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Copenhagen is known far and wide as the “City of Cyclists” – due to its long-
standing and lively cycling tradition and, in recent years , its City Bikes.

In Copenhagen, cycle planning is an integral part of main-stream traffic plan-
ning. The cycle track network was already partially completed in the 1960s and
70s although there were much fewer link-ups between cycle track sections then
than there are today. Despite the fact that  many people bought cars in the 60s
and 70s, Copenhageners continued to cycle. Cycling is a socially acceptable
means of transport and it is not uncommon to see Danish ministers or mayors
riding their bicycles to work. Currently bicycle traffic accounts for a significant
proportion of Copenhagen traffic – comparable to public transport and private
cars. One out of three Copenhageners cycle to work.

The Copenhagen cycle track network was built over the course of almost a
century. The cycle track network consists of cycle tracks on both sides of the
major roads with a total cycle track length of over 300 kilometres. Normally cycle
tracks are wider than two meters across. Copenhagen bicycle traffic is thus consi-
dered a distinct traffic category with its own separate road area – on a par with
motor traffic and pedestrian traffic.

Bicycle traffic in Copenhagen has grown in recent years. This has occurred in
spite of the fact that the national trend is that people cycle less. A sustained effort
on the part of the City is a prerequisite for maintaining the level of bicycle traffic
and an even greater effort is necessary to increase the number of cyclists. In 2002
the City budget for road construction was DKK 60 million, one third of which
was earmarked for the improvement of cycling conditions.

For the first time the City of Copenhagen is publishing a cycle policy, the
purpose of which is to draw attention to the fact that cycling is an environmen-
tally desirable and effective means of transport and also to coordinate initiati-
ves for improvements of cycling conditions. For the past five years the city has
published a Bicycle Account which has already provided an input for cycle
planning. In future the Bicycle Account will be used to follow up on the goals
set forth in the cycle policy.

The cycle policy goals are to increase the proportion of the workforce who
cycle to work, to improve safety and a sense of security when cycling and to
increase travelling speed and cycling comfort. The goals are to be met within 11
years.
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“An overall action plan for the improvement of cycling conditions shall be drawn up. The
plan shall contain provisions for the extension of the cycle track network and proposals
for new cycle routes and include proposals for the improvement of general passability,
cyclist safety and comfort, including necessary maintenance.”

City of Copenhagen, Budget 2000-2003

The Subplan for the Improvement of Cycling Conditions is a subsection of the City’s
Traffic Improvement Plan of 2000. The plan was approved as the basis for all further
work and the subplan may be considered a blueprint for an action plan for the im-
provement of cycling conditions. The aim is to achive the following goals by 2012:
• The proportion of people cycling to workplaces in Copenhagen shall increase

from 34% to 40%.
• Cyclist risk of serious injury or death shall decrease by 50%.
• The proportion of Copenhagen cyclists who feel safe cycling in town shall

increase from 57% to 80%.
• Cyclist travelling speed on trips of over 5 km shall increase by 10%.
• Cyclist comfort shall be improved so that cycle track surfaces deemed

unsatisfactory shall not exceed 5%.

The Subplan for the Improvement of Cycling Conditions was passed in 2000 including
an appropriations bill earmarking funds for implementation. Along with Propo-
sals for Green Cycle Routes (2000) and the Cycle Track Priority Plan (2001), it
forms the basis of the cycle policy and action plan presented here.

Quantitative goals make it possible to carry out a continuous assessment of the
cycle policy. This will be done, as hitherto, in the Bicycle Account. In order to
fulfill the objectives, work will be concentrated on nine focus areas:
• Cycle tracks and reinforced cycle lanes
• Green cycle routes
• Improved cycling conditions in the City Centre
• Combining cycling and public transport
• Bicycle parking
• Improved signal intersections
• Better cycle track maintenance
• Better cycle track cleaning
• Campaigns and information



�



	

������������
��	����	�����


������������	���
��
������������������	������

In contrast to many other major European cities Copenhagen has a longstanding
cycling tradition. Cyclists come from all walks of life and it is socially acceptable
to ride a bicycle.

Cyclists are evenly distributed over all income brackets. Motorist income is
high on the average while users of public transport have a relatively low income.
Motorists have more children per household than cyclists while users of public
transport have fewest. Cyclists often have a higher education than motorists and
users of public transport.
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Bicycle traffic trends: Since the mid 1970s, when cycling in Copenhagen was at a mini-
mum, bicycle traffic has grown, especially in the City Centre and in the residential areas
around the City Centre. The figure shows the sum of cycle traffic moving in both directions
registered at the ring around the City Centre and the city boundary between 6 am - 6 pm.
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Copenhagen cyclists are relatively young although there is a tendency for
older people to cycle more. The proportion of cyclists over 40 has increased
from 25% to 38% in the period from 1998 -2000.

The bicycle is most often used when going to and from work – in fact 34% use
their bicycle when going to workplaces in Copenhagen. Over half choose to cycle
because it’s fast and easy. Almost as many say they cycles to get exercise. Finan-
cial reasons also play a role for many cyclists. (Bicycle Account for 2000).

The proportion of trips carried out by bicycle in Copenhagen (modal split) is
among the highest in major European cities. The share of the total number of
all purpose trips is slightly less than one fifth, but the share of home-workplace
traffic is as high as one third.

Modal split to workplaces in the City of Copenhagen in 1999 (Bicycle Account for 2000) and
general modal split in the City of Copenhagen (Statistics Denmark). The share of cycle
transport is most substantial in commuting.
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The large proportion of the total number of trips in Copenhagen that are cycled
contributes greatly to the city’s  relatively favourable traffic and environmental
situation. It continues to be a city planning objective that bicycles are to play a
central role in city traffic. The proportion of bicycle traffic is to increase, cyclists’
effective travelling speed is to rise and cyclist safety, comfort and sense of securi-
ty shall be improved. Improved bicycle parking facilities are to be set up at train
stations and bus terminals so as to make it easier to combine cycling with public
transport. The infrastructure is to be extended by additional cycle tracks and
green cycle routes.

The Traffic and Environment Plan (1997) mentions a number of elements, inclu-
ding green cycle routes, cycle link-ups through the city centre, safety campaigns,
improved bicycle parking facilities,  and the extension of the City Bike project to
the residential areas surrounding the city centre. The overall goal of the plan is
that the total level of city motor traffic may not increase and, while recognizing
the issue of traffic growth, states that it must be addressed by increased public
transport and cycling.

The City passed the first Cycle Track Priority Plan at the same time as the Traffic
and Environment Plan. The Cycle Track Priority Plan was revised in 200l. A Propo-
sal for Green Cycle Routes was passed in 2000.

The Traffic Improvement Plan is the result of a budgetary settlement for the year
2000. This includes the Subplan for the Improvement of Cycling Conditions, which
was approved as the basis for all further work. The subplan may be considered a
blueprint for implementing cycling improvements. When the Traffic Improvement
Plan was passed, funds were allocated and earmarked for the implementation of
specific projects. Quantitative goals for Copenhagen bicycle traffic development
were formulated for the first time in the subplan.

The City drew up a Traffic Safety Plan for Copenhagen in 2001. The objective for
bicycle traffic is a 40% reduction of serious cyclist casualities for the period
2001-2012. This objective will continue to apply regardless of trends in bicycle
traffic volume.

As is clear from the above, cycling is integrated into all levels of city planning.
The overall objective is that cycling is to play an even more central role in
Copenhagen traffic in future.
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The bicycle is an individual means of transport. Many people prefer to cycle
over short distances and in congested areas rather than take the bus or drive.
This tendency will be reinforced as the issues of motor traffic capacity and
parking shortages increasingly make themselves felt. For greater distances
bicycles can only compete with cars if there is ample opportunity to combine
cycling with public transport such as the train or the suburban express buses.

It is a common experience that cycling is competitive in Copenhagen traffic
when it comes to saving time. However, for trips of more than 5 km cycling will
often mean a bit of extra time compared with driving. On the other hand, in
many situations cycling is competitive compared with public transport over
slightly greater distances.

A number of motorists would be interested in cycling to and from work –
provided there was a continuous, attractive and safe network of green cycle
routes.

People who already cycle are not a homogeneous group. There is a small core
group who will cycle under almost any circumstances whereas a larger group of
cyclists regularly consider alternatives. There is also a group of motorists and bus
passengers who are in doubt as to whether they should cycle instead.

Increased parking fees and possibly the introduction of road pricing might
make cycling more competitive particularly for home-workplace traffic. A wide-
spread use of carsharing, which is not suited for routine transport, would also
mean that a larger proportion of home-workplace traffic would be carried out
by bicycle.

A growing number of Copenhageners continue to cycle during the winter.
Bicycle traffic volume in winter is roughly two thirds the summer volume. This
reflects the fact that bicycles are becoming increasingly competetive, particularly
in relation to buses.
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The cyclists of Copenhagen are often taken for granted. But in reality a large
number of present cyclists will only continue to cycle as long as they feel wel-
come in town. An enhanced sense of security and the opportunity to travel at a
high speed by bicycle would help retain present cyclists and get more people to
use their bicycles. A greater and more highly visible effort to improve security
and travelling speed is therefore necessary. The annual “We bike to work” cam-
paign is a pat on the back to those who cycle already. Moreover the campaign
provides an opportunity for more people to see what cycling to work is like.

Efforts to increase the number of cyclists might begin by improving the quality
of transport for those who already cycle. Altogether four fifths of the cyclists are
satisfied with Copenhagen as a city for cyclists, whereas one fifth think that
Copenhagen is unpleasant to cycle in. There is a slight increase, however, in the
proportion of satisfied cyclists (Bicycle Accounts for 1998 and 2000). A vast
majority of cyclists should be satisfied, if for no other reason than to prevent
present cyclists from choosing other means of transport.

So what can make motorists cycle more? In Copenhagen, the group of
impassioned motorists (those who are impervious to argument) is very small.
Weekday motorists make up about half of the motorist segment. Two thirds of
these say that they could be induced to leave their cars behind if a number of
cycling conditions were improved. Leisure time motorists are difficult to reach,
but perhaps are not a prime target group since they normally use their cars
outside the rush hours when there is less traffic congestion.

There is no significant difference between what weekday motorists say
would induce them to cycle and what present cyclists would like to see impro-
ved. The only difference is that cyclists are more satisfied with present cycling
conditions. Perhaps part of the task is to tempt motorists into trying to cycle in
Copenhagen.

The number of Copenhageners who commute out of town in the morning to
work in the surrounding suburbs is rising. Out-bound commuters, who are poten-
tially a large home-workplace target group, should have good bicycle parking
facilities at the public terminals in the City of Copenhagen. At many suburban
stations it is possible to have a bicycle parked safely over night and to continue the
trip by bicycle from the station to the frequently widely scattered places of work.

If Copenhageners and commuters into Copenhagen are to have an incentive
to reconsider whether their means of transport is the optimal one, then impro-
vements for cyclists must be highly visible.
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Safety and a sense of security, effective travelling speeds, health, comfort and the
cycling experience are all significant factors if cycling is to prove competitive. The
quality of bicycle transport is thus crucial to Copenhageners’  decision to cycle or
not.

�����������������	

A sense of security is the cyclist’s subjective perception of the risk of being run
over. This perception may be based on direct experience of dangerous situations
in traffic or merely a purely subjective emotion.

The feeling that “biking is dangerous” may mean that the cycling potential is
not fully realized.  Of present cyclists, only one out of  five cyclists feel insecure,
but cycle nevertheless.

The proportion of people who feel unsafe when cycling in traffic increases as
practical experience decreases. Only a little more than half of the road users who
are primarily motorists or users of public transport and only cycle occasionally
feel secure when cycling in Copenhagen. The fact that most of those who do
not cycle at all feel that cycling is unsafe, is a crucial factor in their rejection of
cycling as a means of transport.

Campaigns such as “We bike to work” may help change how people feel about
cycling safety by giving them a new cycling experience.

����	

Safety is a statistical, objective description of the number of casualties per trip
or per cycled kilometre. In 2000, the Copenhagen police registered 168 serious cyclist
casualties. Add to this a number of less serious casualties and solo accidents. The
number of cyclists that were killed over the past 10 years varies from 3 to 9. 4 cyclists
died in 2000.

When the number of cyclists increases, the risk of the individual cyclist is
significantly reduced. An increase in the number of Copenhagen cyclists will thus
not lead to a corresponding increase in the total number of casualties.  If the
number of trips cycled per day on major roads is compared to police registered
changes in serious casualties and deaths, it will be seen that over the past 10
years there has been a decrease of 40% in the number of serious cyclist casualties
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while at the same time the number of trips cycled has increased by 25%. Thus risk
has be reduced with 50%. This effect is partially attributable to improvements in the
cyclists’ traffic environment during the course of this period.

This trend gives rise to the belief that individual risk can be reduced even
further. The safety goal of the cycle policy in the coming years is to reduce
individual risk by half. At the same time, according to the Copenhagen Traffic
Safety Plan, there is to be a 40% reduction in the number of cyclist casualties
from 2001-2012 regardless of changes in cycle traffic volume.

Despite sustained efforts to improve cyclist safety it is more dangerous to cycle

Trends in the number of kilometres cycled on major roads and the number of seriously
injured cyclists in Copenhagen 1990-2000. The development over time is based on a census
taken at the ring around the City Centre (the Lakes) and at the city boundary and on
extensive calculations of number of trips cycled along the major roads in 2000.
Upper line shows the number of kilometres cycled, lower line the number of serious cyclist
casualties. A substantial 50%-reduction of  risk is found.
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one kilometre than to drive the same kilometre by car. An attempt will be made
to calculate cyclist risk per cycled kilometre.

The traditional way to improve cyclist safety is to build cycle tracks. A prere-
quisite, however, for a positive, overall safety impact is that something is also
done about intersections since cycle tracks (and cycle lanes) improve safety on
the intervening sections, but do not make intersections less dangerous. It might
even be claimed that cycle tracks actually move casualties over to intersections.

In Copenhagen there are two fundamentally different types of cycle track de-
sign at signal intersections.  One kind goes all the way up to the intersection, the
other kind stops at a distance from the intersection.  A variant of the shortened
cycle track is to roadmark a narrow cycle lane all the way up to the intersection.
Safety, a sense of security, passability and motor vehicle capacity at the three
different types of intersection are treated at greater length under Intersections.

Work continues to be done on finding intersection solutions which are not
only safe but also make the cyclist feel secure.

����������������
Travelling speed for cyclists is crucial in the competition between means of trans-
port. Unfortunately very few studies of cyclist travelling speeds exist and they
are not representative of the city as a whole.

The cycle policy goal for cyclist travelling speed is a 10% increase for trips of
over 5 km. Attempts will be made to formulate a basis for calculation, making it
possible to follow trends.

Cyclists are often delayed because traffic signals are not synchronized for
cyclists. Cyclists are further delayed by bus passengers crossing cycle tracks to
get on and off the bus.

Unnecessary detours may significantly reduce cycling speeds. In the historic
city centre, however, most one way traffic regulations will no longer apply to
cyclists as from 2002. This will mean increased travelling speed in the area.

Cyclist speeds vary greatly. The average speed is slightly over 20 km per
hour. The fastest cyclists ride around twice as fast as the slowest.  Cyclist door-
to- door travelling speed (including delays) averages around 16 km/h.

There are two or three places in Copenhagen where narrow, congested cycle
tracks are a problem. This is reflected in the Bicycle Account, which mentions
increasing dissatisfaction with cycle track width. When the day comes that the
fastest cyclists prefer the roadway to the overcrowded cycle track there will be
serious traffic safety ramifications.
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Cycle tracks and cycle lanes make it possible for cyclists – except at bus stops – to
increase their travelling speed. Cyclists don’t have to swing around waiting cars and
when the cycle track continues all the way up to the intersection the cyclist can be off
as soon as the light turns green. Withdrawn stoplines for cars, pre-green traffic
signals for cyclists (i.e. the traffic signal for cyclists turns green a few seconds before
the one for cars) remind turning motorists that cyclists travelling straight on have
the right of way. This is essential for both safety and travelling speed.

Green cycle routes enable the cyclist to ride faster. Bus stops are not an issue on
cycle routes, but the numerous intersections, particularly signal intersections, may
mean a reduction of speed.

Traffic controlled signals are now being introduced in Copenhagen so as to
increase the number of cars that can be handled. In connection with this, the issue
of cycling travelling speed will naturally also be addressed.

 ���	�
Health reasons are a powerful argument for cycling as studies have shown a
significant health benefit from around four hours a week of moderate exercise.
Many people will achieve this by cycling to work. Moderate exercise means a
significantly improved state of health compared with the normal situation of no
exercise. Physical activity plays an essential role for one’s general condition and
mental well being and reduces the risk of blood clots, among other things.

From a socioeconomic point of view the health benefits derived from cycling,
in the form of improved quality of life and state of health, vastly outweigh the
risk of being injured or killed in traffic. Air pollution also poses a health risk, but
probably does not play a significant role in a calculation involving other factors
such as casualties and exercise.

For the individual, too, better health and enhanced well-being are good rea-
sons to cycle and very likely play a greater role when choosing a means of trans-
port than the risk of changes in global climate caused by burning fossile fuels.
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Experiencing the city and its life also plays a role when choosing means of
transport. The city is experienced intimately on a bicyle and the changeable
Danish weather keeps the urban dweller in touch with the seasons.

Cyclists prefer to ride on shopping streets where the pulse of the city can be
felt and where they can shop on their way home from work. So-called back
street solutions have therefore been dropped as a planning principle in Copen-
hagen.

Green cycle routes are a new option offered especially to cyclists who cycle
long distances, but also to those wanting to experience a more quiet side of the
city. On the green cycle routes the cyclist comes in closer contact with natural
elements and the change of seasons is experienced even more intensely.

������	
Comfort – i.e. whether cycle track and street surfaces are even – is of great
importance if cycling is to be a pleasant experience. The incline between the
cycle tracks and the roadway should be even, gratings should be flush with the
pavement and at right angles to the cyclist and there should be no potholes in
the asphalt.

Almost half of the cyclists are still dissatisfied with cycle track maintenance,
however, and are even more critical of road maintenance. A concentrated effort in
2001 has given visible results and will hopefully mean better ratings in future
Bicycle Accounts.

To ensure further improvements an inspector was hired in 2001 whose sole job
is to cycle about, registering sections where road surfaces are uneven, where there
are potholes, etc. –  and to see that something is done about it. To facilitate rapid
registration a comfort meter will be mounted onto a bicycle.

Cleaning is also vital to cycling comfort – not only routine dayly sweeping but
also snow clearance during heavy snowfall.


