicycle path was constrained by the existing tram
tracks and tree rows. Despite this the goom long bike path was the first of its
kind in Helsinki (Sane 2014). While at the time this was a big achievement
for cycling in Helsinki, the Bulevardi bicycle path is no longer considered to
be of high quality as it does not fulfill the modern requirements.

During the 1990’s decision makers started to see cycling as a real mode of
transportation that could be a solution to the many problems facing the
transportation system. Cycling was now being considered as a way to reduce
motor vehicle traffic and pollution within cities. The fluency bicycle flow be-
came a major concern among transportation planners in Finland as smooth
flow is vital for cycling to compete against motor vehicles. Cycling was once
again being treated as a separate mode of transport from pedestrians, despite
still being grouped in light traffic. By the year 1997 72% of the Public and 62%
of decision makers in Finland considered that cycling should be prioritized
over cars in transportation planning (Kallioinen, 2002). In addition to the
national programs, cycling promotion saw new developments in the whole
Capital Region, but primarily in the city of Helsinki. The city of Helsinki de-
veloped its first cycling promotion program in 1994 which aimed to double
the number of cyclists on the road, and an implementation program in 1996
for reaching this goal. (Kallioinen 2002)
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2.2.4 Cycling developments in the city of Helsinki in the new millen-
nium

The city of Helsinki continued developing cycling after the turn of the millen-
nium. The cycling promotion program from 1994 which aimed to double the
number of cyclists was reviewed and an updated version of it was published
in 2004 (City of Helsinki 2004). In addition to this the first target network
for cycling routes in the Helsinki city center was published in 2008 (City of
Helsinki 2008). However due to difficulties with finding the original docu-
mentation and modal share statistics from the time it is quite difficult to say
whether the city was successful in achieving the desired increase in cycling.

The infrastructure development during this time remained limited, as re-
sources for cycling investment were rather limited. The situation started to
change as a new cycling infrastructure push began with the construction of
the first bicycle highway, the Baana. The Baana was built on the site of a for-
mer harbor rail link, linking the Jatkasaari harbor to the Finnish rail net-
work. However, with the construction of a new, larger harbor in Vuosaari the
rail link became unnecessary. The construction of the Baana was delayed and
the cycling rote was finally opened to the public in the summer of 2012 (Si-
ironen 2012).

The Baana was highly successful and is now one of the most used bike paths
in all of Finland having had over one million yearly cycling trips in 2020
(Welling 2020). It was in fact so successful, that its name became synony-
mous with bicycle highways in Finland. The success of the original Baana
didn’t go unnoticed as it received a special mention in the European Prize for
Urban Public Space organized by the Centre of Contemporary Culture of Bar-
celona (Siilynoja 2015).
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3 Methodology

In this section of the thesis the methods used for analysis will be outlined.
This thesis is based on the documentation produced by the city of Helsinki.
Content analysis was chosen as a method due to its value in analyzing large
amount of mainly text based data. This section of the thesis consists of mul-
tiple subsections which outline the rationale used for different aspects of the
content analysis of the documents. The aim is to explain the sampling strat-
egy employed while gathering documentation for analysis, the analysis strat-
egy employed during the evaluation of the documents, the stages of the iter-
ative analysis process and finally the results of the coding process.

3.1 Document sampling strategy

The sampling strategy for this thesis was based on two aspects. Availability
of documents and their relevancy. Only documents that were publicly avail-
able on the internet were analyzed due to the premise of this thesis. The sam-
pling strategy aligns with the principles of purposeful sampling, and more
specifically Snowball sampling principles due to the nature of the thesis and
the limits in available documentation (Patton 2002). Thus, the sample of
documents analyzed in this thesis can be said to be based on snowball sam-
pling method with a starting point on the Target network 2025 document. A
table containing all the documents analyzed in this thesis can be found below.

Table 1: List of documents analyzed in the thesis in chronological order. Doc-
uments with official translations are marked with an asterisk.

Title (English/Finnish) Year Author(s)
Target network 2025 / 2012 N.A
Tavoiteverkko 2025
Target network 2025 2013 N.A

implementation program /
Pyoraliikenteen tavoitever-
kon 2025 toteutusohjelma

Cycling barometer 2014 / 2014 Otantatutkimus Oy

Pyorailybarometri 2014 Marttila, J.
Cycling development program / 2014 (Contributors named but
Pyorailyn edistimisohjelma no authors specified)
*Bicycle account 2015 / 2015 N.A
Pyorailykatsaus 2015

Cycling barometer 2016 / 2016 Otantatutkimus Oy (no

Pyorailybarometri 2016 named author)
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*Bicycle account 2017 / 2017 (Contributors named but

Pyorailykatsaus 2017 no authors specified)
Cycling barometer 2018 / 2018 Otantatutkimus Oy (no
Pyorailybarometri 2018 named author)
*Bicycle account 2019 / 2019 (Contributors named but
Pyorailykatsaus 2019 no authors specified)
Residents' network 2020 Ramboll Finland Oy (no
priority questionnaire / named author)
Asukaskysely pyoravaylien
priorisoimiseksi
Cycling barometer 2020 / 2020 Otantatutkimus Oy (no
Pyorailybarometri 2020 named author)
*Bicycle Action Plan 2020- 2020 N.A
2025 /

Pyoraliikenteen kehittamisoh-
jelma 2020-2025

*Bicycle account 2021 / 2021 (Contributors named but
Pyorailykatsaus 2021 no authors specified)
Bike path prioritization and 2021 Pasanen, T.

implementation programme /
Pyoravaylien priorisointi ja

toteuttamisohjelma
Cycling barometer 2022 / 2023 ISS-Otantatutkimus Oy
Pyorailybarometri 2022 (no named author)

The availability of documentation was also a major limiting factor for this
thesis. Prior to the year 2017, Urban environment issues such as urban plan-
ning, construction, real estate, and environmental issues were all handled by
separate agencies with separate archives. These separate agencies were
merged into the Urban Environment Division (Kaupunkiympéariston toimi-
ala or KYMP) which now handles all Urban environment related issues pre-
viously handled by the many different agencies. This has however caused
some problems as the publicly available archives of the old agencies main-
tained by KYMP are incomplete and rather sparce in documentation prior to
the 2010’s. As an example, the archives for the Transport planning division
only go to 2009. Another example of this is the Target network 2025 docu-
ment. It is not available in any of the archives, despite it having a major role
in subsequent documentation. It was however available on a separate website
(dev.hel.fi) which posts all the decisions on which the Helsinki city council
votes on.
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Due to these issues this thesis focuses on the documentation released since
the year 2012. Some older documentation is publicly available, like the cy-
cling development program from 2004 and the target network from 2008
covered in section 2.2.4, but their relevancy in the current year is highly lim-
ited. The cutoff date was chosen as Helsinki 2025 cycling target network was
released in that year. Almost all documentation released since then is in some
way related to this plan and it forms a linchpin for later documentation. In
addition to this, 2012 was the first year the City of Helsinki had a separate
cycling budget, instead of a common light traffic budget which covered both
pedestrian and cycling infrastructure (City of Helsinki 2020c).

The final sample can also be grouped into 4 document categories for ease of
analysis as can be seen in figure 5. These Groups are Accounts, Action plans,
Barometers, and Implementation programs. In addition to these groups,
some documents remain ungrouped due to being singular in nature such as
the Target network 2025 document. These groupings will be used in later
sections to refer to document groups as a whole.
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Figure 5. Documents grouped by category.

3.2 Content analysis strategy

While the literature described in the literature review focused mainly on cy-
cling promotion and policy, there were relatively little methodological as-
pects that could be applied in this thesis. Many of the content analysis meth-
ods were applied to different aspects of the research and would not be directly
applicable to this case. In addition, in many cases the coding methodology
described in the literature review was designed for larger teams where mul-
tiple people would perform the coding procedures and thus weren’t appro-
priate for this thesis either.

Due to these issues this thesis necessitated the creation of a novel content
analysis strategy. The content analysis strategy was largely based on the pa-
per Three Approaches to Qualitative Content Analysis by Hsieh and Shannon
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(2005). In their paper Hsieh and Shannon define three primary categories
of qualitative content analysis. These categories are Conventional content
analysis, Directed content analysis, and Summative content analysis. Con-
ventional content analysis is based on observation of the data and the codes
are defined and derived from the data. Directed content analysis is based on
pre-defined codes that are based on existing literature with new codes cre-
ated as needed. Summative content analysis is based on keywords that can
be identified before and after data analysis. This thesis aligns greatly with the
description of the conventional content analysis. While many codes were cre-
ated prior to the beginning of the coding process, they were created on prior
readings of the text instead of theoretical background and were thus entirely
derived from the data.

Table 2. Major Coding Differences Among Three Approaches to Content
Analysis (Hsieh & Shannon 2005, pg.1286)

Type of con- Study Timing of defining Source of Codes or
tent analysis starts with Codes or Keywords Keywords
Conventional Observation Codes are defined dur- Codes are derived from

content ing data analysis data
analysis
Directed content Theory Codes are defined be- Codes are derived from
analysis fore and during data theory or
analysis relevant research
findings
Summative Keywords Keywords are identi-  Keywords are derived from
content fied before and during  interest of researchers or
analysis data analysis review of literature

3.3 lterative coding process

The coding process was performed in three iterations, in order to catch any
possible problems early on and to correct them before moving on to the next
iteration. The coding procedures were performed over a period of a of a few
months using the latest version of ATLAS.ti software available. For the cod-
ing process various aspects of the documentation were analyzed as coding
material. While the vast majority of the analyzed material was text based,
graphs, maps and pictures were also analyzed as coding material. It is also
worth mentioning that multiple codes were applied to each analyzed coding
material as none of the coding material fell exclusively under the purview of
one code. The average number of codes applied to a single coding material
was three and maximum was five.
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3.3.1 First Round

The first round of iterative coding began with the creation of 20 codes that
were based on prior readings of the documents during the sampling process.
The next step was the choice of tester documents in order to assess the suit-
ability of the coding criteria and to fix any problems before starting large
scale analysis of all documents. The tester documents chosen cycling account
2015 and cycling account 2021. They were chosen as the earliest and the lat-
est documents in the cycling account series. The cycling account series of doc-
uments was chosen as they contain a wide range of cycling related topics
while being relatively consistent from year to year.

During the analysis of the coding material in the two tester documents the
creation of 3 new codes was necessary as the original codes were insufficient
for a full understanding of the analyzed material. After the first round of anal-
ysis was performed on the two tester documents the content analysis strategy
was deemed workable and could be expanded to the whole sample of docu-
ments in the second round of analysis.

3.3.2 Second Round

After the completion of the first round, it was necessary to refine the coding
process in order to improve the final results of the analysis. The first step of
the second round involved the consolidation of underutilized codes. Some of
the codes used in the first round appeared only as pairs or were close enough
to each other that it made sense to consolidate them under a slightly broader
code. An illustrative example of this fact were the “Winter” code and “Mainte-
nance” codes. These always appeared as pairs, due to winter maintenance
being the primary maintenance issue the city of Helsinki is concerned with,
thus it made sense to combine these two codes.

The next step was the creation of the 6 color-coded categories for the codes.
The idea behind these categories was to simplify the analysis process on a
visual and conceptual basis. These categories are further explained in section

4.4.

After the creation of the color-coded categories the coding procedures were
performed on the rest of the document sample. This was the most time-con-
suming part of the iterative coding process as it necessitated the analytical
re-reading of a large sample documents many of which were over 50 pages
long. During the analysis of the codes a number of new codes were created as
necessitated by the newly analyzed documents bringing the total number of
codes up to 24.
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3.3.3 Third Round

The Third round of the iterative coding process consisted mainly of re-read-
ing and re-evaluating the previously analyzed coding material. This was a rel-
atively straightforward process as no new coding material was analyzed and
the previously analyzed coding material required relatively little adjust-
ments. In addition to the re-evaluation of older coding material, new
“dummy” codes were created. These “dummy” codes are not part of the ana-
lytical process however they do play a role in the comparison of documents
and code groups. These dummy codes mirror the color-coded categories and
are applied to all coding material that contain at least one code belonging to
its associated color-coded category. They were created using the Smart Code
feature of ATLAS.ti which allows for the creation of new codes based on que-
ries. For this purpose, a simple Boolean OR operator was used.

3.4 Results of the Iterative coding process

As a result of the iterative coding process 24 analytical codes were created.
These codes cover a wide range of topics from infrastructure to citizen opin-
ion and a full list of codes can be seen in figure 6. These codes are, however,
too specific for large scale analysis of data and thus 6 color coded categories
were created during the third round of analysis. In this section of the thesis
the Categories and the rationale behind these groupings will be explained.
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Figure 6. Ful list of codes used for analysis organized by category.
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3.4.1 Relational time

The pink group consists of time related codes. It is the smallest of all the
groups as it only has two codes, 1 and 2. Code 1 was used to mark quotations
related to the current state of thing at the time of publication and code 2 to
the future state of thing at the time of publication. This split serves an im-
portant purpose for analysis, as it allows for comparison of documents based
on whether they focus more on present or future events.

3.4.2 Cycling Infrastructure and services

The red group consists of codes related to cycling infrastructure and cycling
related services. This includes cycling infrastructure like bike paths, bike
lanes, bikeshares and bike parking and associated services like winter
maintenance, routing, and guidance. During the grouping process separate
groups for cycling infrastructure and cycling services were considered, how-
ever the idea was ultimately dropped. The main reason for a combined cate-
gory containing both infrastructure and services was the common purpose of
coding material that falls under this category.

The assessed aim of the coding material in this group is that they are con-
cerned with ways to improve cycling conditions and to make cycling easier
directly. Additionally, some aspects in this group can be considered both in-
frastructure and service. As an example, the Bike share system has both phys-
ical and service aspects to it and it would me quite difficult to sort into exclu-
sively one of these categories. This is also in line with the way the city treats
infrastructure and services as they are considered as separate categories in
early documentation such as the 2014 Cycling development program, but in
the latest documentation such as the 2020 Cycling action plan 2020-2025
cycling services fall under infrastructure.

An illustrative example of a coding material from this category is this quote
about the newly introduced city bikes from the 2017 bicycle account. It is
marked with three codes. “1” as it concerns the current state of the city bikes,
“cycling services” as it covers the city bike service, and “statement” as it is a
general statement on the topic at hand.

"Last summer, Helsinki city centre gained a new transport service, which
immediately found a place in the hearts of the city’s residents. On a usual
day, six journeys were made per city bike. This figure indicates that we are
among the top cities at international level and shows the popularity of city
bikes.” (City of Helsinki 2017, pg. 3)
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3.4.3 Factual statements concerning cycling

The blue group contains a wide variety of factual statements including statis-
tics, citizen opinions, and general statements on cycling. It is the largest code
group containing six different codes. This group consists of non-actionable
general statements related to cycling. They have no direct impact on cycling
but are important for analysis as they contain important information pertain-
ing to the cycling conditions in Helsinki.

An example of a general statement: “Helsinki is a trailblazer when it
comes to cycling, both domestically and globally. Plenty of effort has gone
into this work, but much can still be done — together.” (City of Helsinki 2021a

pg-3)
3.4.4 Justifications for cycling

The green group consists of various justifications the city uses in the docu-
mentation for the implementation of the pro-cycling policies outlined in the
analyzed documents. This includes such topics as Health, Economics and
Traffic. This grouping is closely linked to the blue group as coding materials
in the green group are also general, factual statements. There are however
multiple reasons why it is analyzed separately from the blue group. The state-
ments in this group serve a different purpose as they aim to inform the reader
of the many benefits of cycling. The second reason is that This helps the com-
parison of different documents to each other as it makes it possible to see at
a glance how much a document is trying to justify cycling policies and how
the amount of justifications changes over time. The third reason is that the
blue group is already quite large and having even more codes and coding ma-
terials all under that category would make analysis much more difficult.

“Benefits from health effects and time savings Based on a study that re-
viewed the benefits and costs of cycling, an investment of one euro into the
cycle paths of Helsinki will generate nearly 8 euros worth of benefits. In
addition to the health effects, benefits are received as saved time, since the
more efficient and safer cycle path network makes cycling faster. Compared
to typical transport investments the benefits are several times higher.” (City
of Helsinki 2015, pg.10)
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3.4.5 Planning and policy

The yellow groups consist of codes related to planning and policy. This in-
cludes all concrete plans, goals, and policies that are brought up in the ana-
lyzed documents. These three codes are quite similar to each other, but also
quite distinct in some respects. Plan code contains coding materials that have
direct actions that can be taken at a specific location. As an example, a map
with specific bike lanes and bike paths marked, and years when they should
be built is a plan. Analysis materials marked with a policy code describe the
way that the city wants to be implemented. As an example, the city stating
that new bike paths should be built with a tactile strip separating them from
pedestrian paths is a policy. This differs from plans in the lack of specified
location. The goal code marks Coding materials that describe the end goal of
all the actions outlined in plans and policies. As an example, the city stating
that they want to have 131km of bike paths and bike lanes built by 2025 is a
goal.

This group is somewhat related to the blue group as these are also statements,
however they differ in that they directly describe the desired state of the cy-
cling network. They are all actionable and implementable as compared to the
blue group which contains statements that are more general and not directly
implementable. An example of a coding material that falls under this cate-
gory can be seen in figure 7 on the next page.
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Figure 7. An illustrative example of a map used as coding material under the
“plan” code in the yellow code group (City of Helsinki 2021a, pg. 12)
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3.4.6 Governance related issues

The grey group consists of codes related to governance. This includes codes
pertaining to the City Government, planning department, and monetary re-
sources. These codes might seem somewhat disconnected, but they are in fact
linked by the chain of democratic accountability. The elected city government
is the democratically elected authority in charge of the city. They delegate
monetary resources and part of their authority to the planning department.
While the Planning Department authority and resource, they are ultimately
responsible to the City government which always has the final say. This is
why they were placed under the same category as it is important to perceive
them as intertwined institutions while also noting their separate competen-
cies and powers.

“However, promotion of cycling needs to be integrated as a part of the City’s
ongoing cross-administrative process so that it can be included in all the
relevant City operations. The responsibilities for measures need to be de-
fined more clearly than before, and the implementation of measures must
be actively monitored, both by the Urban Environment Division and the
[Urban Environment] committee.” (City of Helsinki 2020c, pg.65)
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4 Results

The analysis of the Helsinki cycling documentation yielded many interesting
findings. In this section of the thesis, findings based on coding results and a
more general overview of the documentation will both be presented. Code
based findings are by their nature most applicable to cross comparison, both
between documents and the coding groups, while the general findings based
on reading of the documents bring out some notable aspects of the documen-
tation, that were not apparent in the analytical coding process, but hold sig-
nificance for bicycle planning and planning documentation in the city of Hel-
sinki.

4.1 Analysis of the Coding results

The analysis of coding results is split into two subsections due to the different
nature of the comparisons. In the cross-document comparison subsection the
code group and code distribution between different documents and docu-
ment types will be analyzed. In the code group comparison subsection, the
relationships between different codes will be analyzed as a whole, with no
regard to which documents each code appeared in.

411 Cross document comparison

The code distribution remains relatively consistent within document catego-
ries, however there are some noticeable differences. In general, Earlier doc-
uments have a significantly larger share of green justification related coding
material, but they relatively quickly disappear from the documentation. The
2015 cycling account is particularly heavy in justification as it is the first doc-
ument that presents cycling developments to the general public. This seems
to suggest that the planners behind the documents are confident that city
residents and city council members understand the importance of cycling.

Another noticeable difference between early documents and later ones is that
later documents are generally more information dense. The number of cod-
ing materials per document increases within document groups over time. As
an example, the first barometer had 23 coding materials, while the latest ba-
rometer had 36. In addition, nearly all quotations in the Barometer docu-
ments are exclusively in the blue color-coded category as they are concerned
with citizen opinions and statistics. The citizen questionnaire from 2020 is
also largely composed of quotations in the blue color-coded category, but
there are also a significant number of planning and infrastructure related
quotations as the questionnaire polled residents on infrastructure planning
and implementation.
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4.1.2 Code group comparison

The co-occurrence analysis provides interesting insight into the relationship
between different codes and code groups. For visualization purposes 4 San-
key charts were created sing the ATLAS.ti co-occurrence feature. These visu-
alizations focus on how red, blue, yellow, and grey groups are related to other
codes within the documents. Sankey charts of pink and green groups yielded
no information usable for analysis and thus were discarded.

Figure 8 concerns with codes that occur together with red group codes. As
can be seen from the figure, red group codes mostly occur together with blue
group codes (34 co-occurrences) and yellow group codes (36 co-occur-
rences). Interestingly, red group codes occur together with present time code
“1.” almost twice as often as with future time code “2.” (53 vs. 29). This im-
plies that the documentation has a stronger focus on the current state of in-
frastructure than its future state.
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Figure 8. Sankey chart of co-occurrence with red group codes.
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Figure 9 contains the co-occurrence chart of the blue group codes. As can be
seen from the blue codes have a wide range of co-occurrence and occur to-
gether with all other code groups. It is also notable that green group codes
occur almost exclusively with blue group codes, as most justifications within
the documentation were relatively general statements. Finally, it is also
worth noting that blue group occur almost exclusively with the current time
“1.” code, meaning they primarily cover the current state of things.
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Figure 9. Sankey chart of co-occurrence with blue group codes.
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Figure 10 contains the co-occurrence chart yellow group codes. The chart in-
dicated a near equal distribution of the time codes “1.” (28 co-occurrences)
and “2.” (27 co-occurrences), which might seem odd as the yellow group
codes concern themselves with planning and policy, which could be expected
to focus on the future state of things. A more thorough look through the cod-
ing shows that coding material with the policy code are often describing the
current policies employed by the city, thus inflating the number of “1.” codes
in this sample. Otherwise, the co-occurrences are quite predictable as plan-
ning related coding materials have a strong infrastructure focus.
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Figure 10. Sankey chart of co-occurrence with yellow group codes.
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Figure 11 contains the co-occurrence chart of grey group codes. The co-oc-
currence is greatest with blue group codes. This chart indicates that the gov-
ernance codes are largely concerned with current governance issues. In ad-
dition to this the codes in this group largely occur together with general state-
ment group codes, meaning that these governance related coding materials
largely focus on relatively general level issues. This is likely due to the coding
material in this group discussing the relations between the city government,
planning department, and how these two government entities interact with
each other.
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Figure 11. Sankey chart of co-occurrence with grey group codes.
4.2 Additional Findings from the analyzed documents

While the cross-document comparison and the code group comparison
yielded many interesting findings, the large-scale nature of this comparison
obscures many important aspects of the documentation. The aim of this sub-
section is to bring out and analyze some of the notable findings from the doc-
umentation that are not apparent in the coding, but still hold much im-
portance to the cycling conditions in Helsinki.
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4.2.1 Role models and international comparison

In the documentation the city regularly references other European cities for
purposes of international comparison and as role models for the develop-
ment of cycling in Helsinki. Copenhagen functions as the primary role model
for the city of Helsinki. As the capital of a Nordic country, with a similar pop-
ulation, however with much more developed cycling conditions. The city reg-
ularly references Copenhagen in the as appositive role model in the Cycling
development program (2014), Bicycle Action Plan 2020—-2025 (2020), and
the Residents' network priority questionnaire (2020). In fact, in the priority
questionnaire, it is stated that the questionnaire and the later network im-
plementation program are inspired by documentation released by the city of
Copenhagen and that the structure of these documents is based on those re-
leased by Copenhagen (City of Helsinki 2020a).

The Netherlands, and more specifically Amsterdam, are also regularly refer-
enced as a role models for the city, but their influence is not as direct as Co-
penhagen. The CROW Design Manual for Bicycle Traffic is mentioned in the
Bicycle Action Plan 2020—2025, however it’s influence on the planning doc-
umentation remains uncertain as the mention only covers the primary char-
acteristics of bicycle traffic (City of Helsinki 2020c¢). The CROW design man-
ual is however mentioned as a source in Helsinki’s own design manual (City
of Helsinki 2016b); thus, it can be assumed that the CROW design manual
plays a role in the planning decisions made by the city.

Stockholm is regularly brought up in the documentation as both it and Hel-
sinki are lagging behind Copenhagen in cycling development and both cities
are taking action in order to improve cycling conditions. Stockholm functions
as a primary city for international comparison and sometimes a role model
too. For example, the city of Stockholm has been more successful in imple-
menting new cycling infrastructure than the city of Helsinki, because Stock-
holm has been building temporary cycling infrastructure, while Helsinki gen-
erally only builds new cycling infrastructure when the whole road needs re-
surfacing (City of Helsinki 2021b). In other aspects however, Helsinki is
ahead of Stockholm as the organizational structure of the planning depart-
ment is much closer to the organizational structure of Copenhagen as de-
scribed by Koglin (2015).
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4.2.2 Successfully implemented improvements to the cycling envi-
ronment.

The 2014 Cycling development program has a list of improvements to the
cycling conditions that the planners at the time proposed for implementation
and many of the major improvements the city has made are part of this list.
Of these improvements the two most successfully implemented are the im-
plementation of the city bike system and improvements to bicycle parking.

The introduction of the Helsinki city bikes is a major part of the cycling doc-
umentation. The system was already in consideration when it was first men-
tioned in the 2014 development program. By its next mention in the 2015
action plan the system was already in development and preparation for the
beginning of bikeshare services in the spring of 2016. The implementation of
the city bikes was a major success. In the 2017 cycling account the city states
that the Helsinki city bikes were at the time was one of the most successful
bike share systems in the world and the city bike service had already been
expanded threefold as compared to its introduction year (City of Helsinki
2017). While in the later documentation the city bikes aren’t as important,
the documentation still tracks the expansion of the city bike system (City of
Helsinki 2019 & City of Helsinki 2021a).

Another area, the city has made major improvements in satisfaction with
aspects of the cycling environment. The general level of satisfaction with
Helsinki as a cycling city has been high since the first barometer, as even in
2014 83% (with 18% highly satisfied) of the cycling population was satisfied
with Helsinki as a cycling city. The satisfaction rate has seen steady growth,
reaching 89% this year with 25% of respondents saying they were highly
satisfied with Helsinki as a cycling city (Helsinki 2023a).

Satisfaction with cycling safety has seen especially strong growth over the
years. While the initial level of satisfaction among cyclists was relatively
high with 71% of cyclists considering cycling in the city safe or rather safe,
the rate has increased to 82% in 2022, as can be seen in figure. It is also of
note that the share of cyclists who rate cycling conditions as safe outnumber
the share of cyclists who consider cycling in Helsinki unsafe or rather un-
safe as can be seen in Figure 12. (Helsinki 2023a)
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7) How would you rate the safety of cycling in Helsinki?
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Figure 12. Safety rating by people who cycle in the city of Helsinki (Trans-
lated) (Helsinki 2023a)

4.2.3 Partial successes

The city also has had some partial successes over the years. A primary exam-
ple of this is the funding for improving cycling conditions. In the 2014 Cycling
development program the city set a funding target for cycling of 20 million
euro every year of which 19.5 million would be spent on infrastructure and
the rest on communication, planning, and progress tracking. The documen-
tation presupposed an increase in infrastructure and services funding to 12
million euro during 2014 and to 19.5 million euro in 2015. It is estimated that
if this funding target were implemented in 2015 the target network would be
complete by 2025 as was outlined in the 2012 target network plan. (City of
Helsinki, 2014Db).

The implementation of this target was however not entirely successful. As can
be seen in figure 13, cycling investment saw incremental increases through-
out the years, however the target of 19,5 million euro infrastructure invest-
ment was not reached until 2020, a full 5 years after the target date. Due to
this delay, the target network is not expected to be complete by the set target
date of 2025 and the network is expected to be only 70% complete by 2031
(City of Helsinki 2021b). In addition to the late implementation of the invest-
ment target, the current period of high inflation is making this target even
less likely as the cost of infrastructure projects increases.
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Figure 13. Key figures for bicycle transport, including funding, in Helsinki
since 2010. (City of Helsinki, 2020c¢)

On the positive side, the infrastructure funding level has been stable since
2020 and the cycling infrastructure budgets are expected to stay at the target
level according to the documentation (City of Helsinki 2021a). According to
the latest city budget, the realized cycling infrastructure investments are
likely to be significantly higher than what has been documented in the cycling
documentation. In the budget, cycling and pedestrian infrastructure are
grouped under the same category, however, this category has a preliminary
budget of 19,5 million euro for future years, which is consistent with the cy-
cling infrastructure target. Under the assumption that these investments are
used for cycling infrastructure the cycling infrastructure investment target
will be exceeded by 4 million euro this year (City of Helsinki 2022 pp. 392).

4.2.4 Room for improvement

This subsection covers issues that cyclists consider important according to
the barometers, but the city has failed to implement improvements to ad-
dress these issues. The city has been regularly polling cyclists about issues
that prevent them from cycling more. The “cyclists” category includes anyone
who cycles at least once a week and comprises 55% of the city’s population
(Helsinki 2023a).
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Lack of secure parking has been the top polling issue since its introduction to
the polling with 66% of cyclists stating that lack of secure parking is an issue
preventing them from cycling more than they do now. The city acknowledges
this issue as bicycle parking has been part of the cycling accounts since 2015
and the city has been actively installing bicycle parking neighborhood by
neighborhood. Likely due to these actions, satisfaction with bicycle parking
has grown from 2014 to 2020. Despite this lack of secure parking has re-
mained the top issue among cyclists. However, satisfaction with parking has
seen a slight decline in 2022 as can be seen in figure 17 (Helsinki 2023a).

The parking issue is, however, not entirely the city’s domain. The metro sta-
tions are owned and operated by Kaupunkiliinenne Oy (City Transport Ltd)
While this organization is entirely owned by the city of Helsinki, they are run
as an independent organization separate from the Urban environment divi-
sion and can make their own decisions. The ownership structure for the com-
muter train stations is even more complicated, as different stations are
owned by different organizations which are not under the control of the city
government, thus the city government has no authority over them. While the
city government co-operates with these organizations via HSL (Helsinki Re-
gion Transport) in order to improve parking possibilities at stations, the ul-
timate responsibility rests with the owners of the station. Possibly due to this
diluted responsibility the satisfaction with bicycle parking at stations has re-
mained lower than satisfaction with parking in other public areas. See figure

14.

m Satisfied Rather satisfied ~ Don't Rather m Dissatisfied
(4) (3) know dissatisfied (2) (1)
AVERAGE

Satisfaction with bicycle parking at stations
2022 (n=1105) [NZ2200 41 15 19 M 29
2020 (n=1158) N2 39 14 20 H 294
2018 (n=1182) N2 38 16 20 B 29
2016 (n=1136) SN 37 15 24 B 28
2014 (n=1140) 6N 35 15 28 B 27

Satisfaction with bicycle parking in other public areas
2022 (n=1105) G 47 7 24 B 288
2020 (n=1158) |20 49 6 23 @ 29
2018 (n=1182) |G 50 7 22 HB 287
2016 (n=1136) [N 44 6 29 B 27
2014 (n=1140) SN 44 7 31 B 2o

Figure 14. Bicycle parking satisfaction in Helsinki (Translated) (Helsinki
2023a)
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Routing and guidance are also among the top issues cyclists would like to see
improvements in according to the latest barometer. While a slim majority of
cyclists are at least rather satisfied at 55% the proportion of dissatisfied cy-
clists is also quite high (City of Helsinki 2023a). Despite this, there is little
information in the documentation that indicated actions taken by the city to
improve them. Possibly due to this lack of action, satisfaction with routing
and guidance has not seen major improvements since 2016 and has been
steadily declining since then as can be seen in figure 15 on the next page.

M Satisfied(4) Rather Don't Rather B Dissatified (1) AVERAGE
satisfied (3) know dissatisfied (2)

Satisfaction with routing and guidance in Helsinki

2022 (n=1105) [T 39 5 31 B o
2020 (n=1158) [N 40 5 32 B 2
2018 (n=1182) G 41 5 28 B -6
2016 (n=1136) &N 43 6 27 B
2014 (n=1140) 41 5 30 B 2«

Figure 15. routing and guidance satisfaction in Helsinki (Translated) (City of
Helsinki 2023a)

Winter maintenance is the issue with the lowest level of satisfaction among
cyclists. While it’s not one of the top priorities for cyclists themselves, the city
considers it vital that winter cycling conditions be improved. In the latest cy-
cling account from 2021 it is stated that “The City of Helsinki wants to make
it possible for people of all ages to cycle throughout the year.” However, in
the latest barometer only 25% of cyclists say that they are satisfied with the
winter cycling conditions (City of Helsinki 2023a).

The city aims to address this by creating a network of cycling routes with en-
hanced winter maintenance. These routes are maintained using two primary
methods. The first and primary method is Brushing and salting, which aims
to remove snow entirely and coat the road surface with saline solution in or-
der to prevent ice formation. The second method, used on less important
routes, is increased snow plowing, where the aim is to keep snow depth to a
minimum at all times. The Enhanced winter maintenance network has been
steadily expanded over the years. In 2018 it was 32 km long and by winter
2022 it had grown to 95 km (City of Helsinki 2019, City of Helsinki 2023b).

While satisfaction was steadily increasing from 2014 until 2020, it saw a spar
decline in 2022 as can be seen in figure 16. The barometer gives no explana-
tion of what caused this sharp decline in satisfaction. While the city has
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commissioned and funded research into the problems with winter mainte-
nance as can be seen in Huusko’s (2022) work, the city has not investigated
the causes of the sharp drop between 2020 and 2022 and it is perhaps worth
investing.

m Satisfied (4) Rather Don't Rather m Dissatisfied (1)
satisfied (3) know dissatisfied (2)
AVERAGE

Satisfaction with winter maintenance in Helsinki

2022 (n=1105) 8 19 43 22 B 24
2020 (n=1158) [HEN 28 43 15 B8] 268
2018 (n=1182) [l 22 48 18 B 257
2016 (n=1136) 6l 22 46 18 P 249
2014 (n=1140) @ 20 39 24 BEl 226

Figure 16. Winter maintenance satisfaction in Helsinki (Translated) (City of
Helsinki 2023a)

4.2.5 Lack of clear information on network quality

As Helsinki invests in new, high quality bicycle infrastructure it is crucial to
inform the public about it. There is however a distinct lack of information on
network quality. The bicycle accounts have perhaps the most complete pub-
licly available documentation on the state of the network, as bike infrastruc-
ture that has been improved is marked on the infrastructure maps. These
maps, however, contain mistakes and aren’t easily accessible. As an example
(see figures 17 & 18), in the latest bicycle account from 2021 Majority of Te-
ollisuuskatu is marked as “Completed sections in 2012-“, however in reality
majority of the street has remained unchanged since 2009 and only a few
sections have been improved.

A

Figure 17. Teolisuuskatu outlined with dashed red line and sections of it that
have been improved since 2012 outlined with blue dashed lines. Locations
analyzed in figure 18. marked with L1 and L2. Base map from: (Helsinki,
2021a)
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Figure 18. Top left, unimproved section of Teollisuuskatu in 2009. Top right,
unimproved section of Teollisuuskatu in 2021. Bottom left, improved section
of Teollisuuskatu in 2009. Bottom right, improved section of Teollisuuskatu
in 2021. (Google maps 2023)

Other than the map in the bicycle accounts, there is no up to date information
on where bike infrastructure is and does it fulfill the target requirements for
the infrastructure network. The city has an official map service, which con-
tains vast amounts of data on land use and transportation related topics.

Among this data the map service (city of Helsinki 2023d) contains infor-
mation on cycling related topics such as location of city owned bicycle park-
ing racks, locations of City bike docks, Enhanced winter maintenance net-
work, etc. However, the map service does not have information on network
quality and the infrastructure data it has is out of date. The information on
the cycling infrastructure is placed under multiple unintuitive submenus.
The path to cycling infrastructure information is: Streets and Parking > Pub-
lic Area Register > Themes > Bicycle and pedestrian Traffic. This is unintui-
tive as there exists a separate primary menu called “Walking and Cycling”
which contains the rest of the cycling related information.

The cycling infrastructure information in the map service consists of four lay-

ers. Bicycle and pedestrian traffic, Combined pedestrian and cycling road,
separated cycling road, cycling area. Only the latter two concern actual
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cycling infrastructure as the first two are, in essence, sidewalks on which cy-
clists are allowed.

These two layers are somewhat useful, as they provide some information
about the existing network and its size, but there are major problems with
these layers too. The primary problem is that these layers are severely out of
date. As an example, A new street connecting Kallio and Kalamata neighbor-
hoods was built in 2022. The street has dedicated one way bicycle paths; how-
ever, they are not marked in the map service as can be seen in figure 19, de-
spite the street being open since summer 2022.

Sfen rantat
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i

Figure 19. ew street with unmarked bi paths, existig bike paths should
be marked purple. (City of Helsinki, 2023d)

In addition to not having up to date information on the cycling network, the
layers don’t have information on infrastructure quality. The layers do not dis-
tinguish between Old two-way bike paths, that the city is actively trying to
replace with new ones, and they look exactly the same as brand new bike
paths that fulfill all the target network requirements. Bike infrastructure that
fulfills the requirements such as the original Baana are marked the exact
same way as infrastructure that is due for improvements in the near future
such as Sturenkatu. Examples of what these streets look like can be seen in
figure 20.
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Figure 20. The original Baana on the left fulfills quality requirements, while
Sturenkatu on the right does not. (Google maps 2023)

The lack of adequate information on the cycling infrastructure network
makes route planning difficult. As stated in subsection 4.2.4, routing and
guidance are among the top issues for cyclists according to the barometers.
Despite this the city has taken relatively little action to improve them. Provid-
ing citizens with accurate and up to date information on the state of the cy-
cling infrastructure network is an important part of routing.

4.2.6 Lack of increase in the modal share over the years

The city of Helsinki has been aiming to increase the modal share of cycling
trips since the 1990’s. The first cycling promotion programmes specifically
focused on the modal share of cycling (see section 2.2.3). In the cycling doc-
umentation analysed in this thesis, the modal share wasn’t the primary goal,
but it is still one of the most important measures off the cycling conditions in
a city. In light of this the 2014 cycling development program the city set a
goal of 15% cycling modal share by 2020. While the city has improved many
metrics related to the cycling conditions in the years since setting that target,
the target of 15% cycling modal share by 2020 was not reached. since 2010
the cycling modal share has been relatively stable with around 10% of trips
being made by cycling as can be seen in figure 21. (City of Helsinki 2021)

Helsinki is however taking steps and analysing possible additional actions for
improving modal share as the recent thesis by Zhuang (2022) analysed ex-
actly these issues. Among the issues brought up by Zhuang removing car
parking and replacing it with cycling infrastructure is one of the possible
ways for increasing modal share. This is also strongly supported by Harms et
al. (2016) as they state that infrastructure improvements are most effective
when they are done in conjunction with actions to reduce the number of
parked cars.
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Figure 21. Modal share of cycling out of all journeys in Helsinki (City of Hel-
sinki 2021a)
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5 Discussion and Conclusion

This section of the thesis consists of two parts. The discussion section con-
sists of a critical reflection on the thesis itself with a specific focus on the cod-
ing process and the nature of the thesis. The conclusion section consists of
the primary findings and the concluding remarks to the thesis.

5.1 Discussion

5.1.1 Evaluation of the coding process and procedures

Due to the nature of this thesis the coding process had to be performed indi-
vidually. Most of the literature on coding assumes a team preforming the cod-
ing procedures, thus it was necessary to simplify the coding techniques for
this thesis. While the end result of the coding process is satisfactory, there
are definitely improvements that could have been made. As an example, blue
group involving general statements on planning is perhaps too broad, as so
many issues fall under it. It was by far the broadest category used in coding
and contained the most coding material. Splitting this category could have
yielded more useful results for analysis, however, due to time constraints, it
was not split.

Another point about the coding, is that it does systematize analysis and al-
lows for large scale comparison of documents and codes, but it also causes a
lot of nuance and details to be lost. This is the reason why section 4.2 was
created, as many of the most important findings were hidden under the
codes, and it was important to highlight them separately from the large-scale
comparison.

5.1.2 Evaluation of the nature of this thesis

Based on a reading of the results section of this thesis one could assume that
the city’s commitment to cycling is subpar, and that the city is failing at im-
plementing improvements to cycling. This is, however, not the case. While
the cycling conditions in Helsinki still need to be improved, the city is actively
addressing these issues and making improvements. The implementation of
the city bikes and increased funding have been major successes and they
show that the city is committed to improving cycling conditions. As the city
has reached the funding target, it now has many more resources at its dis-
posal to implement necessary improvements to the cycling infrastructure.

In addition, despite the documentation containing some minor mistakes, the
documentation is, overall, of high quality.
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Section 2.1.2 also shows that the City of Helsinki is investigating issues re-
lated to cycling with the help of graduating students. Helsinki sponsors deep
dives into issues related to cycling which also provides an outside perspective
for the city planners.

5.1.3 Possible avenues for future analysis

Based on the document analysis, a few possible avenues for future research
were found during the writing of this thesis. As mentioned in section 4.2.6,
the cycling modal share has been relatively stagnant since 2010, despite the
city taking major actions to improve cycling conditions since then. Cycling
satisfaction has also seen significant increases during these years, but the
modal share has stayed stagnant. In order to realize the modal share target
of 13% by 2025 and 20% by 2035 (City of Helsinki 2020c pg. 12) it is neces-
sary to analyze what is holding cycling back and how the city could use its
resources more effectively.

Another aspect that could benefit for deeper analysis is why the city of Hel-
sinki has been slower than its peers in implementing cycling Infrastructure.
In the Cycling Implementation program (City of Helsinki 2021b pg.27) it is
noted that that peer cities like Stockholm have been able to implement cy-
cling infrastructure due to them implementing light and temporary forms of
cycling infrastructure. It is worth investigating why has Stockholm been able
to implement these solutions and Helsinki has not, and how Helsinki could
adapt the experience from Stockholm to it current needs.

5.2 Conclusion

Cycling is an environmentally friendly and healthy mode of transportation
that the city of Helsinki has been actively trying to promote since the 1990’s.
However, the currently ongoing push to improve the cycling conditions
started with the construction of the Baana and the publishing of the target
network in 2012.This thesis primarily focused on the latest cycling documen-
tation published by the city of Helsinki from 2012 onwards as the documen-
tation largely uses the 2012 target network plan as the backbone for planning
and all the documentation analyzed in this thesis is largely related to this
document.

The analysis of the documentation by the city of Helsinki found that the city
covers a wide range of cycling related issues in the documentation with a
slight focus on infrastructure deployment. The planning documents are con-
sistent and tend to get more information dense with time. The documents are
a good basis for cycling promotion, and they are leading the city in a positive
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direction. While the modal share of cycling, one of the main criteria the city
is aiming to improve, has stayed relatively the same over the years, there have
been steady increases in many aspects of satisfaction among cyclists.

The city has had some successes in improving cycling conditions. The pri-
mary successes the city has had are the implementation of highly successful
City Bikes and increasing cycling satisfaction in the city. The main problem
the city has is the lack of action on cycling-related issues. The city has had
two clear programs for developing the cycling conditions: cycling develop-
ment program and the bicycle action plan (City of Helsinki 2014 & City of
Helsinki 2020c). Of these actions outlined in the documents, relatively few
have been implemented. Infrastructure investment targets have been missed,
modal share has remained stagnant and many of the top issues brought up
by cyclists have not been addressed.

In the past few years, however, the city has been taking more steps to improve
cycling conditions. The infrastructure investment target set out in the 2014
cycling development program was reached in 2020 and the yearly investment
into cycling infrastructure has been at the target level since that year. While
this investment is 6 years late from the original timeline, the city estimates
that the target network will be 70% by the year 2031 (City of Helsinki 2021b).

Overall, the documentation by the city is of high quality and forms a good
basis for actions to be taken. Despite the city having been slow to implement
these actions, there seems to be building momentum for pro-cycling actions
and infrastructure investment in the city government and planning depart-
ment.
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