Sustainable Safety demands clear choices from road authorities
2002 sees the launch of the second phase of Sustainable Safety (Duurzaam Veilig), the policy aimed at achieving structural improvement of traffic safety. Fietsberaad is convinced that the philosophy behind Sustainable Safety will benefit bicycle traffic. However there is a sense that safety of cyclists and the appeal of bicycle use have become obscured due to the strong emphasis on the cost-effectiveness of measures in the preparation of the second phase. In order to corroborate this idea, the consultancy investigated what regional measures have been planned by provinces and framework act areas. 
In order to achieve structural improvement of traffic safety, the road network must be classified. All roads will be given a clear function in line with their design and use. This should prevent big differences in speed, density and direction when traffic participants meet. The main aim of Sustainable Safety is thus to prevent serious accidents. Bicycle traffic is rarely the cause of such accidents and is therefore a pillar in Sustainable Safety policy. This corresponds with the ambition of the National Plan for Transport (NVVP) to increase the use of bicycles as a mode of transportation, particularly for short journeys (up to 7.5 km).

Measures
The first phase of Sustainable Safety, the Start programme implemented from 1997, involved relatively simple, immediate measures. Since then, there have been fewer victims of traffic accidents every year, including cyclists. However, the period is too short to be able to determine the effectiveness of the policy. It is also too soon to judge whether the 30 km/hour zones introduced in 1997 and the ‘scooters on the carriageway’ and ‘give way to cyclists from the right’ measures have generated sufficient improvements for cyclists. The second phase which starts this year will involve the full implementation of Sustainable Safety. Fietsberaad feels that the main focus of its preparation is the cost effectiveness of measures, and that the original vision has become obscured. The consultancy also fears that this will endanger the safety of cyclists and the appeal of bicycle use. However, it continues to be convinced that the philosophy behind Sustainable Safety and the ambitions of the NVVP will benefit bicycle traffic. That gives hope. In order to confirm its impression, fear and hope, Fietsberaad has studied the regional measures planned by all provinces and framework act areas regarding traffic safety in recent months. 
The measures also contain estimates of safety effects and costs. Most only have official agreement; administrative intervention and further consultation with partners in the regions may result in amendments. But the measures do indicate the direction of the nature and extent of the expected measures.

Inside built-up areas
Inside built-up areas, Sustainable Safety identifies two road categories: distributor roads (50 or 70 km/hour) and access roads (30 km/hour), combined in residential areas. The plan is to downgrade many of the current main roads to enable them to become part of a residential area. This share varies in the measures from 30 to 85%. In contrast, there is an upgrading of only 1% of the current residential streets. Result: much fewer but busier distributor roads and considerably larger residential areas. In principle, big residential areas favour bicycle traffic due to the lower driving speed of motor traffic in such areas, fewer barriers of busy roads and priority to cyclists. Thus, safer and more attractive bicycle use.

Little is known about the design of the residential areas. What is known is that many regions will have a more sober design than ‘real’ Sustainable Safety. The question is what that will mean. If a sober design means nothing more than a few 30 km/hour signs and access constructions, it is doubtful whether motor traffic will really reduce its speed and whether cycling will become safer and more attractive. However if a sober design is combined with clear circulation measures, such as the cheap and effective ‘dissecting’ of streets and reducing the speed and intensity of motor traffic, then progress can be made. No jungle of expensive traffic calming measures, bollards, chicanes and flower pots and still faster (and comfortably) on the bicycle than by car. Less car use, more traffic safety and a much improved living climate will be additional benefits.  Thus local politics with clear choices can create solutions which are both better and cheaper. Fietsberaad appeals to municipalities to choose this option if ‘sober’ is the order of the day.

Exception
Incidentally, a sober design must also fulfil the statutory Administrative Provisions (Road Traffic) Decree (BABW) regulations. Although these exclude priority regulations in residential areas, an exception is made for ‘recognisable’ bicycle routes. Such routes are unavoidable, because where Sustainable Safety strives to combine motor traffic as far as possible on a limited number of distributor roads, bicycle traffic requires a more fine-meshed network of through routes, thus also through residential areas. A sober design is rarely enough if a main road is converted into an access road. In such a case, complete redesign is almost inevitable. For the current main roads, classification of the road network leads to fewer but busier distributor roads. Cyclists (and pedestrians) need to pass fewer traffic barriers but according to the national NVVP scenario these tend to be almost 30% busier. This can be a disadvantage for bicycle traffic – longer waiting times, greater risks – because not all regions are pioneering in their plans to convert crossings in distributor roads. Fietsberaad emphasises the importance of a coordinated approach to distributor roads and residential areas. Besides devoting attention to bicycle routes through the residential areas, this means: taking into account the relationships between concentrations of activities in neighbouring residential areas, ensuring that distributor roads can be crossed fast and safely and providing good bicycle provisions along them. 

Outside built-up areas
Outside built-up areas, the classification produces three types of roads: through roads (100 or 120 km/hour), distributor roads (80 km/hour) and access roads (60 km/hour) combined into residential areas. Cyclists mainly face the last two, which include most of the current 80 km/hour roads. Many regions want to convert a large part of the current 80 km/hour roads into access roads. In principle, this is good for bicycle traffic, as long as it actually results reduced speeds of motor traffic. However one wonders whether the usual arsenal of measures is enough to fulfil this condition. Plateaus on junctions (not every region has plans for this) slow down motor traffic, but how will that affect roads with little traffic? Nor can miracles be expected from the creation of bicycle and suggestion lanes and the removal of markings. All in all, Fietsberaad doubts whether the planned lower driving speeds will be achieved in the new 60 km/hour areas. Also outside built-up areas, the possibility of (cost) effectiveness is greatest in the choice of measures which both limit access and direct motor traffic. Such important measures for Sustainable Safety (bicycle) traffic do not seem to appear in the vision of road authorities and policy makers. Fietsberaad realises that a Sustainable Safety design of 60 km/hour areas outside built-up areas is no sinecure for road managers. For interlocal bicycle traffic, the roads in question are often the shortest route or the most attractive recreational route. The consultancy therefore appeals for a structural approach to tackling traffic on these roads and preventing busy recreational motor traffic. If this is not successful, the construction of separate bicycle paths may be inevitable, with all the costs and disadvantages involved. The consultancy feels that these measures have wrongly been omitted in the regional traffic safety explorer.

Parallel roads
On distributor roads outside built-up areas, separate bicycle provisions are very important. These probably already occur on most of them and the measures proposed here largely concern the conversion of existing bicycle paths into parallel roads. Fietsberaad has its concerns about this. Mixing with (agricultural) traffic which now uses the main carriageway does not improve the safety or comfort of cyclists. It is very clear that ‘improper’ motor traffic on parallel roads, as a result of fewer connections on the main road does not improve the situation for bicycle traffic either. Nor can bicycle traffic expect much from measures like ‘difficult to cross lane separators’, ‘abolition of crossing places’ and ‘reduction in the number of junctions’, which have been implemented in various regions. If bicycle tunnels appear too expensive, cyclists are soon forced to cycle round or cross illegally, at great risk. Fietsberaad calls on policy makers to devote more attention to the needs of bicycle traffic in this respect.

Careful monitoring

On paper, Sustainable Safety for bicycle traffic could be favourable. However we can see from the above that much must be done before cyclists can really appreciate the possible benefits. In the elaboration of the measures, more attention is required for the safety and appeal of bicycle use. Sustainable Safety not only requires investment, but also clear choices which justify the aims, also from the NVVP. Fietsberaad calls on municipalities, road managing water boards, framework act areas and provinces to make choices and take more account of the needs of bicycle traffic. Furthermore, the consultancy appeals for in-depth research into the effects of the measures taken and careful monitoring of the implementation of Sustainable Safety. The consultancy will also contribute to this.
Fietsverkeer no 2, February 2002 pages 17-19.

