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Introduction to cycling in Denmark
Some figures are:

· 5.3 Million people lives in Denmark

· 4.5 Million bicycles are owned by the Danes

· 1 Million people cycle every day

· 15% of all trips are travelled by bicycle

· 3.5% of all kilometres are travelled by bicycle

· 3-400,000 bicycles are sold per Year

· 70,000 bicycles are stolen per Year

· 60 cyclists are killed per Year

Cycle tracks, cycle lanes and parking facilities form an integral part of the Danish traffic infrastructure. The traditional Danish cycle track is situated in either side of the street and used for one-way bicycle traffic. It is separated from the road as well as the pavement with a kerb and a difference in height of about 10 centimetres.

The bicycle is used as a normal means of transport, with work and education being the most popular reasons for using the bicycle. Trip lengths on bicycle are short or moderate. Some people cycle however over quite long distances, and a home to work distance of more than 10 km is not unusual for a bicycle user.

The bicycle is, in average, used more within cities. Here the bicycle is used for 22% of all trips.

National and international cycle policies

The Danish government set up a strategy for promotion of safe cycling in the 1990ies, having the targets to:

· transfer one third of short car trips (3 km or less) to walking and cycling

· improve safety for the non motorised road users.

Activities carried out by the Ministry of Transport to reach these targets are:

· A national campaign for walking and cycling

· Provision of good advice on cycle promotion to local governments

· Research and development projects

· Infrastructural projects promoting safe cycling

WHO - the World Health Organization - has also been active in the field of cycle promotion. A charter for transport, environment and health, agreed by the member countries June 1999 in London, points out the importance of promoting 'active modes of transport', e.g. walking and cycling.

The document thus says under the headline 'we will': In particular, we will promote safe and environmentally friendly cycling and walking by providing safe infrastructure and networks, implementing measures for traffic management, enforcing speed controls and speed limits that are appropriate to local circumstances, and designing roads and settlements taking into account the needs of pedestrians and cyclists.
The potential role of active modes of transport in the prevention of diseases is also pointed out: To contribute towards the reduction of several common and serious diseases (notably cardiovascular diseases) and functional deterioration through substantial increases in regular physical exercise and through physically active modes of transport, notably walking and cycling.
The bicycle policy of Copenhagen

Copenhagen has a long tradition for cycling. 0.5 million people lives in the municipality that covers 90 sq. km (Denmark, on the other hand, has an area of 5,600 sq. km). 1.8 million is living in the Greater Copenhagen area.

Cycling was the predominant mode up to the 1950ies. Since then there was a big rise in automobile traffic and a corresponding decrease in cycling. Cycling however never vanished, and the cycle traffic has increased since the mid 1970ies. 

Today more than one third use the bicycle to go to work in Copenhagen.

Car ownership is rather low - 223 cars per 1,000 compared to 347 cars per 1,000 in average in Denmark and more then 400 cars per 1,000 in neighbouring countries. Citizens of Copenhagen are however becoming more cars at present.

The bicycle policy has many years of development behind. Some milestones are:

· The first bicycle network plan was proposed by Danish Cyclist Federation in 1974

· Big manifestations were held by Danish Cyclist Federation from 1977 and onwards

· A bicycle network plan was agreed by the Municipality in 1980

· An environmental plan calling for no increase in cartraffic within the city was agreed by the Municipality in 1997

· The bicycle network originally proposed has almost been achieved by today

· A more advanced bicycle policy and a corresponding plan was agreed by the Municipality in 2002.

The bicycle policy sets out 5 targets for the Municipality for 2002-2012:

· The share of people cycling to work should be raised to 40%

· The risk of personal injuries should be reduced by 50%

· 80% of all cyclists should feel safe in traffic

· The effective travelling speed should be increased by 10%

· Only 5% of the cycle routes should be found uncomfortable

The plan has 9 focus areas:

· Cycle tracks and lanes

· Green cycle routes

· City centre development

· Bicycle and public transport

· Bicycle parking

· Intersections

· Cycle track maintenance

· Cycle track day-to-day care

· Campaigns.

A special tool, the Bicycle Account, is used by the municipality to follow the development. The Bicycle Account deals with concrete facts as well as the users' evaluation of the conditions. A summary of the last years findings are:

	
	
	2000
	1998
	1996
	1995

	Cycle traffic
	mill. km per day
	0.96
	0.84
	0.85
	0.73

	Cycling to work
	per cent
	34%
	30%
	30%
	31%

	Motor traffic
	mill. km per day
	4.43
	4.28
	4.05
	3.9

	Cycle tracks
	km
	307
	302
	294
	293

	Cycle lanes
	km
	10
	6
	
	

	Green cycle paths
	km
	43
	42
	41
	41

	Track maintenance
	mill. Euro
	1.22
	0.71
	0.63
	0.53

	Serious casualties
	
	211
	197
	252
	231

	Priority intersections
	per cent
	28%
	26%
	24%
	23%

	Bicycle messengers
	trips per year
	877,800
	984,100
	664,800
	539,200


Users' evaluation (10 dots = maximum) are:

Copenhagen as a city for cyclists
 ••••••••

Cyclist security

 ••••••••

Amount of cycle tracks

 ••••••

Feasability of combining PT
 •••••

Bicycle parking

 ••••

Cycle track maintenance
 ••••

City information on traffic planning
 •••

Road maintenance

 ••

Paradoxes and challenges

The historical development of bicycle and cartraffic seen in Copenhagen up till 1970 is known from many other places in the world. When people get rich enough they tend to buy and use cars and the cycle traffic decreases. There are, however, several possibilities. It can go like in Copenhagen, where the bicycle never disappeared. Or the bicycle traffic can vanish to a much higher degree, to be reinvented later, as has been the picture in other countries.

Basic factors for choosing a given mode of transport are:

· Speed

· Price

· Safety

· Comfort and well-being

· Status

Actually, it is what the individual person perceive to be true which is the driving force his or her choice. Habits - whatever one is used to do - has also, at least on the short term, a considerable influence.

The bicycle will be used a lot if it can compete with the alternatives on the factors mentioned above. This is often the case where only a few people can afford cars, as the bicycle will then be the fastest alternative available.

Quite often official steps are taken which lead to a reduced competitiveness of the bicycle and correspondingly to reduced use of bicycles. It will usually not be a deliberate action to prevent cycling, but the result is one and the same. Measures preventing cycle use can be:

· Reducing the competitiveness (e.g. by introducing detours or traffic signals)

· Allowing increased traffic and speed of cars on common areas (reducing cyclists' safety)

· Eliminating cycle tracks

· Banning cycling.

Basic arguments for promoting bicycle use and avoiding preventive measures are:

· That the bicycle provides cheap mobility for all

· That it is fast on short and medium distances

· That it saves space in cities

· That it is non-polluting

· That it is healthy for the user

· That it is advantageous to the society.

A recent Norwegian study has found that extension of the network for pedestrians and cyclists due to the health effects is much more profitable for the society than normal roadbuilding projects.

The arguments above can however be turned upside down. This often happens.

Cheapness is thus not only a good thing. It means the bicycle can be a symbol of poverty, and that it is not associated with strong lobbying interests.

The bicycle is not either, as the car, seen as a general solution to all transport problems, because the bicycle is too slow for long trips. Some tend to feel, that if a solution is not general, it is of no use.

It is a big advantage for the bicycle that it takes up only little space. But this also means that the bicycle is often overlooked, in practice as well as in a figurative sense.

Everybody will agree that the bicycle is non-polluting. But many question whether it is healthy to cycle in polluted air (surprisingly the answer seems to be: yes, at least more healthy than using cars or buses in the same place).

The health argument due to physical exercise is, at least in Denmark, a strong argument for cycling and cycle promotion.

Probably quite a few civil servants and politicians still question the relevance of speaking about profitability of bicycle investments. The argument may however become stronger as it becomes wider accepted and better documented.

A concluding remark

Bicycle promotion is actually a very complex matter. One will probably never be able to understand all aspects at once.

There are however several success-stories to tell.

It is important to tell these stories, and to underline that they often take place in rich countries. The bicycle might for some be a symbol of poverty. But it is indeed also a symbol of a smart and rational approach to transport in a rich society.






















