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The aff is really not different from the status quo – urban planning operates by attempting to rationally organize spaces in order to achieve a desirable action by the population – the aff’s state advocacy for changes in transportation behavior simply shifts the governmentalizing power of the individual away from the car and disciplines people to instead ride a bike – it’s the same strategy of government rationality but just uses a different vehicle 

Cupples and Ridley 2008 (Julie, assoc prof geography @ U Canterbury Elisabeth, “Towards a heterogeneous environmental responsibility: sustainability and cycling fundamentalism” Area Vol. 40 No. 2, pp. 254–264,

One way of exploring these urban strategies and the ways of thinking that are mobilised through them is through a governmentality framework. Governmentality for Foucault involves a ‘calculating preoccupation with activities directed at shaping, channelling and guiding the conduct of others’ (Hunt and Wickham 1994, cited in Raco and Imrie 2000, 2189; see also Dean 1991; Foucault 1991). Strategies promoted by governments and lobby groups to encourage cycling can be understood in the Foucauldian sense as a kind of government rationality or governmentality. Sustainability officers and cycling advocates become directly implicated in these governmental rationalities, as through their judgemental and financial codes (Miller and Rose 1990) they attempt to shape, control and determine the conduct and bodily comportment of others and should therefore be understood as one of government’s ‘modes of pluralisation’ (Gordon 1991, 21). The deployment of such technologies of government in urban settings can be seen as part of broader transformations that have taken place in advanced neoliberal societies that emphasise a notion of the active, self-managing and responsible citizen both on an individual and community level (Raco and Imrie 2000; Ong 2007). The contemporary city is according to Osborne and Rose (1999, 737) a ‘governed and ethically saturated space’ in which governments require their citizens to support their objectives through responsible and active comportment. This particular rationality can be identified in the New Zealand Transport Strategy which states: Our vision for transport is exciting. It is challenging for the whole community. The government alone cannot achieve it. By working together, we can realise the vision. (New Zealand Government 2002, 7) Government is therefore simultaneously about individualizing and totalizing; that is about finding answers to the question of what it is for an individual and for a society or population of individuals to be governed or governable. (Gordon 1991, 36) Furthermore, health has become central to this process of constituting active and responsible citizens. Osborne and Rose state how in this contemporary urban vision, the domain of health becomes ‘an arena of responsibilisation’ (1999, 753). They outline how health is no longer imagined in epidemic form, or as something to be concerned about when we become ill, but as a state which through regular exercise, healthy diet, appropriate lifestyles and stress management must be constantly managed in our everyday lives. As individuals, we have therefore become responsible for our own healthiness and the health of the city as a whole. Cycling as an individual activity with proven cardiovascular benefits easily becomes part of such imaginings. This vision of individual health can be found in the words of Labour MP Judith Tizard in her address as acting transport minister to the 2001 New Zealand Cycling Conference. Tizard, while acknowledging how she does not find much time for cycling herself, exhorts others to take up cycling in the interests of their individual health. I want to look at one of the biggest benefits cycling has for us. Aside from getting us to work or school, or through a traffic-jam quickly, cycling is excellent for health. I have a couple of friends who bravely wake me early on Sunday mornings for a cycle through central Auckland’s streets while they are quiet. Unfortunately I don’t get much time during the week to get on my bike more often, but I definitely feel the effects of that once-weekly cycle! (Tizard 2001) Cycling is thus mobilised as a way in which an individual can meet the ‘civic obligation to moderate the burden of risk which he or she imposes on society’ (Gordon 1991, 44). Sustainability initiatives, rather than simply resisting or contesting neoliberal capitalism, can also work with and extend many of its individualising and totalising assumptions. It is clear, following the insights of Osborne and Rose (1999), that the aim of such exhortation is to produce a city in which authority is immanent and functions through the self-government of sociable citizens. The virtuous immanence of the city is however constantly under threat from its more vicious forms, the dysfunctional, rebellious and insubordinate elements of the city, which produce ‘a never-ending incitement to projects of government’ (Osborne and Rose 1999, 738).
Their imperative to protect certain populations and the deeming of others as expendable necessitates killing in the name of security 

Dean prof soc @ Macquarie U Australia 2k1 (Mitchell, States of Imagination eds Thomas Hansen and Finn Stepputat. Pp 41-64) 
Sovereignty and Biopolitics in Nonliberal Rule 
There are, of course, plenty of examples of the exercise of sovereignty in the twentieth century that have practiced a decidedly nonliberal form and program of national government both in relation to their own populations and those of other states. Does this mean that the form of government of such states is assembled from elements that are radically different from the ones we have discussed here? Does this mean that state socialism and National Socialism, for example, cannot be subject to an analysis of the arts of government? The answer to both these questions, I believe, is no. The general argument of this essay is that the exercise of government in all modern states entails the articulation of a form of pastoral power with one of sovereign power. Liberalism, as we have just seen, makes that articulation in a specific way. Other types of rule have a no less distinctive response to the combination of elements of a biopolitics concerned with the detailed administration of life and sovereign power that reserves the right of death to itself. Consider again the contrastive terms in which it is possible to view biopolitics and sovereignty. The final chapter in the first volume of the History o Sexuality that contrasts sovereignty and biopolitics is titled “Right of Death and Power over Life.” The initial terms of the contrast between the two registers of government is thus between one that could employ power to put subjects to death, even if this right to kill was conditioned by the defense of the sovereign, and one that was concerned with the fostering of life. Nevertheless, each part of the contrast can be further broken down. The right of death can also be understood as “the right to take life or let live”; the power over life as the power “to foster life or disallow it.” Sovereign power is a power that distinguishes between political life (bios) and mere existence or bare life (zoe). Bare life is included in the constitution of sovereign power by its very exclusion from political life. In contrast, biopolitics might be thought to include zoe in bios: stripped down mere existence becomes a matter of ticrli. Thus, the cont between biopolitics and sovereignty is not one of a power of life versus a power of death but concerns the way the different forms of power treat matters of life and death and entail different conceptions of life. Thus, biopolitics reinscribes the earlier right of death and power over life and places it within a new and different form that attempts to include what had earlier been sacred and taboo, bare life, in political existence. It is no longer so much the right of the sovereign to put to death his enemies but to disqualify the life—the mere existence—of those who are a threat to the life of the population, to disallow those deemed “unworthy of life,” those whose bare life is not worth living. This allows us, first, to consider what might be thought of as the dark side of biopolitics (Foucault 1979a: 136—37). In Foucault’s account, biopolitics does not put an end to the practice of war: it provides it with new and more sophisticated killing machines. These machines allow killing itself to be reposed at the level of entire populations. Wars become genocidal in the twentieth century. The same state that takes on the duty to enhance the life of the population also exercises the power of death over whole populations. Atomic weapons are the key weapons of this process of the power to put whole populations to death. We might also consider here the aptly named biological and chemical weapons that seek an extermination of populations by visiting plagues upon them or polluting the biosphere in which they live to the point at which bare life is no longer sustainable. Nor does the birth of biopolitics put an end to the killing of one’s own populations. Rather, it intensifies that killing—whether by an “ethnic cleansing” that visits holocausts upon whole groups or by the mass slaughters of classes and groups conducted in the name of the utopia to be achieved. 
There is a certain restraint in sovereign power. The right of death is only occsionally exercised as the right to kill and then often in a ritual fashion that suggests a relation to the sacred More often, sovereign power is manifest in the refrainn from the right to kill. The biopolitical imperative knows no such restraint. Power is exercised at the level of populations and hence wars will be waged at that level, on behalf of everyone and their lives. This point brings us to the heart of Foucault’s provocative thesis about biopolitics: that there is an intimate connection between the exercise of a life-administering power and the commission of genocide: “If genocide is indeed the dream of modern powers, this is not because of a recent return of the ancient right to kill: it is because power is situated and exercised at the level of life, the species, the race, and the large-scale phenomena of population” (1979a: 137). Foucault completes this same passage with an expression that deserves more notice: “massacres become vital.” There is thus a kind of perverse homogeneity between the power over life and the power to take life characteristic of biopower. The emergence of a biopolitical racism in the nineteenth and twentieth centuries can be approached as a trajectory in which this homogeneity always threatened to tip over into a dreadful necessity. This racism can be approached as a fundamental mechanism of power that is inscribed in the biopolitical domain (Stoler 1995: 84—85). For Foucault, the primary function of this form of racism is to establish a division between those who must live and those who must die, and to distinguish the superior from the inferior, the fit from the unfit. The notion and techniques of population had given rise, at the end of the nineteenth century, to a new linkage among population the internal organization of states, and the competition between states Darwinism, as an imperial so cial and political program, would plot the ranking of individuals, populations, and nations along the common gradient of fitness and thus measure efflcienqj.6 However, the series “population, evolution, and race” is not simply a way of thinking about the superiority of the “white races” or of justifring colonialism, but also of thinking about how to treat the degenerates and the abnormals in one’s own population and prevent the further degeneration of the race. 
The second and most important function for Foucault of this biopolitical racism in the nineteenth century is that “it establishes a positive relation between the right to kill and the assurance of life” (Stoler 1995: 84). The life of the population, its vigor, its health, its capacities to survive, becomes necessarily linked to the elimination of internal and external threats. This power to disallow life is perhaps best encapsulated in the injunctions of the eugenic project: identifS’ those who are degenerate, abnormal, feeble-minded, or of an inferior race and subject them to forced sterilization; encourage those who are superior, fit, and intelligent to propagate. Identify those whose life is but mere existence and disqualify their propagation; encourage those who can partake of a sovereign existence and of moral and political life. But this last example does not necessarily establish a positive justification for the right to kill, only the right to disallow life. 
If we are to begin to understand the type of racism engaged in by Nazism, however, we need to take into account another kind of denouement between the biopolitical management of population and the exercise of sovereignty. This version of sovereignty is no longer the transformed and democratized form founded on the liberty of the juridical subject, as it is for liberalism, but a sovereignty that takes up and transforms a further element of sovereignty, its “symbolics of blood” (Foucault 1979a: 148). For Foucault, sovereignty is grounded in blood—as a reality and as a symbol—just as one might say that sexuality becomes the key field on which biopolitical management of populations is articulated. When power is exercised through repression and deduction, through a law over which hangs the sword, when it is exercised on the scaffold by the torturer and the executioner, and when relations between households and families were forged through alliance, “blood was a reality with a symbolic function” By contrast, for biopolitics with its themes of health, vigor, fitness, vitality, progeny, survival, and race, “power spoke osexua1ity and to sexuality” (Foucault 1979a: 147). 
For Foucault (1979a: 149—50), the novelty of National Socialism was the way it articulated “the oneiric exaltation of blood,” of fatherland, and of the triumph of the race in an immensely cynical and naïve fashion, with the paroxysms of a disciplinary and biopolitical power concerned with the detailed administration of the life of the population and the regulation of sexuality, family, marriage, and education. Nazism generalized biopower without the limit-critique posed by the juridical subject of right, but it could not do away with sovereignty. Instead, it established a set of permanent interventions into the conduct of the individual within the population and articulated this with the “mythical concern for blood and the triumph of the race.” Thus, the shepherd-flock game and the city-citizen game are transmuted into the eugenic ordering of biological existence (of mere living and subsistence) and articulated on the themes of the purity of blood and the myth of the fatherland.  In such an articulation of these elements of sovereign and biopolitical forms of power, the relation between the administration of life and the right to kill entire populations is no longer simply one of a dreadful homogeneity. It has become a necessary relation. The administration of life comes to require a bloodbath. It is not simply that power, and therefore war, will be exercised at the level of an entire population. It is that the act of disqualifing the right to life of other races becomes necessary for the fostering of the life of the race. Moreover, the elimination of other races is only one face of the purification of one’s own race (Foucault igç7b: 231). The other part is to expose the latter to a universal and absolute danger, to expose it to the risk of death and total destruction. For Foucault, with the Nazi state we have an “absolutely racist state, an absolutely murderous state and an absolutely suicidal state” (232), all of which are superimposed and converge on the Final Solution. With the Final Solution, the state tries to eliminate, through the Jews, all the other races, for whom the Jews were the symbol and the manifestation. This includes, in one of Hitler’s last acts, the order to destroy the bases of bare life for the German people itself. “Final Solution for other races, the absolute suicide of the German race” is inscribed, according to Foucault, in the functioning of the modern state (232). 
The Alternative is to change how we do bicycle advocacy – rather than call on the state and focus on infrastructure we should understand the ways in which Affect changes how people use modes of transportation – this investigation of ulterior motivations comes first
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One way to think beyond such totalising inscriptions of space and explore the multiple renegotiations of governmentalising practices that individuals are engaged in is to acknowledge the affective and embodied dimensions of cycling practices. There are of course a diversity of contested approaches to the study of affect (for discussion, see Thrift 2004b; Anderson 2006), but the affective dimensions of cycling which include how people feel about it as practice and experience are important because the emergence and movement of affect, and its corporeal expression in bodily feelings, create the transpersonal sense of life that animates or dampens the space-times of experience. (Anderson 2006, 736–7) It is affect therefore that partly determines whether cycling is experienced in a positive, negative, contradictory or ambivalent way. In his daily commute to work in the city of Birmingham, Jones (2005) found himself enacting and negotiating the intersection between sustainable transport policy and the embodied experience of cycling. He draws on the notion of affect to emphasise both the physicality of the bike ride and how the city is remade through cycling. While motorised transport involves highly disciplined rule-following, cyclists like pedestrians have far more freedom in terms of how they move about the city. Like skateboarders, cyclists are able to break the rules, weave in and out of the traffic in risky ways, go where motorised transport cannot and carve their own spaces out of the city in creative ways (Jones 2005). Jones writes: The bicycle can go where cars cannot and has a range far greater than is practical on foot, meaning that this vehicle with its origins in the pre-modern has some very postmodern, inbetween qualities. With this flexibility, the bicycle allows me to create my own microgeography of the city, reconstructing various spaces in a highly embodied fashion: the street with the bad potholes that shake your teeth out; the steep slope where you can get the rush of zipping past traffic queuing for the lights; the high curbs you can jump the bike off to land with a satisfying jolt. Whatever. This is the cyclist’s performance of the city, making and remaking the stage, even as the ‘hardware’ is changed all around me through urban regeneration and planning policy. (2005, 827) The daily bike commute might involve therefore the performance of a number of unruly acts in the interests of one’s personal safety, for convenience or speed, or to enhance exhilaration. Unlike skateboarders whose presence in urban public space is constructed as problematic, cyclists can however ‘conceal their unruly behaviour behind a façade of sustainable transport respectability’ (Jones 2005, 822). Cycling might therefore appeal to people who see the city not as a site to be a virtuous and respectable citizen, but as a site of blurred zones, danger, risk, excitement, voyeurism and rule breaking. By the same token, cycling might be off-putting to those who fear injury and death. According to Jones, the body must be able to contain the demands of a transport policy. Drawing on Massumi, he states how the system, in this case the sustainable transport agenda, ‘cannot work if it demands an affect beyond the bodily capacity of the subject’ (2005, 826). The cyclist’s bodily limits are of course exceeded if ‘the slightest miscalculation could send the body hurtling across the asphalt’ or if the cyclist ends up ‘beneath the wheels of a Birmingham bus’ (2005, 821, 826). One of the methodological advantages that focus groups have over other kinds of texts is that participants often modify their views in interaction with others. So while a form of cycling fundamentalism was clearly evident in the focus group conversations, it was full of cracks and contestations as participants did begin to think about cycling in broader and more productive ways than the sustainable transport framework often permits. Through discussion, the affective dimensions of cycling began to emerge. Like Jones (2005), some participants in the focus groups acknowledged the contested nature of the rules and regulations which apply to cycling, noting that acts of deviance gave them feelings of exhilaration and that parts of cycling were enjoyable for this reason. Felicity : I don’t want to drive and yeah I enjoy biking it is relaxing and sometimes you can get places faster than cars I think, I just love that feeling of going zoom past all those cars. William : Especially on a bike you can quite happily keep going and cars have to stop and I don’t know if it’s a . . . it’s not a false sense of security but it puts you on a different field to the people in the cars, because the traffic stops you carry on, on your bike, and go whizzing past all the cars and go oooooo that was fun . . . you get to go faster and they are all staying behind . . . But if you’re in the car you are keeping a lot more (in) accord with the cars around you, because if that car stops you can’t get past it. As well as acknowledging the possibility of deviance, through their interactions some focus group participants did also begin to accept the notion of social, cultural and affective difference. In one focus group, participants at first unanimously expressed a frustration and dislike towards cars and people who refused to bike. But as the discussion progressed, they began to contradict themselves and introduce more nuanced and negotiated understandings of social difference and transport choices. When Anja expressed a level of disgust and frustration with a flatmate who refused to endure a 3 km bike ride to campus, Jim who had earlier constructed cars as the evil incarnate began to show some acceptance of the need to drive. A recognition that some people could cope with a long bike commute and others could not began to emerge. Participants also became aware of their differing attitudes to safety. One participant began to talk about a particularly hazardous intersection near campus where it can sometimes take up to five minutes to find a break in the traffic. While Danny, who said she often cycled in ‘defensive mode’, felt that in these circumstances ‘it’s better to think like a pedestrian’ and take extra care, Jim stated he would be more likely to take risks and cycle up the middle part of the road and admitted ‘I probably don’t regard my safety as highly as I should with things like that’. As Jones attests, the cyclist’s affect is ‘critical to this whole process and comes far higher up the list of most people’s priorities, no matter what the environmental and economic benefits’ (2005, 827) and it is only by considering the mechanisms of affect that we can begin to appreciate the limits of the body on a bicycle as well as its creative performative potentialities. We wonder then following McCormack (2003) whether through the notion of affect the sustainable transport agenda could begin to cultivate a more inclusive ethical sensibility. We wonder whether it might be possible to have a less codified ethos which ceases to define car users in relational terms according to ‘their distance from the circuits of inclusion into virtuous citizenship’ (Osborne and Rose 1999, 754) and which becomes more accepting of the heterogeneity of environmental responsibility. The relationship between affect and ethics (McCormack 2003) is barely considered in strategies to promote cycling, in spite of the fact that contemporary governance, as Anderson (2007) argues, often takes place through affect proceeding in an anticipatory way through what Massumi has called ‘the sovereign closure of the foregone event’ (cited in Anderson 2007, 159). In such a closure ‘certain consequences of a future event are induced to effect the present but, and here is the twist, under conditions of the sovereign’s choosing’ (Anderson 2007, 159). The sustainable transport project induces a future of environmental degradation, gridlocked roads, obese diseased individuals, unhealthy communities, unless we act now in particular ways. The moralising burden of environmental destruction is shifted onto humanity as a whole and is ‘further Christianized by the language of retribution and penitence’ (Ross 1991, 198) for the sins committed by accident-creating, CO 2 -producing drivers. Anderson asks how we can hope for something better ‘without reproducing the lifeless rhetoric of doom that marks too much critical engagement with the world’ (2006, 749) and suggests that one response is to learn from the affective fluctuations of everyday life. As suggested, a focus on the affective dimensions of cycling might highlight its pleasures and its deviance, its sensations and delights as well as its obvious downsides. Cycling offers a chance not to save the planet (far too much to achieve in a daily bike ride), or ward off coronary heart disease (far too depressing to think about), but to live the city differently, to indulge in transgressive pleasures or interact with other humans and non-humans in alternative ways, a chance not to become virtuous, not to be regulated by a governmentalising gaze, but a chance to become deviant and take risks. Like yoga and swimming, cycling can also be understood as an everyday form of spectacular body modification and an activity involving a body learning to be affected by many elements (see Lloyd 2004). Following Lloyd (2004, 563), we can see then how cyclists can be clearly distinguished from people who can (could) cycle. Understood in this way, it becomes apparent that the ethical sensibilities of cycling emerge in large part not through discursive advocacy, rationality and governmentalisation, but through non-representational affective processes and practices. Cycling advocacy is embedded in contemporary discursive imaginings of the sustainable city as a site where active citizens have rationally decided to simultaneously save both self and planet, yet cycling practice itself is also deeply embedded in the non-representational (Thrift 1996). McCormack urges us to take seriously the fact that the ‘sense’ of common-sense practices always emerges as much from visceral, affective and pre-discursive processes as it does from the materializing force of discursively embedded representations. (2003, 489–90) We can therefore begin to imagine an ethos that apprehends the world less as a series of sites from which to extract representational meaning, but as a field of processes and practices through which ethical sensibilities of thinking may emerge. (2003, 489) Re-thinking what counts as thought and knowledge is crucial to understanding the ‘rational’ everyday decisions we make (Lloyd 2004). Cyclists experience cycling in embodied, visceral and non-representational ways, but their advocates then set out to encourage others to cycle through deliberative representational means, as if the decision to cycle was a purely rational one, and in which the affective dimensions were of little relevance. We wish to tentatively suggest that the discourses drawn upon by cycling strategists and advocates might constitute disempowering and exclusionary forms of governmentalisation rather than generating more ethical ways of being. The focus on infrastructure and calculated intervention might not therefore bring about the transformation in awareness necessary to make a substantial difference or it might generate resistance in the form of counterconducts outlined above. McCormack (2003) does not believe that we should entirely dispense with codes of conduct. Cycling strategies and the improvement of infrastructure might not then be wholly ineffective, but we should recognise that the effectiveness of such an approach is likely to be ‘limited as a consequence of its concentration on the representational’ (2003, 491). The ethical, according to McCormack does not necessarily need to be ‘codified in order to be robust’ (2003, 496). We might then view cycling, according to Heider’s counter-Enlightenment vision of unity, not as something to be enforced through technologies of governance, which struggle to account for the ‘more-than or less-than rational’ (Anderson 2006, 735), but rather as something organic and spontaneous (see Mitchell 2007, 94) or as productive of multiple ways of being and feeling in space. If this is the case, what we need is a new less prescriptive and less codified way of talking about cycling. This attitudinal shift could produce a new ethics of cycling which is ethical because of its emphasis on affective and embodied lived spaces that produce enjoyable risk for some people and because it does not exclude the non-cyclist or attempt to rectify the non-cyclist to a (sustainable) norm. The ethical dimensions of cycling would then lie in the creative blurring of body and machine, of human and nonhuman and through such blurrings cyclists could cease to present themselves as the pinnacle of environmental friendliness and cease talking in terms of motives. As Shotter states, ‘many of our motives are the products of these activities, not the other way round’ (1989, cited in Thrift 1996, 39). This perspective leads to recognition that it is frequently the practice and activity of cycling that produces a belief in the good of cycling, rather than the other way around. As Tomkins states, ‘[a]ffect is self-validating with or without any further referent’ (1995, cited in Anderson 2006, 748). Cycling can be and is enjoyable and convenient for some people without a discourse of sustainability, climate change and individual health and could be more so if it ceases to exclude those who perform a different kind of environmental responsibility or begins to acknowledge the difficulties everyday transport might pose for those with different locations, bodies, social responsibilities or levels of income.
2NC Card
Their form of advocacy is static and deterministic – this undermines creativity and prevents us from thinking of new possibilities – the alternative creates better modes of understanding transportation systems 
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This article suggests that the rationalities implicated in the making of sustainable cities through transport policy and other mechanisms require further exploration. We suggest in this article that contemporary cycling advocacy like other initiatives for sustainability, by focusing merely on the representational and neglecting the affective and by constructing rationalities based on binary and fundamentalist notions of virtuous cyclists and vicious car drivers, is possibly undermining some of its own aims. In other words, the contemporary enactment and framing of transport sustainability might well be arresting the ‘creative potential of affect’ which can lead to the ‘cultivation of ethical sustainability’ (McCormack 2003, 496) as well as simultaneously obscuring the visibility of more heterogeneous forms of environmental responsibility. The potential of new ways of being (getting to work) might be dampened by the attempt to fix and determine what constitutes an environmentally responsible identity. A consideration of affect within projects for sustainable transport can produce a greater sensitivity not only to social and cultural difference, but also to the indeterminacy and complexity of life (see Anderson 2006). In this regard, it is important to focus not only on the truths mobilised by the sustainable transport agenda, but also on how these truths are embraced, modified and renegotiated by the compliant/resistant/ ambivalent subjects of government in their everyday lives. We wonder then what kind of political innovations might emerge in space where an ethics of self control are replaced by an aesthetics of a creative body in motion, where the rational geometric spaces of the city are turned into multiple lived spaces, where the merging of human and machine produces an everyday form of body modification and where a fluid and affective ethical sensibility is working to undermine exclusionary and disciplinary forms of governmentalisation.
Discipline Link
The aff needs to get off of it’s high horse – their smug superiority when deeming bicycles better borders on fundamentalist ideology and ends up excluding swaths of people who either do not care about bicycles or are physically incapable of riding - their homogenization is dangerous and should be rejected 
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The forms of authority embedded in strategies for sustainable transport and taken up by sustainability officers, advocacy groups and others which attempt to exhort non-cyclists to cycle as a responsible, healthy and ethical activity correspond to this particular vision of urban citizenship and social risk. One possible dominant reading of such strategies is that in the interests of greater well-being for ourselves and others, we are expected to put aside any economic, social, physical or cultural differences and get on our bikes (even if it causes us great discomfort or inconvenience) ‘in order to render government effective’ (Raco and Imrie 2000, 2194). An exploration of the implications of this vision for sustainable transport produces some troubling insights. Cycling advocacy in its endeavours to promote cycling appears to be developing fundamentalist tendencies in which both totalising and binarising logics are at work. These tendencies obscure social and cultural difference, ignore the embodied and affective dimensions of transport practices and fail in part to apprehend the heterogeneity of environmental responsibility. Two examples from our own campus illustrate the emergence of such tendencies. In a departmental seminar presented in the Department of Geography on the theme of transport and climate change, biologist and cycling advocate Dave Kelly initiated his talk with the assertion that changes for the good of the environment are far easier to implement in the transport sector than in the agricultural sector (Kelly 2007), despite the fact that about half of New Zealand’s climate-change emissions come from the methane and nitrous oxide generated by the farming sector (Hubbard and Laugesen 2007). The implicit suggestion at work here is that the meat and dairy consumption of carnivorous cyclists should not be subject to the same kinds of authoritative regulation or surveillance as for example the transport choices of vegan drivers, a move which begins to erode any notion of pluralistic and heterogeneous environmental responsibility. Giving up meat (one source of carbon emissions) is of course easier for a strict vegan who depends on her car to juggle multiple professional, emotional and social demands, than is giving up her car. Similarly, giving up the car (another source of carbon emissions) and getting to work by bike is easier for the carnivorous keen cyclist (especially for one who has no dependents or has a partner who takes care of the social reproduction of the household while he is working/cycling) than giving up meat or dairy products. That is to say the car driver becomes subject to a degree of moral scrutiny from which the meat eater is exempt. Are meat-eating cyclists any better than vegan drivers? What about vegan drivers who also take their own mug to the café or reusable bags to the supermarket, who are also avid recyclers and take short showers, who never leave appliances on standby, who endeavour to purchase only organic and locally produced produce, and who are also helpful neighbours or caring parents? The second example emerged during our participation at the first meeting of University of Canterbury (UC) bike users’ forum held on 16 May 2007. The aim of the meeting was to develop a set of strategies to encourage commuter cycling to campus and improve facilities for existing cyclists. Attendees introduced themselves and spoke on the visions and directions they would like to see for the promotion of cycling on campus. While brainstorming the various possibilities, one attendee suggested that the most sensible thing would be to turn the campus into a car-free zone. When we suggested that cycling is not appropriate for everyone, that some people might not have the physical ability to cycle or they might have dependents or other responsibilities which make car driving a necessity, the sustainability officer facilitating the meeting expressed a sense of dismay and disappointment, suggesting that for people less stable on their feet cycling is easier, and suggested that expressing such a view in that forum was not helpful, effectively silencing discussion in this direction. The sustainability officer and others in attendance were disappointed that the seeming strength of the vision, which is based on a fundamental and totalising belief that everybody could and should cycle, had been undermined through such a line of questioning. A similar lack of tolerance or respect for the needs and circumstances of car users repeatedly surfaced in the focus groups (but as we shall argue was also destabilised). Such examples show how the othering of car users becomes a persistent narrative device which deploys a vision for citizenship based on the separation of the virtuous and the vicious (Osborne and Rose 1999). There is therefore some evidence that cycling strategists are constructing themselves as the embodiment of virtuous immanence while car users are othered as the vicious and dysfunctional forces which undermine the urban equilibrium and need therefore to be civilised through intervention. This belief is mobilised even though the cycling practices of most cyclists emerge in an organic and spontaneous way. The following extract from a letter to the editor in the Christchurch daily newspaper demonstrates this construction of vicious and destructive cars and car users.
Infrastructure Link 
Their focus on infrastructure misses the point – people do not make decisions as to whether to ride bikes based on statistical information like all of their solvency states – nor do they make rational decisions about the availability of infrastructure – this view is just cycling fundamentalism that excludes other perspectives 
Cupples and Ridley 2008 (Julie, assoc prof geography @ U Canterbury Elisabeth, “Towards a heterogeneous environmental responsibility: sustainability and cycling fundamentalism” Area

Vol. 40 No. 2, pp. 254–264,

Infrastructural rationalities As well as being classed and gendered, cycling is a highly embodied activity, which involves exposure to multiple nonhuman elements and can only come about through the successful merging of body and machine. It appears however that cycling fundamentalism produces a partial denial of its embodied nature and a reconstitution of a subject/ object binary. This denial is frequently articulated through a focus on cycling infrastructure. Government strategies, cycling advocates as well as a number of our focus group participants constantly refer to the need for better cycling infrastructure, such as the provision of cycle lanes, which will enhance both the safety and the enjoyment of existing cyclists and encourage others to take up cycling. As the national transport strategy states: Many short journeys made today by car could be replaced by walking or cycling where the necessary safety improvements have been made. (New Zealand Government 2002, 23) Similarly, in her conference address, Tizard states: Transit New Zealand 2 is also working to promote and encourage cycling. It is working with the Cycle Advocates Network to review the State Highways Strategy and in particular, how that Strategy can address the needs of cyclists. This might mean more cycling infrastructure is developed, such as cycle pathways and lanes. (2002) The Christchurch City Council cycling strategy describes the road network as ‘the cyclist’s fundamental facility’ (2004, 22) and believes the completion of the road network in the form of cycle lanes is necessary to encourage more people to cycle. While the road network is an important dimension of cycling, it is interesting that it is perceived to be the fundamental facility. Surely, other dimensions are equally fundamental and might include an adequate level of competence, physical strength or fitness, inclination, ownership of a decent bike, a sense of danger or willingness to take multiple risks and interact with wind, rain, pollution and speeding cars, availability of showering facilities at one’s destination or whether it is acceptable (to the individual or employer) to turn up at work a little sweaty and dishevelled. Interestingly, many of the cyclists in our focus groups attempted to deny the embodied dimensions of cycling. When we tried to raise the issue of the body, focus group participants would repeatedly bring the conversation back to the question of infrastructure. When asked directly about the relationship between cycling and bodily fluids such as sweat, many insisted they did not sweat at all, they did not cycle far enough to build up a sweat or they wore clothing such as merino which prevented sweating. As Longhurst’s (2001) work on bodies attests, in Western societies bodily fluids (especially in the workplace) are often seen as out of place and items of disgust and there is a common tendency to construct bodies as sealed and impermeable entities which do not leak despite overwhelming evidence to the contrary. A focus on infrastructure and the hard boundaries of cycle lanes is part of the attempt to discursively retain a human/nonhuman binary. At our insistence, some participants did begin to engage with the question of the body, albeit somewhat uncomfortably. For example, one participant said she found biking the short distance from her home to campus doable, but said if she had an important meeting in the city and wanted to turn up looking clean and presentable then she would drive, thus highlighting that her transport choice was affected by the nature of her commute and how ‘presentable’ she felt she needed to be when she arrived. 3 The focus group discussions provided evidence of the discursive strength of cycling fundamentalism, but also revealed its ambivalences and contradictions. The overemphasis on infrastructure can also be understood as what Huxley (2006) has termed a ‘dispositional’ spatial rationality. According to Huxley, this kind of rationality aims at drawing boundaries and producing order that will foster correct comportments. It operates with the logics of grids of classification for the spatial disposition of ‘men and things’ to bring arrangement and visibility to bear on individuals and populations problematized as chaotic and uncontrolled. (2006, 774) The infrastructural rationalities are interesting because they imply the deployment of what Huxley has described as ‘logics that attribute causal effects to space and environment and that seek to manipulate these towards governmental ends’ (2007, 185). Cycle lanes are thus viewed as ‘a spatial catalyst for the production of social and moral order’ (2007, 196). Infrastructure does however matter. As Jones (2005) acknowledges, initiatives such as changes to the road layout which change the urban hardware can enhance the safety and enjoyment of cyclists, but these infrastructural changes do not have direct causal powers and can only enhance safety and enjoyment in a dialogical way in interaction with bikes, bodies, discourses, feelings and emotions. The obsession with cycle lanes can be seen as a will to produce a rational spatial order and leads to a neglect of affective and embodied dimensions of cycling as well as a failure to appreciate how through cycling practice the geometric spaces of the road network are converted into lived spaces (de Certeau 1984; Featherstone 2004; Thrift 2004). Cycling fundamentalism produces therefore an essentialised and homogenised version of what is a plural, multifaceted and complex terrain, a different kind of spatiality (see de Certeau 1984). Jones believes that an embodied understanding of the bicycle, affected by and affecting its users and their perception of the urban has not reached the thinking of the transport geographers and policy makers. (2005, 815) We need therefore to think about what Jones (2005, 813) calls the ‘thrills and chills’ of urban cycling and the multiple differences which are embodied in the cycling experience. Could we not think of the rich phenomenology of cycling as Thrift (2004a, 46) urges us to do with automobility as ‘one often filled to bursting with embodied cues and gestures, which work over many communicative gestures and which cannot be reduced simply to cultural codes’?

2NC Exclusion DA
Cycling fundamentalism causes totalitarian monitoring and homogenizes and erases difference 

Cupples and Ridley 2008 (Julie, assoc prof geography @ U Canterbury Elisabeth, “Towards a heterogeneous environmental responsibility: sustainability and cycling fundamentalism” Area

Vol. 40 No. 2, pp. 254–264,

While sustainable transport sounds good, there are then a number of dangers which can be associated with this instrumentalising approach. Foucault was aware of the ‘ways in which the terms of governmental practice can be turned around into forms of resistance’ (Gordon 1991, 5). In the discursive and material struggle over what kind of sustainable city we want, such totalising approaches might not be so effective in terms of encouraging people to cycle and might instead generate a series of counterconducts. The resistances and counter-conducts are of course more than evident, not just in the thousands of people who ignore the pro-cycling message and continue to drive (because they want to or have to), but even in the many people you see pedalling on stationary bikes at gymnasiums (where they can still get the cardiovascular benefits of cycling without the weather, the pollution and the traffic), disrupting an implicit assumption in the procycling message that people who do not cycle are inactive. Similarly, many of Christchurch’s cyclists do not cycle to work but cycle for recreation at the weekend. Part of the resistance to such strategising comes therefore from people who do take up the governmental exhortation to practise regular exercise in the interests of their own health, but they do so in a multiplicity of (convenient and enjoyable) ways. Osborne and Rose write: as the individual aspirations of citizens to their own health are enhanced, their complaints, disaffections, and demands achieve a new significance and new points of application and leverage within the practices that seek to govern their conduct in the name of health. (1999, 753) It is also worth noting that the growth in popularity of competitive and recreational cycling as opposed to commuter cycling is accompanied in Christchurch by a growth in cycling consumerism and the emergence of a brand-aware racing club elite who spend a small fortune on the latest European bikes and the latest equipment, clothing and accessories (Philp 2007). These glamorous lycra-clad elite cyclists who race $7000 Italian Carrera racing bikes kitted out with alloy wheels, cordless computers, carbon drink cages and leather topped saddles hardly fit the mould of conventional environmentalists who are generally opposed to lavish consumption. The creation of sustainability initiatives in the city or the workplace can therefore generate new forms of monitoring, surveillance and control which will in turn generate new forms of contestation and resistance and the articulation of new governmentalities (see Raco and Imrie 2000; Dean 1991; Gordon 1991). What we have then in the discourse on sustainable transport and the exhortation to cycle/be a good citizen is ‘a permanent provocation’ (Foucault 1982 in Gordon 1991, 5), a provocation which is as likely to produce resistance and counterconducts as it is likely to produce compliant subjects. This provocation is also likely to work against the mutual recognition required by diverse road users. In the present form of strategising, car users are frequently othered rather than enrolled into a network of responsible road users and environmentally aware citizens and cycling becomes framed as a morally good activity. If governments are the regulators of society and if morality is understood as the attempt to make oneself accountable for one’s own actions, or as a practice in which human beings take their own conduct to be subject to self-regulation then government is an intensely moral activity. (Dean 1991, 11) This morality works as a framing device because the policies and practices of government or its agencies ‘presume to know, with varying degrees of explicitness and using specific forms of knowledge, what constitutes good, virtuous, appropriate and collectives (Dean 1999, 11–12). Thrift (1996, 36), drawing on the work of psychoanalytic feminists, argues against such totalisation and essentialism partly because idealistic solutions are too stringent in a non-ideal world and because responsible acts are far more heterogeneous. Meyers argues for an understanding of moral judgement and reflection as a process of interpreting the moral significance of various cases of conduct that one might undertake both in the light of one’s own value and capabilities, but also in light of one’s understanding of others’ needs and circumstances. (Meyer 1994; cited in Thrift 1996, 36) Cycling fundamentalism, like other fundamentalisms, fails to admit cultural difference or other people’s needs and circumstances and fails therefore in an ethical sense. People who drive cars are othered regardless of the multiplicity of environmental practices in which they might engage in their everyday lives. It also fails to recognise a very basic point, and that is for most people cycling becomes a regular practice in a more organic, spontaneous or emotional way. As Foucault has argued, individual interests unfold ‘in a condition of radical interests, of inextricable circumstance and accident, incapable of becoming accessible to the totalizing scrutiny of subject or sovereign’ (Gordon 1991, 21). People cycle because it works for them affectively, just as mountain climbing and marathon running works affectively for others, rather than because of a rational response to a sustainable transport strategy. They cycle in large part because it feels right to do so.
The aff’s vision of a cycling citizen is exclusionary 

Green, Steinbach and Datta 2012 (Judith, Rebecca, Jessica, “The Travelling Citizen: Emergent Discourses of Moral Mobility in a Study of Cycling in London” Sociology 46: 272)

We have suggested that, in one city at least, the hegemony of car-dominated automo​bility appears to have fractured significantly, with a new moral economy of transport emerging. Following Fincham (2006), we suggested that within this new moral econ​omy, cycling holds the promise of ‘true automobility’, but that it has its own contra​dictions. Although few people actually do cycle in London, we identified a normative discourse of mobility that constituted car travel as a morally dubious choice which had to be defended, and cycling (in principle) as encapsulating ‘moral mobility’. Cycling enabled the ultimate ‘citizen traveller’ to traverse London, demonstrating knowledge of and belonging to the city, and (crucially) ecological commitment to the planet. We suggest that the discursive popularity of cycling, despite its relative rarity as practice, in part results from the opportunities it affords for the enactment of citi​zenship. Accounts of travelling the city suggest that contemporary citizenship in London entails a particular set of responsibilities and rights. The London citizen has a ‘right’ to the whole city, rather than just their neighbourhood. Cycling enables this right to be literally inscribed, as the individual body/machine traverses the city’s streets. Citizens have a responsibility to the self (to participate in the project of body/mind enhancement; to be knowledgeable; to be autonomously mobile) but also responsibilities to the collective. Public transport users, drivers and cyclists in this study drew to an unexpected extent on moral discourses relating to the environment to account for transport mode choices. Almost all interviewees spoke of the moral imperative to reduce car use and to ‘do your bit’ for the environment. These ecologial responsibilities were expressed as those both to the city (the local environment of congested and polluted roads) and to the broader, globalized, collective referenced in ‘the environment’. If sociologists have characterized car-dominated automobility as a system which normalizes and black-boxes the desirability of driving, there is per​haps evidence here that in one location at least, resistance to the regime of automo​bility is more than marginal. Certainly, the new moral hierarchy appeared to have broad support. Moving beyond automobility is generally presented as an emancipatory project. At one level, the accounts of London’s citizen-travellers could be read optimistically, as marking the success of recent policy and scientific discourses of health, climate change and liveable cities. However, if we are taking seriously a critique of automobility (in unpacking its contradictions) we are also obliged to take an equally critical stance on its alternatives. These too have moral effects, and these effects are likely to be differ​entially distributed across populations. The new regime of transport in the city has its own antagonisms. Emergent discourses of responsibility are not universal, and reso​nate more closely with some urban identities than others. As Urry (2007: 48) notes, physical travel involves corporeal movement and the interactions of: ‘lumpy, fragile, aged, gendered, racialized bodies … [which] encounter other bodies, objects and the physical world multi-sensorily’. These social and biological bodies were evoked in various accounts of travelling London, and it is clear that some kinds of bodies are more able to become citizen-travellers than others. We have suggested that first, the ‘autonomous’ bicycle is only made possible by the considerable ‘work’ undertaken to enable cycling to provide independent mobility. What follows is that this work may be less available to some social bodies than others. If car-dominated automobility socially disables those who cannot drive – excluding children, for instance, from public space (Freund and Martin, 2004) – a cycling-dominated mobility regime also potentially has specific effects in specific built environments. In London, with busy streets and fast moving motorized traffic, cycling requires not only particular physical abilities, but (more significantly for many of our respondents) a constant alertness. To dither, or to travel aimlessly and deliberately inefficiently, or to travel in large communal groups, or to travel in order to maximize the opportunities for spectacle or interaction were all mobile practices which could not be reconciled easily with cycling as it is currently constituted in this setting. To be communal, one could travel the underground with a group of friends, or with family in the car or bus. To be lazy, or to day dream, one could sit on the bus watching life go by, or dither slowly through London’s back streets. Many such bodies do exist in London but they are not so easily constituted as citizen-travellers, in the ways this figure was evoked in the accounts of transport in the city. Citizen-travellers are efficiently moving from one location to another, as prudential agents maximizing their contribution to well-being, the city and the planet. They do not include non-citizen tourists, taking up space on crowded streets, with pauses to consult maps or shop fronts. Crucially, they do not include those ‘marginal citizens’ (Nash, 2009) whose rights to the whole city are curtailed by the social structural organization of the transport system, such as the parents quoted above, whose ability to use public transport was constrained by cost and racist exclusion, and for whom cycling was con​sidered inherently inappropriate. The body-bicycle machine envisaged in the idealized version of the automobile cyclist is neither possible nor desirable for all. The gaps between emergent discourses of responsible travelling citizenship and the lived experi​ences and identities of many Londoners help explain why cycling (despite its seductive status as the archetypal, responsible mode choice for the traveller-citizen) is not (yet) a transport mode choice for many in the capital.

A2 automobility 
Car culture is not static and as simplistic as the aff impacts describe – it is multiple and can be understood in many different ways that are distinct from what the affirmative has identified 
Cupples and Ridley 2008 (Julie, assoc prof geography @ U Canterbury Elisabeth, “Towards a heterogeneous environmental responsibility: sustainability and cycling fundamentalism” Area

Vol. 40 No. 2, pp. 254–264,

Ignorance is the perpetuation of the short-sighted status quo that sees increasing numbers of selfishminded, gas-guzzling 4WDs endangering all other road users, the status quo that sees increasing car and oil use in this post peak oil world of increasingly more expensive fuel, not to mention the greenhouse gases and climate change. (Earl 2005, 8) To some extent, the car users of the present are being reconstituted as alcoholics, gamblers, prostitutes, gangsters and beggars were in earlier city imaginaries and the commute to work becomes a calculable space of action (Raco and Imrie 2000, 2201) in a way that the annual summer holiday, the evening meal, the weekly supermarket shop, the weekend barbecue and the cleaning of the household do not. These narrative devices also rework a simplistic and binary understanding of cars as dangerous and destructive and bikes as inherently good. As Featherstone (2004) argues, it makes little sense to focus on the dangers and destructive potential of the automobile without considering the multiplicity of car cultures and the ways in which the car has been incorporated into our personal lives, and constitutes far more than just a mode of transport. The car is also used to express individualism, to experience freedom, mobility and kinaesthetic pleasures, to escape surveillance, to listen to music or radio shows and make phone calls (Featherstone 2004). Similarly, it makes little sense to focus on the bicycle as a panacea for our environmental and health problems, without also acknowledging that cycling also involves a willingness to expose oneself to risk (car doors, speeding vehicles, stones in the road and air pollution), inclement weather and possible physical discomfort (exhaustion, sweating). Cycling is a highly embodied activity that can be experienced in many different ways. The wind in your face might be exhilarating or downright annoying. It also obscures the way in which transport options are both classed and gendered. In some countries, cycling is largely a working-class activity, in others it is associated with the middle class. Similarly, as Featherstone states, for many women who are responsible for organising household consumption and need to juggle paid work, domestic work and transporting children, the car has become essential and is ‘central to the logistics of maintaining everyday household relationships’ (2004, 13). 

2NC Disability DA
The underside of privileging the idea of mobility is the exclusion of those who do not move in “normal” ways – the aff contributes to the systematic exclusion of disabled people, othering them and excluding them from normal citizenship 
Cresswell prof geography @ U London 2k6 (Tim, “The Right to Mobility: The Production of Mobility in the Courtroom” Antipode vol 38 no 4) 

A number of geographers have recently argued that the way in which rights, mobility, freedom and citizenship have been wrapped around each other in liberal discourse has naturalized mobility as the property of the individual moving able-bodied subject. One arena in which liberal conceptions of rights have been questioned is the realm of disability politics (Chouinard 2001; Imrie 2000). Chouinard introduced the notion of “shadow citizenship”—suggesting that spaces of shadow citizenship are formed where the “law as discursively represented and law as lived are fundamentally at odds” (Chouinard 2001:187). Disabled people, she argues, often inhabit these spaces. While, on the one hand, they are symbolically central to liberalism’s claims to universality—an imagined geography of rights that is blind to geography—they are simultaneously marginalized by the blindness of rights discourse to the particular social space of disability in Canada. Chinese immigrants in the late nineteenth century United States and disabled people in contemporary Canada both inhabit this shadowy ground beyond citizenship that serves to make citizenship and its associated mobility rights make sense. So what does this say about the meaning of mobility in the constitution of the citizen figure? Part of the answer is the development of a similar logic for mobility. Positive evaluations of mobility exist, not through the exclusion of negative ones but in a necessarily relational mode—a logic of alterity where “pathological” mobilities are co-produced alongside and intertwined with those mobilities defined as central to this or that identity. In terms of citizenship the Supreme Court produced notions of mobile citizens as ideal types—autonomous individualized agents who through their motion helped to produce the nation itself. But the unspoken Others here are the differently mobile—the undocumented immigrant for instance—who make citizenship mobility special. The form of mobility discussed in the Supreme Court for over a century is wrapped around notions of “fundamental rights” and the “citizen” to produce an abstract figure whose specificity is left unsaid. This paper has been an intervention into recent theorization of mobility, rights and citizenship. Through a discussion of legal arguments that have linked mobility as a right to the notion of what it is to be a citizen in the United States I have illustrated how, in concrete instances, mobility has been produced as a practice of a rights-bearing citizen. My argument has been that all three of these concepts—mobility, rights, citizenship—have been constituted in different ways as universal but that in each case this apparent universalism is based on a logic of othering. As I wrote in the introduction to this paper, mobility as a geographical fact of life is extraordinarily amenable to particular codings because of its status as an (almost) universal practice. Particular codings of mobility (as a right, as liberty, as freedom, as citizenship practice) can be made to appear as more than particular. When these codings are tied to powerful notions such as rights and citizenship this process becomes doubly powerful.
The politics of mobility necessitate the eradication of those who are not mobile 

Imrie prof geography @ U london 2k (Rob, “Disability and discourses of mobility and movement” Environment and Planning A 2000, volume 32, pages 1641-1656)

Such discourses see disability as a social burden which is a private, not public, responsibility. The impairment is the focus of concern, and biological intervention and care are seen as the appropriate responses. The problem of immobility is seen as personal and specific to the impairment; that it is this that needs to be eradicated, rather than transformations in sociocultural attitudes and practices, if mobility is to be restored. In particular, political and policy assumptions about mobility and movement are premised on a universal, disembodied subject which is conceived of as neutered, that is without sex, gender, or any other attributed social or biological characteristic (see Hall, 1996; Imrie, 1994; Law, 1999; Whitelegg, 1997). The hegemony of what one might term the mobile body is decontextualised from the messy world of multiple and everchanging embodiments; where there is little or no recognition of bodily differences or capabilities. The mobile body, then, is conceived of in terms of independence of movement and bodily functions; a body without physical and mental impairments. The hegemony of the mobile body is also reinforced by professional discourses which seek to measure, characterise, and understand disability through the movement and mobility of disabled people's body parts. Such conceptions see disabled people as neither sick nor well but in a liminal state which is characterised by a (potential) movement from one bodily state to another (also, see Ellis, 2000; Leder, 1990; Paterson and Hughes, 1999). The underlying objective is the disciplining of the deviant or impaired body through the restoration of movement in body parts to facilitate independence of mobility (and the restoration of the `whole person'). For Ellis (2000), such (welfare) discourses emphasise the importance of individuals attaining an `independent body', or a body which revolves around self management, personal responsibility, and the projection of desirable bodily characteristics. As Ellis (2000, page 17) suggests, it is a carnality which propagates the aestheticisation of the body while seeking to exclude those (impaired) bodies which are, so some claim, a source of anxiety in contemporary culture (see, for instance, Lupton, 1994). Indeed, as Paterson and Hughes (1999, page 604) argue, ``the information that animates the world is dominated by non disabled bodies, by a specific hegemonic form of carnality which excludes as it constructs''. These send out specific signals or codes which favour the corporeal status of nonimpaired people, or at least do little to facilitate the independent ease of movement of people with physical and mental impairments.(5) This, for Paterson and Hughes (1999, page 606), is indicative of ``a subtle interplay of micro and macro relations of power'', where specific design features, for example, prioritise forms of movement based on the bodily needs of the neutered body (which is devoid of physical and mental impairments). In this sense, intercorporeal encounters between the hegemonic world of the mobile body and disabled people tend to reinforce the former's sense of presence and the latter's sense of absence, in other words a recognition of disabled people being there but being unable to interact with the social or physical structures which surround them. It is, in Leder's (1990) terms, a projection of the absent body or bodies which ``dys-appear'' when confronted with the embodied norms of everyday life [see Paterson and Hughes (1999) for an amplification of these points].

2NC Gender DA
The idea of mobility is gendered – their general conceptions of mobility gloss over the concrete material realities of those who are forced to migrate, in doing so reinforce their oppression 
Law prof Department of Geography, University of Otago 1999 (Robin, “Beyond 'women and transport': towards new geographies of gender and daily mobility” Prog Hum Geogr 1999 23: 567)

Metaphors of mobility abound in recent works of social theory, especially in poststructuralist writing, as several writers have pointed out (Matless, 1995; Wolff, 1995; McDowell, 1996; Cresswell, 1997). Hanson and Pratt (1995) find themes of exile, nomadism and movement between centre and margin in the work of Trinh Minh-ha, Kathy Ferguson, Gayatri Spivak, Chandra Talpade Mohanty and Elizabeth Grosz. Cresswell (1997) identifies a concern with travel, the migrant and the nomad, in writing by Clifford, Said, Deleuze and Guattari, and Chambers. Other examples include Grossberg’s commuter (cited by Wolff, 1995) and de Certeau’s pedestrian (1984). Yet, as Cresswell argues, nomadic subjects in postmodern discourse tend to be romanticized and decontextualized. In place, he calls for ‘situated and provisional accounts of movement which do not gloss over the real differences in power that exist between the theorist and the source domain of the metaphors of mobility’ (Cresswell, 1997: 379). In other words, we need to turn from the generalizations of poststructuralist theory, to construct more grounded social and cultural geographies of mobility. Metaphors of mobility have been criticized for glossing over the gendered meaning of mobility in western experience. Wolff notes that, for the most part, the travel metaphor is highly gendered, and she illustrates this through a discussion of Victorian women travellers and Beatnik writers (Wolff, 1995). McDowell (1996) expands this point in a debate with Cresswell (1993); in contrast to his interpretation of mobility as resistance, she offers a feminist reading of Beatnik literature and a challenge to the association of mobility with masculinity. When feminist thinkers use metaphors of mobility, it is often through reflection on their personal experience of mobility and travel. For example, the two collections of essays by Braidotti (1994) and Wolff (1995) (revealingly titled Nomadic subjects and Resident alien, respectively) link theory with their own experience of moving between languages and continents. Braidotti connects the figuration of the nomadic subject with her affection for places of transit such as tram stops and airport lounges, and then discusses the works of a number of contemporary artists which creatively appropriate and reflect upon places of transit (1994: 19–20). Although as yet undeveloped, this approach offers the possibility of connecting new currents in social theory with the lived experience of using transport. Among feminist geographers, the work of Hanson and Pratt (1995) offers some useful possibilities for linking metaphors of mobility with research into urban housing and labour markets. They recognize the attractions of poststructuralist notions of fluid, mobile identities, but set these ideas alongside firmly grounded descriptions of a harsher world where identities are ‘sticky’ and choices are more tightly constrained. Although their Worcester research is primarily what they term a ‘containment story’, they note how mobility stories disrupt that narrative and ‘help to remind us that identities, while constituted in and by places, also exceed them’ (1995: 228). This theme is not strongly developed in their work, but it is a tantalizing example of the possibilities of thinking about mobility and identity in specific urban settings. As Cresswell (1997: 361) notes, the study of mobility has not been accorded the same attention within the discipline of geography as place, space, landscape and territory. The new interest in mobility as a concept is now beginning to influence some geographical work on human movement over long distances, notably the study of travel (Robertson et al., 1994; Clifford, 1997) and migration (Hyndman, 1997) and travellers (Sibley, 1995; Cresswell, 1996). Questions about the politics of mobility are also being raised in discussions of time-space compression and globalization. For example, Massey (1993: 62) shows how ‘mobility and control over mobility both reflect and reinforce power’. It is significant, however, that the less glamorous practice of daily mobility has to date been little affected by developments in social theory. Some scholars of disability have begun to connect concepts of difference, exclusion, access and justice with concrete issues of daily movement (e.g., Butler and Bowlby, 1997), but this work still tends to be interpreted as ‘about disability’ and thus outside mainstream concerns. Yet the topic offers a great deal of scope for study. Daily mobility incorporates a range of issues central to human geography, including the use of (unequally distributed) resources, the experience of social interactions in transport-related settings and participation in a system of cultural beliefs and practices. Attention to flows of people through the daily activity-space animates our understanding of geographic location of ‘home and work’, and links spatial patterns with temporal rhythms. It reminds us that while residential and employment location may be stable, human beings are not rooted in place, and that activity-space is not divided into a sterile dichotomy of (male) public and (female) private. Mobility is also a potent issue for local political struggles, drawing on the interests of individuals variously identified by class, gender, disability, age and neighbourhood residence. How then might we link the recent theoretical interest in mobility with the issues of daily mobility more commonly addressed in urban and transport geography? I suggest that instead of pursuing the metaphors of mobility which populate abstract theory, we turn instead to some new developments under the broad ambit of cultural studies, from fields including cultural geography, anthropology, history, sociology, disability studies, literature and feminist studies. This work offers insights into both practices and meanings (especially gendered meanings) of daily mobility, through grounded studies of specific situations, and so forms a useful counterpoint to the behavioural and policydriven focus of existing transport research. The question then arises of how these diverse works might be brought into conversation with each other, and with 20 years of research on women and urban transport. Do the different conceptual foundations prevent any easy connection simply on the basis of a shared topic? Recent work in feminist geography has offered some models of how to link conventional empirical research and new social theory. For example, Hanson and Pratt (1995) affirm the value of working with multiple theoretical and empirical traditions which allow views from diverse vantage points. The next section seeks to develop some linkages between the diverse traditions identified above by developing an analytic framework that links concepts of gender and daily mobility.
***

Case Args

A2 Automobility 1NC

Bicycling is disciplinary power 
Gilley 2k6 (Brian Joseph, assoc prof anthro @ vermont “Cyclist subjectivity: Corporeal management and the inscription of suffering” ANTHROPOLOGICAL NOTEBOOKS 12 (2): 53–64.

The body of the European road cyclist, gaunt faced and emaciated but with enormous muscled legs, is an indelible image. This image has been venerated and parodied by film, literature and used in nationalist propaganda. The heroic persona of the cyclist who shapes their body to maximize strength-to-weight ratios further reinforces discourses of body management. Yet, the men who exhibit the superhuman strength to endure the requisite suffering are also docile bodies continually put through disciplinary regiments by their team directors, sponsors, the cycling industry and themselves. It is this contradiction between the veneration of individual suffering and cyclist as a form of subjectivity where we can investigate the ways in which the cycling industry naturalizes techniques of domination.

The body culture created by cycling results in a disciplining of the self 
Gilley 2k6 (Brian Joseph, assoc prof anthro @ vermont “Cyclist subjectivity: Corporeal management and the inscription of suffering” ANTHROPOLOGICAL NOTEBOOKS 12 (2): 53–64.

In order for a body culture to be implicated in the structure of the sports industrial complex, that industry must scrutinize individual bodies. Michele Foucault points out that bodies are disciplined through a variety of applications of power and specifically through certain techniques and knowledge. These disciplinary techniques are used in the surveillance of individual bodies (Foucault 1995: 170-83). Disciplinary matrices create docile bodies, ‘bodies whose training extends their capacity and usefulness’ (Cole et al. 2004: 212). However there is also a factor of judgment involved in determining to what extent riders are successful in ‘extending their capacity and usefulness’. That is, for each aspect of cycling, such as climber versus sprinter, there is a corresponding normalized bodily expectation. There are specific bodily movements that are required of an individual to meet cycling industry expectations. Many of these normalized movements can only be achieved by certain kinds of bodies. It is in this diffusion of the ‘body particular’ that we find the body culture of cycling. But the diffusion is inevitably reliant on the surveillance of the body particular by the various techniques employed by the cycling industry. There are many aspects of cyclists’ bodies monitored by the cycling industry. In this section I am concerned with suffering. Within the discourse surrounding cycling there are two forms of suffering; one legitimate and one illegitimate. The determination of which form of suffering a cyclist has met is determined by numerous techniques of surveillance. To suffer legitimately is often considered heroic and inevitably involves ones ability to match their bodily movements to the expectations of the cycling industry. To suffer illegitimately has many possibilities and is perceived by the cycling industry as almost always the result of one’s inability to meet the corporeal requirements of cycling discourses. These two notions of suffering are inevitably tied to questions of honour, fitness and ability, but are also tied to riders’ support systems within teams and the cycling industry at large in practical ways. The images of these two forms of suffering are primarily distributed through the cycling media: magazines, live race coverage, sporting newspapers, and internet news and fan sources. Images or descriptions of riders representing both forms of suffering might be visually similar: grimaced faced, sweating, exhausted and gaunt looking, and maybe even weeping. However, legitimate or heroic suffering while not always victorious is portrayed very differently than that of illegitimate suffering. These two differences will be explored below. My examination of suffering no doubt invokes the idea of punishment as the regime of disciplinary power put forth by Foucault: [Punishing] differentiates individuals from one another […] It measures in quantitative terms and hierarchizes in terms of value the abilities, the level, the ‘nature’ of individuals. It introduces […] constraint of a conformity […] it traces the limit that will define difference in relation to all other differences, the external frontier of the abnormal […] in short, it normalizes (1995: 182-3). Here punishment does dialectical work, as both the corporeal experience of extreme exertion upon the field of play, the tarmac, and punishment in terms of the ways body culture discourses reward and condemn particular bodily movements. For one’s suffering (bodily movement) to be deemed illegitimate is not emancipatory, rather both forms of docility could be considered ‘automatic docility’ in which ‘governing norms become one’s own’ (Foucault 1995: 169; Cole et al. 2004: 214). There are multiple ways the cycling industry creates docile bodies through discourses of fitness. At a fundamental level, a rider can be visibly fit by looking thin with no body fat and highly muscled legs, or can look unfit by having fat around their waist or neck. The governing bodies of cycling also seek to determine fitness in terms of health, such as a rider being healthy enough to compete. Drug testing is one way to determine rider fitness, which may include tests for specific chemicals, but tests that monitor bodily processes can also be used. For example, a rider with a higher than normal haematocrit would be under suspicion of using the banned blood booster EPO. Riders under suspicion for doping are officially considered ‘unfit for competition’. These forms of fitness are monitored by several techniques, which can include medical tests, but can also include press releases and articles in cycle sport related publications. Inevitably these techniques discipline riders who are out of the norms of fitness, but also determine that any kinds of suffering that occur outside of the norms do not meet discursive requirements of legitimacy (Butler 1990: 23, 173).

2NC A2 Automobility 
Cycling produces systematized bodies ready to be controlled by corporate cycling companies 

Gilley 2k6 (Brian Joseph, assoc prof anthro @ vermont “Cyclist subjectivity: Corporeal management and the inscription of suffering” ANTHROPOLOGICAL NOTEBOOKS 12 (2): 53–64.

Although the roots of cycling body culture can be found in six day races, early point-to-point races, and the grand tours, I would argue that a distinct divide occurred in the latter half of the 20th century with the systemization of cycling movement by the cycling industry. Prior to this point cyclists had sponsors who paid for their labours and benefited from their bodily movement. However, it was in the post-war era that cycling began its orientation toward what Maguire calls the sports industrial complex, which he defines as ‘four main elements: sports medicine, sports science, sports science support programmes, and regional/national centres of excellence’ (2005: 162). Within the sports industrial complex, I would characterize the modern cycling industry as having developed several components beside the athletes: national and international federations, team owners, team sponsors, bicycle and cycling related manufacturers who sponsor teams, race owners and promoters, and directeur sportifs or ‘team directors’ (DSs). Post WWII cycling began to emphasize the importance of training regiments with particular focus on diet, hygiene, sport specific movement, and the medicalization of the cycling body. Increasingly over the next sixty years the independent (non-sponsored) rider began to fade; riders were no longer responsible for managing their own training, diet and machinery, but instead came under the purview of management systems funded and required by the cycling industry. It is within management systems perfected by the cycling industry where we can locate the techniques used to produce the contemporary body culture of cycling. The body culture of contemporary professional cycling is immediately apparent in the appearance of the cyclist in the same way one can evaluate the body culture of a weight lifter or high fashion model. The values of these microcultures are marked on the bodily aesthetic of individuals (Palmer 1996: 114). Body culture, however, is more than simply individual appearance, but is also bodily movement. Any noticeable characteristics of the athlete are the result of bodily movement. Bodily movements are endorsed by a particular body culture and internalized in the intentionality of the individual. Professional road cycling of the European kind endorses several body types each with its own rigidly defined bodily movements. These bodily movements are associated with particular roles on teams, specific kinds of competitive events, precise body aesthetics, and are tied to rigid performance expectations and systems of training. The bodily movements of a climber (someone talented in riding up mountains) will differ greatly from those of a classics specialist (someone who is good at fast one day races on rough roads) and both will differ from the body culture of the time trialist (race against the clock). Cyclists will often be referred to as a ‘pure climber’ or a ‘pure sprinter’. This statement refers to an individual’s body movement as ideal for a particular discipline in cycling. Certain individuals are known as ‘all arounders’, which means that they have proficiency in all the important categories needed to win major stage races. In the past athletes such as Belgian Eddy Merckx could meet the physical demands of both classics and stage races and had a versatility to excel in multiple disciplines of cycling. Merckx, who raced from the mid-1960s until the late 1970s, won the Giro d’Italia and the Tour de France five times each, but also won major one-day races such as Paris-Roubaix, LiegeBastogne-Liege, and Milan San Remo as well as holding the World Hour Record on the track. However since cycling’s ‘golden age’, Maguire (2005: 160) points out, ‘Sport performers have come increasingly to participate in only one sport and, within that sport they specialize according to task or positional requirements’. Seldom will someone be a classics specialist and a grand tour winner. We can recognize that at the basic athletic level the different disciplines of cycling demand the perfection of different bodily movements and individuals with naturally different kinds of physical abilities will be drawn to specific disciplines. Therefore, we are not interested in critiquing cycling specialization; rather we are interested in examining the construction of a systematized body culture that not only endorses particular bodily movements, but also normalizes particular bodily techniques through systematization. That is, a body culture created and reinforced by governing norms embodied within competing systems of corporeal management. Programs of systemization in cycling body culture are implicated and reinforced by the political economy of sport in general and specifically within the structure of professional road cycle sport. The structure of professional road cycling mirrors that of any corporation. Teams are usually sponsored by a large corporation and supplemented by smaller companies that provide equipment or wish to advertise to the cycling audience. The level of financial commitment of sponsors and the team’s ability to gain the desired public attention determines everything from riders’ salaries to the kinds of towels used by athletes. Within the team structure there are specialist athletes: the grand tour contenders, the classics specialists, young riders being cultivated for future roles on the team, and the domestiques or helpers. Each of these roles is designed to make victory more likely. Grand tour contenders tend to be best well-known members of the team, followed by successful classics specialists. The least well paid and most unrecognized are the domestiques, who may themselves be as talented as the stars on the team, but by their contracts must sacrifice personal goals for the glory of team leaders. Inevitably whatever a rider’s position on the team, they are required to maintain a certain level of athletic performance and provide results in the form of wins for their sponsors. To deal with the rigors of cycling as a profession riders of all levels and specialties employ systems of bodily management to meet the requirements of their job. Within cycle sport there are many systems that individuals can follow. When referring to systems I am explicitly referring to training regiments developed and managed within the sports industrial complex. Heinila points out ‘[…] as a consequence of continuous upgrading of demands in international sport, competition totalizes into a competition between systems’ rather than individual athletes (1988: 128). In order to perfect the bodily movements required of their role on a team, cyclists have increasingly sought out a systematization of their training and performance through the sports training industry. Until the 1960s most professional riders also had full time jobs, some cycling related but others not. A racer attempted to fit his training in when he had the time. The contemporary full time European road cycle racer has the financial and temporal ability to follow the regiments of training systems. The same would apply to the use of performance enhancing drugs. Before systematized doping programs, boosting one’s performance was spontaneous— as needed practice—with cocaine, heroin or what is known as pot belge (a potent mixture of drugs taken during a race). However, the introduction of anabolic exogenous steroids and drugs such as Erythropoietin (EPO) into a training regiment has systemized the doping process into programs rather than unplanned performance boosting.
Cycling is the biopower 
Gilley 2k6 (Brian Joseph, assoc prof anthro @ vermont “Cyclist subjectivity: Corporeal management and the inscription of suffering” ANTHROPOLOGICAL NOTEBOOKS 12 (2): 53–64.

The purpose of this analysis was to show the ways the cycling sport along with its culture, politics and industry creates docile bodies through the legitimization of highly specific bodily movements. Also, the intent was to break the surface on an area where very little has been written about cycle sport culture and nothing has been written about the rigors of professional cycling as a form of subjectivity. To deconstruct cycling discourse is to reveal the mechanisms of an unquestioned set of values governing individual bodies. The intent is not to detract from the love of the sport or of the bike, but to understand how cycling discourses have a historical trajectory and circulate in similar ways as other totalizing systems. The political economy of the cycling industry and its techniques of corporeal management become marked on the individual cyclists’ body. Inevitably it is the cyclist’s body that becomes subject to flows of power not the cycling industry. Turning again to Foucault let us consider discipline that […] operates four great techniques: it draws up tables; it prescribes movements; it imposes exercises; lastly in order to obtain the combination of forces, it arranges ‘tactics’. Tactics, the art of constructing, with located bodies, coded activities and trained aptitudes […] are no doubt the highest form of disciplinary practice (1995: 167). It is in tactics where we can see the totalization of the cycling subject. That is, bodies are located within the cycling industry and subjected to activities that are oblique under the guise of fitness, victory, and heroism. Uncooperative bodies’ performances are relegated to illegitimate forms of cycling subjectivity. However, the bodily movements deemed illegitimate remain docile; for those bodies associated with the cycling industry continually fall under surveillance and discipline. As long as one attempts to reproduce the bodily movements of the contemporary cycling industry, they will continue to be judged in comparison to endorsed (normalized) forms of corporeality.

A2 Solvency 1NC

Infrastructure alone does not solve 

Tight and Giovoni 2010 (Miles, Moshe, “The Role of Walking and Cycling in Advancing Healthy and Sustainable Urban Areas” BUILT ENVIRONMENT VOL 36 NO 4)
Sustainable mobility is the new paradigm in transport planning and policy (Banister, 2008) and ‘Planning and health is big news’ (Boarnet, 2006, p. 5) according to a special issue of the Journal of the American Planning Association on ‘Planning’s role in building healthy cities’. At the heart of the new planning and policy model are two modes of transport which until recently did not seem to register as being important, at least in the eyes of many researchers, planners and policy-makers. These modes are walking and cycling, commonly referred to as ‘active travel’. Now the number of research papers related to walking and cycling is growing rapidly. A recent review of evidence on cycling as a commuting mode (Heinen et al., 2010) found more than 100 relevant studies, the majority of them including empirical evidence. The interest is not only within academia, it is also evident in the fi eld. Some of the largest and most prosperous cities in the world, New York, London and Paris, amongst others, are adopting pro-walking and cycling policies, investing in appropriate supporting infrastructure, and have recently (Paris and London) rolled out large cycle-hire schemes. Transport strategies for most cities include an element (at least offi cially) that promotes the use of these modes. Despite this, transport, even for short distances, is still heavily dominated by the use of the private car. Perhaps one of the fi rst realizations emerging from the latest research on walking and cycling is that promoting walking and cycling use is not just a simple question of infrastructure provision.
Too many other reasons why people do not bike besides infrastructure 
Tight and Giovoni 2010 (Miles, Moshe, “The Role of Walking and Cycling in Advancing Healthy and Sustainable Urban Areas” BUILT ENVIRONMENT VOL 36 NO 4)
Walking and cycling are well known as potential contributors to more sustainable urban environments, but the key difficulty is how to bring about real change to create genuine improvements for these modes and a stimulus for people to switch modes, particularly from car to walk or cycle. The barriers to the further development of walking and cycling – such as safety, lack of or poor infrastructure, complex lives which are increasingly intertwined with car use and, for many, perceptions of personal safety and security – are substantial and difficult to overcome. However, the benefits of such changes could be considerable: cleaner, quieter and safer urban environments; places where the street has a function not just for movement but also in encouraging sociability and more interaction with others and with the built environment; and a healthier population through increased use of active modes of transport.
2NC A2 Solvency 
Infrastructure alone does not solve 
Tight and Giovoni 2010 (Miles, Moshe, “The Role of Walking and Cycling in Advancing Healthy and Sustainable Urban Areas” BUILT ENVIRONMENT VOL 36 NO 4)
A specific case is examined by Colin Pooley’s and his colleagues’ research, which looked at the town of Lancaster in the UK, to evaluate the effectiveness of infrastructure investment for walking and cycling. They make the argument that while such investment in infrastructure is a good thing and necessary, it is not, on its own, enough to overcome the barriers to walking and cycling. Such barriers are more fundamentally embedded in social structures and the everyday habits and practices of households and individuals. To bring about real change, therefore, would involve difficult decisions that change the way society values and uses transport, including restrictions on car use, improvements to public transport and the restructuring of cities to increase local accessibility and to reduce the need for long and complex journeys. Thus, broader societal considerations often relegate physical barriers to more sustainable travel into second place. The built environment and the infrastructure are important, but often secondary to social factors. The mechanism through which social factors might influence the propensity to walk is expanded on in the next paper.
Infrastructure is necessary but not sufficient by itself 
Forsyth and Krizek 2010 (Ann, Kevin, “Promoting Walking and Bicycling: Assessing the Evidence to Assist Planners” BUILT ENVIRONMENT VOL 36 NO 4)
Conclusion 6. There is no single solution (silver bullet) when it comes to increasing walking and/ or cycling. However there are certain necessary (if insuffi cient) preconditions. For walking such preconditions include neighbourhood and larger scales of design (such as density and accessible destinations); for cycling, adequate infrastructure. Other carrots – such as att ractive aesthetics – have far less eff ect.
No one-size fits all solutions 

Pelzer, ’10 – Research Master in Metropolitan Studies, Amsterdam Institute for Social Science Research (AISSR), University of Amsterdam. (Peter, “Bicycling as a Way of Life: A Comparative Case Study of Bicycle Culture in Portland, OR and Amsterdam,” Oxford, 9/6, 7th Cycling and Society Symposium.) // JS

The Amsterdam and Portland experiences show that to come to satisfactory understanding of ‘bicycle culture’ it is necessary to explore both the material and socially constructed properties of bicycling. The dimensions of physical environment and the socially constructed dimension (mobility culture) are far from mutually exclusive, and interact in a complex way. Moreover, the function of these causal mechanisms is also dependent upon historical contingency and geographical particularity. Consequently, it is hard to relate the empirical findings of this study to other contexts or to retrieve cookbook solutions for other cities that would like to increase bicycle use. There’s no ‘one-size-fits-all’ cycling stimulation policy. It is pivotal to be sensitive to the cultural context of a city. Nonetheless, underlying causal mechanisms could be discerned, which relate the structural and micro scale factors. I will exemplify this stance by means of five examples of causal mechanisms which are at work with regards bicycle culture in both cities.

No solvo 

Parkin, Ryley and Jones 2007 (John, Reader in Transport Engineering and Planning , Tim Senior Lecturer in Transport Studies @ Loughsborough U, Tim, Research Fellow in Sustainable Urban Mobility, “Barriers to Cycling: An Exploration of Quantitative Analysis” “Cycling the City: Non-Place and the Sensory Construction of Meaning in a Mobile Practice” eds Horton, Dave Rosen, Paul Cox, Peter)

Hilliness has been shown to have a very significant effect on the proportion of people cycling the journey to work. While it is not feasible to eradicate hills, careful consideration should be given to the alignment of cycle routes in hilly areas, in order to reduce the negative consequences of topography. Similarly, it has been shown that both surface roughness and the number of stops and starts have a strong impact on the amount of effort required to cycle. Correspondingly, infrastructure should comprise direct routes, with few stops and starts, and have well maintained riding surfaces. The perception of the risk of cycling on a road with motorised traffic is unaffected by the provision of cycle lanes along routes, and approaching and through junctions. The relative importance of the perception of risk and other environment features remains fully to be explored, but it is possible to say that important features of network design involve not just safety, but also effort and positive features such as attractiveness and comfort. It is also important to understand that perceptions of the risk and effort involved in cycling practices are unlikely to relate directly to actual levels of risk and effort. For example, a reduction in perceived risk without a commensurate reduction in actual risk might lead to exposure of a larger number of people to hazard. Networks for cycle traffic should extend from significant trip attractors, such as town centres, at least to 2 km and as far as 5 km, as over these distances the flexibility and freedoms of the bicycle are evident without undue exertion. It cannot be assumed that use of the bicycle for leisure purposes will follow through into use for utilitarian purposes, but promotion of the bicycle for utilitarian trips should recognise that the market comprises principally car-owning households.

2NC Prefer Neg Evidence 
Prefer our evidence – it’s a meta-data study of over 300 other studies, most comprehensive study 

Forsyth and Krizek 2010 (Ann, Kevin, “Promoting Walking and Bicycling: Assessing the Evidence to Assist Planners” BUILT ENVIRONMENT VOL 36 NO 4)
How can people be encouraged to walk or cycle more? This article draws on the results of over 300 well-designed empirical studies to provide guidance on how specific strategies can influence walking or cycling for travel: community design, infrastructure availability, infrastructure quality, programming, pricing, and combined strategies. Urban environments with high levels of walking and cycling for travel typically represent a combination of many factors that help promote these modes. The most compelling argument, particularly for cycling, is that only via an integrated range of built environmental features (including infrastructure and facility improvements), pricing policies, or education programmes will substantive changes result. This is what has been occurring in The Netherlands, Denmark, and parts of Germany for decades. By linking research to practical advice, the article fills a gap between (a) the many excellent literature reviews pointing to where further research is needed and (b) useful practice-oriented guidelines based on experience.
Be suspect of all of the aff studies – they are all biased 

Tight and Giovoni 2010 (Miles, Moshe, “The Role of Walking and Cycling in Advancing Healthy and Sustainable Urban Areas” BUILT ENVIRONMENT VOL 36 NO 4)
In terms of looking at how walking and cycling levels might be increased, Ann Forsyth and Kevin Krizek provide an overview of strategies based on a review of over 300 empirical studies. A number of key conclusions are reached here: (a) when considering interventions the two modes are most usefully considered independently, as noted above, as measures which promote one do not necessarily have the same effect on the other; (b) there remains a considerable degree of uncertainty about what really works, with some promising measures lacking rigorous evaluation; (c) some sub-groups of the population are clearly more predisposed towards walking and cycling than others and hence a focus on these may provide greater returns; and (d) there is clearly no single solution or policy measure, rather tailored packages of measures are required to yield a noticeable change in walking and cycling levels.

Prefer our evidence 
Forsyth and Krizek 2010 (Ann, Kevin, “Promoting Walking and Bicycling: Assessing the Evidence to Assist Planners” BUILT ENVIRONMENT VOL 36 NO 4)
Our approach for this investigation was straightforward. We sought to review the knowledge base consisting of international, English-language studies that could help policy-makers understand barriers to walking and cycling for daily trip purposes as well as what could be done to overcome such barriers (Krizek et al., 2009a). We located over 500 reports, articles, and books addressing research on walking and bicycling. We then applied three filters. 􀂐 The first was to review studies, which we deemed to have suffi ciently robust methods; empirical studies that had undergone peer review were preferred. 􀂐 The second was to focus on studies evaluating, rather than describing, interventions. 􀂐 Third, we sought studies that squarely addressed some notion of walking and cycling primarily (though certainly not exclusively) as opposed to studies addressing more general notions of travel. However some studies looking at walking and cycling amidst other modes such as transit or automobile were important. The outcome was a thorough review of 300 studies with publication dates up to early 2008 – a set of literature that has been updated for this article with additional and recent reviews or studies. Of course, some areas where such evaluation literature was lacking are underrepresented, an example is long-term assessments of educational programs to promote walking and cycling (Krizek et al., 2009a; Baum et al., 2009).2 For each study, we inventoried seven characteristics for the research effort: Mode: whether the focus was cycling, walking or both. 􀂐 Main focus of the article in terms of interventions, strategies, environmental features, or outcomes: e.g., community design, infrastructure, mode choice, modelling, programming. This is an eclectic category refl ecting the diverse literature. 􀂐 Literature type: including peer reviewed, conference paper, report by agency, book, or other. 􀂐 Research approach: including evaluation of an intervention, cross-sectional survey (single time period), etc. 􀂐 Place or density: whether in a large core city, suburban area, ex-urban context (that is, within commuting distance of suburban areas), rural location, etc. 􀂐 Sample characteristics including: who, where, when, how collected, and how many respondents. 􀂐 Outcome variables, such as type of walking and/or cycling examined e.g. utilitarian/ travel, commuting only, recreational, total activity, etc. 􀂐 Basic fi ndings or conclusions about the relationship between interventions and walking and cycling (Krizek et al., 2009a). This approach meant we carefully assessed each study’s conclusions in relation to the data and methods used. This article draws on this substantial review, updated with more recent literature,3 to provide recommendations for those wishing to promote walking and cycling. The studies we cite directly are not intended to be exhaustive but rather representative of the larger review. In a number of areas results from different studies are contradictory and there we have focused on the preponderance of evidence, where multiple studies agree. We conclude each section with summary recommendations for policy and planning; and provide more extensive recommendations in the conclusion.
Infrastructure literature is suspect 
Forsyth and Krizek 2010 (Ann, Kevin, “Promoting Walking and Bicycling: Assessing the Evidence to Assist Planners” BUILT ENVIRONMENT VOL 36 NO 4)
Cycling Findings. For cycling the story is diff erent, and cycling infrastructure is important. The literature consistently suggests that the dearth of cycling infrastructure is a major detriment in terms of spurring cycling. The unresolved matt er relates to understanding which type of cycling infrastructure is best and for whom? For example, more bicycling facilities – on- and off -street – appear to provide great advantages (Dill, 2009). But once analysis drills down to specifi cs it can be diffi cult to understand the eff ects of diff erent types of cycling infrastructure. This is largely because of: (1) the lack of reliable data on the matt er; (2) the wide range of diff erent types of treatments so that it is diffi cult to compare evaluations; (3) the role that diff erent kinds of intersections play; and (4) the relatively wide range of skills levels of users (compared to pedestrians).

A2 Capitalism Stuff 
Cycling is a poor basis for anti-capitalist resistance 

Horton 2k6 (Dave, ESRC Postdoctoral Fellow “Environmentalism and the Bicycle” Environmental Politics, Vol. 15, No. 1, 41 – 58)
Environmental activists certainly want their cycling to be noticed. First of all, they want to be visible to the majority of road users with the potential to kill them; the aim of lights, fluorescent jackets and luminous wrist and ankle bands is to render the cyclist more noticeable to motorists. But, second, activists often talk about their cycling as demonstrating to others the viability of alternatives to the car.14 Activists, then, are not only contributing to the virtuous green practice of cycling directly; they also see their own cycling as a practice which observers might strive to emulate, and thus as forming part of a virtuous circle and helping to promote still more cycling. And third, the performance of cycling earns distinction within green culture; as an iconic green practice, it builds a specifically green capital. Cycling enables the creation of the sense of oneself as a ‘good’ or ‘authentic’ environmentalist, while driving a car sabotages such a sense of oneself and tends to produce feelings of guilt and inadequacy (see Horton, 2003a). However, among environmental activists is cycling a strategy of distinction of the kind suggested by French sociologist, Pierre Bourdieu (1984)? Is cycling, in other words, part of a class-based attempt to ascend the social hierarchy? It is not. Although clearly a distinction-seeking and distinguishing practice, activists’ cycling cannot simply be explained as a class-based and class-aimed strategy of distinction, directed at producing and reproducing activists’ location in the social structure. Activists not only ride bikes; unlike the majority of cyclists they also actively campaign for more people to ride bikes, and thus seek to undermine the distinctiveness of their own privileged practice. Of course, unlike many cyclists, activists also enrol the object of the bicycle and the practice of cycling into the assemblage of a distinctive and oppositional lifestyle, but again this is a lifestyle they wish to see more widely emulated for the sake of ‘sustainability’. Environmentalists do not advocate the addition of the bicycle to an otherwise ‘ordinary’ life. Rather, the bicycle is seen as ideally forming one part of a much wider, new, sustainable, green lifestyle. The bicycle is not a mere appendage to ‘business as usual’, but a vehicle which helps to re-evaluate, restructure and reorganise everyday life in contemporary societies.

Bikes are Bad (generic stuff)
Bicycling poses health risk
Reynolds et al., ’09 – visiting research fellow at the Institute for Resources, Environment and Sustainability, University of British Columbia. (Conor et al., “The Impact of Transportation Infrastructure on Bicycling Injuries and Crashes: A Review of the Literature,” Environmental Health, 10/21, vol. 8 no.1) // JS
It is clear that the health benefits of cycling are significant, and at this point there is no reason to assume that health risks outweigh those benefits. However, a full public health understanding requires that attention be paid not only to long-term population health and environmental benefits of bicycling, but also to the factors that influence risk of injury and fatality. Bicyclists are vulnerable because they must frequently share the same infrastructure with motorized vehicles, and yet bicycles offer their users no physical protection in the event of a crash. In addition, the mass of a typical automobile is at least an order of magnitude greater than a bicycle plus its rider, and motorized vehicles have top speeds that are considerably faster than bicycles. As a result, bicycle riders who are involved in a crash are exposed to a much higher risk of injury compared to motor vehicle users (with the exception of motorcycle riders). To date, most studies of cycling safety - especially in North America - have emphasized helmet design, regulation, and implementation to mitigate the severity of cycling injuries when a crash occurs [12,13]. This is particularly true for children [14,15]. In many North American jurisdictions children who cycle (and sometimes also adult cyclists) are required by law to use helmets, although this is not the case in most European countries. While helmets are effective in reducing the severity of head injuries, they do not address impacts to other parts of the body [16,17]. More importantly, they do not prevent incidents from occurring in the first place [18], and legislating their use may even discourage cycling [19].

No need for promoting bike rides – measures already taken 

Teschke et al., ’10 - professor at the School of Population and Public Health in the University of British Columbia. (Kay et al., “Bicycling: Health Risk or Benefit?” UBCMJ, March, vol. 3 no. 1) // JS
In the last decade, there has been new interest in promoting cycling as a mode of transportation in North America. Two of the largest cities in the United States, New York and Chicago, have set aggressive targets for increased cycling, and to meet them, have launched programs to construct connected networks of bicycle infrastructure. Canadian cities are also seeing changes, as illustrated in our three largest cities. Montreal has a system of separated bike lanes throughout its downtown core and implemented its pioneering BIXI bikeshare system in 2009. Toronto adopted the BIXI system in the summer of 2011, and is considering building separated lanes. Vancouver began installing separated lanes on major streets in its downtown core in 2009 as a complement to a system of designated bike routes elsewhere in the city.

Bicycle culture doesn't translate in United States

Mellinger, 09- Gwyn Mellinger is the chairwoman of the department of communications and mass media at Baker University. She is teaching this semester at Harlaxton College near Grantham, England (“Bicycle Culture Doesn’ Translate in United States”, 3/12)
Some things just aren't transferable to American culture. Take, for example, the European love affair with thebicycle. That's clearly not the sort of thing we're going to encourage on our streets. For good reason. In most U.S. cities, the traffic infrastructure doesn't easily accommodate cycling. Bike lanes are the exception, and the system of traffic signals, synchronized for the motoring -- not the pedaling -- public, frequently interrupts a cyclist's progress. The attitude toward cycling in Amsterdam is different in other important ways. This is no-frills cycling on traditional, upright-posture bicycles. An Amsterdam cyclist wouldn't be caught dead in spandex or a helmet. The bikes are clunky, often rusty and dented, and most don't have hand brakes, much less gears. This is not the American way. This is transportation at its most basic, devoid of flash, flair and style. In addition, the psychology of driving in America gives priority to the automobile, even though traffic laws give abicycle equal standing on the roadway. I'll be the first to confess a certain impatience when I come up behind cyclists, riding two abreast on a narrow-shouldered county road. My first thought is that these exercise enthusiasts should take it to the gym, or words to that effect. I then scold myself for being politically incorrect and strive to be tolerant of others' transportation choices -- until the next time. Amsterdam, the European capital of bicycle worship, is home to millions of bicycles, and they rule. We think the Dutch are busy enjoying legalized prostitution and marijuana, but they're really riding bicycles. Everywhere. At all hours of the day and night. Bicycle lanes run along almost every street, and cyclists even have their own set of traffic signals. Paths are carved through city blocks to create shortcuts just for cyclists. Wherever you look, bicycles are chained to anything that is bolted down: light posts, bridge railings, the metal security bars on the windows of row houses. Even commuters who take public transportation ride their bikes part way. Next to Centraal Station is a three-story parking garage just for train passengers who pedaled that far. There, rows of racks are available for thousands of commuters to chain up their bikes. Obviously, a bicycling culture conserves fossil fuel and creates less pollution. Its people are more aerobically fit and thinner, so the costs associated with health care are lower. Even with all that, we Americans love driving our cars too much to change. Our streets were designed for automobiles, and our towns sprawl along the landscape, making unmotorized travel impractical. The bicycle is just one of those concepts that gets lost in translation.
A2 Urban Sprawl 
Urban sprawl being addressed in the status quo

Brueckner, Jan K.2000 (Department of Economics and Institute of Government and Public Affairs,

University of Illinois at Urbana–Champaign) Urban Sprawl: Diagnosis and Remedies in the International Regional Science Review. 23, 2: 160–171 (April 2000) http://kduncan.phoenix.wikispaces.net/file/view/ Brueckner _urban+sprawl+remedies_IntRegSciRev2000.pdf
 Strong sentiment against the phenomenon known as urban sprawl has developed over the last few years in the United States. Many local governments and several states have adopted policies designed to deal with sprawl. The issue has even been placed on the national agenda, with the Clinton administration proposing to use

Federal money for the preservation of open space. At the root of this effort is a perception that the process of urban growth in the United States has gone awry. This perception involves a number of interlocking complaints. Cities, it is claimed, take up too much space, encroaching excessively on agricultural land. Aesthetic benefits from the presence of open space are lost, and an allegedly scarce resource, namely farmland, is depleted. Excessive urban expansion also means overly long commutes, which generate traffic congestion while contributing to air pollution. Unfettered suburban growth is also thought to reduce the incentive for redevelopment of land closer to city centers, contributing to the decay of downtown areas. Finally, by spreading people out, low-density suburban development may reduce social interaction, weakening the bonds that underpin a healthy society. Twelve articles in the fall 1998 issue of Brookings Review (vol. 16) provide an excellent overview of the sprawl debate.

Land development is more economically advantageous than preservation

Brueckner, Jan K.2000 (Department of Economics and Institute of Government and Public Affairs,

University of Illinois at Urbana–Champaign) Urban Sprawl: Diagnosis and Remedies in the International Regional Science Review. 23, 2: 160–171 (April 2000) http://kduncan.phoenix.wikispaces.net/file/view/ Brueckner _urban+sprawl+remedies_IntRegSciRev2000.pdf
For a city to grow spatially, developers must be able to bid away additional land from agricultural users. A successful bid by developers means the land is worth more in urban use than in agriculture, reflecting a greater economic contribution in its developed state. In this sense, land conversion is guided by the economist’s “invisible hand,” which directs resources to their highest and best use. The key implication of this principle is that urban growth is not an indiscriminate process, devouring agricultural land without regard to its worth. Although many critics of urban sprawl seem to hold this unfavorable view of the growth process, the view is not consistent with the operation of a free market economy, where resources find their most productive uses. Buttressing this claim, evidence has shown that in regions where agricultural land is productive and its value high, cities are more spatially compact than in regions where agricultural land is unproductive and therefore cheap (Brueckner and Fansler 1983). Productive agricultural land is thus more resistant to urban expansion than unproductive land, reflecting the operation of the invisible hand.

The need for agricultural land preservation is exaggerated; no farmland scarcity

Brueckner, Jan K.2000 (Department of Economics and Institute of Government and Public Affairs,

University of Illinois at Urbana–Champaign) Urban Sprawl: Diagnosis and Remedies in the International Regional Science Review. 23, 2: 160–171 (April 2000) http://kduncan.phoenix.wikispaces.net/file/view/ Brueckner _urban+sprawl+remedies_IntRegSciRev2000.pdf
Concerns about loss of “scarce” farmland are also misplaced. Because the value of farm output is fully reflected in the amount that agricultural users are willing to pay for the land, a successful bid by developers means that society values the houses and other structures built on the land more than the farm output that is forgone. If farmland became truly scarce and in need of preservation, its selling price would be high, making the land resistant to urban encroachment. With only a tiny fraction of the U.S. land area occupied by cities, farmland scarcity is not a problem currently, nor is it likely to become a problem in the future.

Urban sprawl inevitable, natural

Brueckner, Jan K.2000 (Department of Economics and Institute of Government and Public Affairs,

University of Illinois at Urbana–Champaign) Urban Sprawl: Diagnosis and Remedies in the International Regional Science Review. 23, 2: 160–171 (April 2000) http://kduncan.phoenix.wikispaces.net/file/view/ Brueckner _urban+sprawl+remedies_IntRegSciRev2000.pdf
Economists believe that three underlying forces—population growth, rising household incomes, and improvements—are responsible for this spatial growth (see Mieszkowski and Mills 1993). As the nation’s population expands, cities must grow spatially to accommodate more people. In addition, rising incomes affect urban growth because residents of the city demand more living space as they become richer over time. By itself, the greater demand for space causes the city to expand spatially as dwelling sizes increase. This effect is reinforced by the residents’ desire to carry out their greater housing consumption in a location where housing is cheap, namely the suburbs. So the spatial expansion due to rising incomes is strengthened by a price incentive favoring suburbanization.

Bicycles not a remedy for urban sprawl

Brueckner, Jan K.2000 (Department of Economics and Institute of Government and Public Affairs,

University of Illinois at Urbana–Champaign) Urban Sprawl: Diagnosis and Remedies in the International Regional Science Review. 23, 2: 160–171 (April 2000) http://kduncan.phoenix.wikispaces.net/file/view/ Brueckner _urban+sprawl+remedies_IntRegSciRev2000.pdf
The three remedies (development taxes, congestion tolls, and impact fees) prescribed for the market failures leading to urban sprawl each involve use of the price mechanism. Policy makers, however, often favor a much blunter instrument, usually called an urban growth boundary (UGB). A UGB is a zoning tool that slows urban growth by banning development in designated areas on the urban fringe. In effect, imposition of such a boundary involves drawing a polygon around a city and prohibiting development outside it. Ding, Knaap, and Hopkins (1999) provide an analysis of the operation of UGBs
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