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CHAPTER 1

INTRODUCTION

John Parkin

ABSTRACT

Purpose – This chapter provides an introduction to the bicycle as a means of transport and sustainability as a development concept. It discusses the three pillars of sustainability and introduces the subsequent chapters in the book.

Approach – The chapter takes a historical view of the development of the bicycle and sustainability and provides a contemporary view of the relation between the bicycle and society, the environment and the economy.

Findings – The chapter provides an overview of the discussions to be presented in the subsequent chapters and, through a resumé of each chapter, the reader is presented with a comprehensive context in which to read each individual chapter.

Implications – While the implications are preliminary on the basis that the arguments have not been fully expounded, it is suggested that cycling needs a well-defined system in which to operate, and that system needs to be closely allied to the needs of the user at the human scale.

Keywords: Cycling; bicycle; sustainable development

INTRODUCTION

This book explores cycling in all its variety and richness, and considers the nexus between cycling and society, the environment and economics: the three pillars of sustainability. Cycling as a means of transport for people and goods has a longer pedigree than most other commonly used modern means of transport, and possesses features and benefits which intrinsically make cycling a wholesome and worthwhile activity. That cycling is also, apart from walking, perhaps the most sustainable means of transport is an incidental additional bonus.

Homo Sapiens’ early hunter-gathering nomadic way of life suggests that a desire for movement is an intrinsic part of human existence. Bergmann (2008) suggests that being in motion and movement is an essential part of being human, indeed it is so deeply rooted in human identity, he suggests, that we could even restate Descartes as ‘moveo ergo sum’.

Our attempts at locomotion were substantially enhanced with the invention of the wheel, which appeared at the beginning of the Bronze Age about 3,500 years BCE. However, it was not until the early nineteenth century that two wheels were set in tandem on a frame designed for individual human transport. It is likely that the wheel came into existence in a variety of locations in the Middle East and Europe at about the same time, and the location of the beginnings of the modern bicycle is claimed by a number of countries across Europe. Conventional wisdom has it that the German Baron Karl von Drais’s two-wheeled running machine, which caught attention throughout Europe from around 1818, provides the ultimate antecedence. The Scotsman Kirkpatrick Macmillan’s 1839 addition of the treadle connected to the rear wheel as a form of propulsion also has a claim. But it was the Frenchman Paul Lallement, assisted by Pierre Michaux, who added cranks and pedals in 1863 to the front wheel and began mass production. An important further development in Asia was the combination of pedal power with the pre-existing hand-pulled carts (jinrikshas) to create the ubiquitous rickshaw which spread rapidly from Japan to Singapore and India and has endured as an important mode of urban transport.

The source of the motive power means that cycle ‘users’ are always more than that: they are the riders and they become closely identified with their machine to the point where they may be regarded as part of the embodiment of the mode itself.1 French velocipedes were nicknamed boneshakers by the English and, if the rider is part of the machine, then even more so the road is part of the whole transport system which supports cycling. It was not only mechanical developments which allowed the bicycle to become a common means of transport, it was also smooth and well laid out road networks. The large scale and politically motivated renovation of Paris by Baron Haussman from 1853 to 1870 provided streets and boulevards of sufficient width with sufficiently well paved surfaces to allow for cycle use as transport.

It is perhaps as hard to pinpoint the antecedence of sustainability as it is the wheel and the bicycle, but Rachel Carson’s Silent Spring (Carson, 1962), which discusses the effects of pesticide use on bird population, is widely credited as being the beginning of the current phase of recognition and concern for humankind’s effects on the environment. The United Nations held a conference on the Human Environment in Stockholm in 1972 in order to develop a common outlook and principles to guide the preservation and enhancement of the environment, but it was not until the report of the World Commission on Environment and Development in 1987 that a lasting definition for sustainable development emerged which is stated as ‘development which meets the needs of the present without compromising the ability of future generations to meet their own needs’ (WCED, 1987, the so-called Brundtland Report). Involving 178 countries, The Earth Summit took place in Rio de Janeiro in 1992 to discuss the achievement of sustainable development and resulted in an agreed plan of action called Agenda 21 (which implored policy makers to ‘think globally, but act locally’), the establishment of the UN Commission on Sustainable Development, the Framework Convention on Climate Change and the Convention on Biological Diversity. The Summit recognised that local authorities, as the level of government closest to the people, have a vital role in educating and mobilising the public to support the goals of Agenda 21. To that end local government authorities were requested to work with local communities to produce a vision statement and action programme for more sustainable development at a local level. A further World Summit on Sustainable Development took place in Johannesburg in 2002, which asserted what was termed the ‘indivisibility’ of human dignity, reaffirmed Agenda 21, established the Millennium Development Goals, and recognised the important links between poverty, the environment and the use of natural resources. The focus of the summit was on delivery and the means of acting in concert to deliver poverty eradication, changing consumption and production patterns, and protection for and management of the natural resource base for economic and social development.

The Brundtland Report had confirmed the idea of limitations imposed by the state of technology and social organisation on the environment’s ability to meet present and future needs. The environmental impacts of transport as a consequence of its energy use and the physical presence of traffic results in greenhouse gas emissions, air pollution, noise and local communities which are severed from each other by the presence of transport networks. These limitations are well recognised in central and local government policy documents.

Few could argue coherently that cycling is not one of the more sustainable modes of transport currently available to humankind: it produces little greenhouse gas relative to motorised transport, emits virtually no air pollution and is nearly noiseless. The bicycle and rider are also relatively small compared with motor traffic and hence less space is required, and less severance is caused.

While these characteristics of cycling may be self-evidently true, it is illuminating and instructive to consider the relationship between human-powered locomotion and the so-called pillars of sustainability in more detail: What is the relationship between society and cycling? What are the transactions between cycling and the environment? What are the relevant factors for economic analysis? We explore these questions with the assistance of authors from around the globe who are sociologists, ethnographers, historians, planners, geographers, psychologists, economists, engineers and transport modellers. The benefit of bringing their subject expertise to bear on transport, and cycling in particular, provides a rich and mixed picture of the changing trajectory of the fortunes of cycling.

The following three sections provide an introduction to cycling and its relation with society, the environment and economics and this is followed by introductions to each of the chapters in the book.

CYCLING AND SOCIETY

Politics is central to the organisation of modern human society, and the policy agenda in relation to transport deals with infrastructure investment, the legal and regulatory framework for transport, particularly in regard to safety, and the balancing of levers for economic development against environmental impact. Transport is not merely ‘used’, but ‘experienced’ and through these experiences every traveller has a story to tell. Familiarity and regularity of use of the transport system, indeed, makes every user an expert in the fine detail of planning, timing and routing. Transport is intrinsically dynamic both in terms of the nature of movement from A to B and in terms of the constantly evolving patterns of trip making and the developing nature of the transport system. People’s activities change over time, so even if they live in the same place, their journey ends will change and the reasons for needing to travel will vary. Technology also constantly develops, and provides new materials, new ways of providing power and, very importantly, new ways of conveying relevant information about travel to system users and system managers.

Mass motorisation continues apace around the globe and the nature of the political response to new technology determines the type of development which is pursued. Exactly at the cusp of transition into a mass motorised economy in the United Kingdom, the Conservative Minister for Transport, Ernest Marples, suggested to his party conference in 1960 that cities had to be rebuilt and that society had to come to terms with the motor car. A little later, in 1967, at a colloquium on cycling which he chaired, he suggested that cycling around Hyde Park Corner in London would be tantamount to ‘signing one’s own death warrant’. His experiences and views had become those of a car driver; his eye level was no longer at the ‘higher’ level of a cycle user. The manufacturing-based economy was driving car production and consumption and shaping the views of the political class and the aspirations of the working class.

While in an objective technical sense the bicycle may be classified as a ‘mode of transport’, as with any mode of transport, there are a whole range of connotative meanings attached to it. In the developed western world of the middle part of the twentieth century, the car was becoming a symbol of affluence and freedom, the same attributes the bicycle possessed half a century before. The reasons people choose different means of transport are, to some extent, logical and derive from rational and functional choices. However, many choices are based on imperfect knowledge and for reasons connected with subjective feelings created by the experience of owning or using a particular mode. The bicycle offers a rich range of values: it requires skill, balance, poise, elegance, involves bodily effort, possesses risk, and has a whole range of images ranging from sporting, through a virtually invisible ordinariness all the way through to cosmopolitan chic. It exposes the rider to the vagaries of the passing environment, which could be as varied as tranquil rural surroundings through to busy urban environments. The sights, the sounds, the smells and even the tastes (if the source of the smell is sufficiently strong!) all add to the experience of the rider.2 Not only does the transport user experience the environment, he or she also helps to create that environment: a thoroughfare busy with commuting cycle users is a much quieter environment with interactions between riders being much more immediate and at the human level.

The experiences of the user are rather different depending on age and gender. Children are likely to derive most pleasure from cycling through the feelings of freedom and the extension in the physical range of their potential activity. Their energy levels also allow them to experience significant exhilaration. While adults may also enjoy the freedoms offered by a bicycle, it is females and lower social classes who have, at times in the history of cycling, been the groups most starkly transformed by the emancipating power of self-propulsion.

A proper approach to planning transport for the future may therefore revolve around the question of how we maximise the intrinsic value of transport to the user. So far as the social aspects of transport are concerned, these may be expressed through the cultural values we associate with transport through a re-evaluation of the quantity and type of space we allocate for transport, the type of vehicles we use, and the additional opportunities for added value we afford to travellers. These ‘planning policy’ decisions will affect the types of laws we enact concerning transport, perhaps particularly relating to measures designed to balance the responsibilities for safety appropriately amongst system users, the types and quality of transport system we construct (of course also allowing nature to clothe our constructions as appropriate), and the types of vehicles we allow ourselves to use.

CYCLING AND THE ENVIRONMENT

The estimate of the population of the world reached 7 billion on 31 October 2011 (United Nations, 2010a) with more than half of this population living in urban areas and the process of urbanisation continuing. The way cities are shaped in terms of land use patterns, development densities and transport networks will influence mobility patterns and, coupled with detailed design considerations, will determine the quality of life for inhabitants. A healthy body is a pre-requisite to a reasonable quality of life and evidence is available (e.g. Handy, 2005) that decreased physical activity from reductions in the use of non-motorised means of transport as a result of increased car use due to urban sprawl corresponds with a greater incidence of cardio-vascular ill health. The avoidance of so-called obesogenic environments which encourage travel by motorised means at the expense of non-motorised means requires civic society to recognise and understand the issues, and then to take positive and firm action over a period of time to shape the environment to support travel which has the widest possible range of welfare benefits.

Rights over land have always been contested: most violently through war and perhaps no less virulently through legal processes. Ownership and ‘rights’ have evolved in a variety of ways across the globe. Public space in urban areas remains contested, with land owners and users adjacent to thoroughfares not only having rights of access but also, quite rightly, expectations about the level of impact that use of these public spaces may have on them as ‘frontagers’. People moving through public spaces also have expectations and, as enshrined in English law at least, a ‘right to pass and re-pass’ on public highways. My right to free movement and therefore presence within the transport system of course may have a detrimental effect on another person’s ability to exercise their right. Public space, and particularly congested urban transport networks remain heavily contested environments of human interaction.

Rules and regulations imposed by the legal system assist in managing and controlling movement, but these are entirely limited by the extent to which the physically constructed nature of routes support or suppress certain types of travel behaviour. Motor vehicle use is relatively easy on a system designed and managed for motor vehicles, such as motorways (autobahnen, autostrada, freeways and so on). Walking is relatively easy in areas which are reserved for such a single mode (but of course this is entirely tempered by the social norms about personal space and human level interaction). Such ideas about single mode (or similar mode) transport networks have led many to support the idea of separate transport networks for cycle traffic which intersect with journey end land uses and the rest of the highway network in suitably controlled and managed ways. Frequently, such attempts have either been at the expense of design suitable for a bicycle (provision which is too narrow or does not account for the speed of the bicycle), or ignorant of the need to provide routes which connect origins to destinations suitably directly. In such systems, separation reduces or eliminates the antagonisms that may otherwise exist between such different modes. Others (e.g. Forester, 1994; Franklin, 1999) argue that the bicycle is indeed vehicular traffic with cycle riders needing to behave in a similar manner as any other vehicle driver.

Where a route for cycle traffic co-exists with a route also shared in some way by other users, be they walkers or motor vehicle users, the routes need to have minimum levels of layout design and control and management in place so as to maximise the value of the journey to each type of user. Of course this is easily stated, but requires a clear vision and lead from civic authorities, who require a mandate from society in general to create an environment which is suitable for all travellers and inhabitants. The negotiation of rights and space in the public realm is, at the end of the day, a political rather than a technical matter.

In balancing different demands for space use by inhabitants and travellers, the concept of limits may be uppermost in the minds of citizens: the maximum noise that may be tolerated; the maximum level of particulates that may be in the atmosphere; the maximum time that should be required to cross a highway; the maximum expectation of being in a collision with another person or vehicle; and so on. None of these is able to be set with particular certainty as there are distributions of tolerance that people have to adverse effects in both a psychological and a physical sense. These expectations are neither pre-determinable nor fixed: they may vary by time and location.

Risk is inherent in transport systems simply because of the physics of moving bodies: in a collision, the momentum is dissipated as a destructive force exerted on other moving bodies or nearby stationary objects. Human beings are prone to errors of judgement and compound the problem by increasing the chances of collisions by frequently acting ultra vires; for example travelling with illegal and inappropriate speed. Those bringing most danger to the road are those who drive vehicles with more mass, and who drive at higher speed. Walkers and cycle users therefore bring the least danger to highways, yet, strangely, seem often to be blamed for being ‘dangerous’. Davis (1992) provides an excellent critique of the prevailing road safety industry and culture and argues against victim blaming. Again, the nature of the environment will influence the behaviour of system users in terms of what vehicles they decide to purchase and use for their daily mobility needs.3

Reports, theses, policy statements and books on sustainable transport frequently discuss the need for reductions, encouragement and improvements (e.g. Banister, 2005): reductions in the need to travel, the levels of car use, and noise and emissions; encouragement of energy efficient modes and efficient use of vehicles; and improvements in safety and attractiveness of the urban realm. Certainly reduction in, for example, emissions particularly carbon dioxide emissions, are necessary in order to reduce potential future consequences of pollution.

CYCLING AND THE ECONOMY

The mantra of the world’s capitalist economy is for continual growth in the demand for goods and services. Increases in demand for transport are triggered both by increases in demand for greater trip making as a result of more activity, and increases in trip length as a consequence of an ability to travel further in a given time. The ownership and use of the unit of production, typically in developed countries the car, also fuels the demand for the global car industry and a significant proportion of the oil industry.

It is easy to see how the bicycle could be viewed as anti-capitalist: the transition to a means of travel with much lower capital costs and virtually non-existent running costs would not support an aim of continual growth. An inkling of a recognition that cycling does however, in fact have a part to play in the economy has begun to take root (LSE, 2011), even though the size and the contribution is very small.

Ownership and use of the car has been popular not only as a consequence of the advertising efforts of the marketing system set up to promote it, but because it has intrinsic value based on its characteristics and capabilities. These characteristics are not intrinsic to the vehicle itself, however, they require a road system designed to exploit these characteristics, and this requires government policy to be aligned with motorisation. This is particularly manifest in the figures for road length, as summarised in Table 1 discussed below, which are particularly high for countries in Western Europe. Society has not only ‘bought in’ to the attributes of the vehicle, it has bought in to the whole value system which supports car mobility. Not only has the car been a tool for transport, it has also been a symbol of the growing economy, a symbol of wealth, much as the bicycle was a symbol of wealth in the late nineteenth century.

Table 1. Population, Economy, Emissions, Energy and Transport Data for the 17 Countries Discussed in the Book.

[image: image]

Transport networks, particularly for motor traffic in developed western countries, have expanded dramatically since the middle of the twentieth century, particularly for high-capacity and high-speed travel (e.g. see Johnson, 2008). Economists consider demand for transport as a derived demand, that is to say the demand is not for transport per se, but for the activity consumed at the end of the journey. Consequently, and in order to minimise the disutility of arriving at the destination later than might otherwise be the case, those planning transport have sought to evaluate the length of time spent on a journey with a view to its minimisation on the basis that it is assumed ‘non-productive’.

With the prospect of undermining a utility maximising approach, the concept of ‘travel time budgets’ has been prevalent in transport planning, and this concept suggests a constant amount of time is made available by travellers for their travel needs. Investigating the evidence for such a concept, Mokhtarian and Chen (2004) conclude that travel time expenditure, as opposed to budget, is variable and related to household and individual characteristics (e.g. income and gender), the attributes of the destination activity (e.g. duration) and the characteristics of the residential area (e.g. density and spatial structure). Further undermining the concept, Mokhtarian and Salomon (2001) note that some travel is, in their terminology, ‘undirected’, that is to say is not performed for the utilitarian purpose of reaching a destination to undertake an activity at that location. They suggest that there is an element of ‘excess travel’ in so-called utilitarian journeys and they provide empirical evidence from surveys of travellers’ attitudes to travel.

A more positive way of expressing this finding would be to say that travel for human beings has positive benefits other than the benefits of arriving at the destination, and this implies a sense of meaning associated with transport beyond the desire to reach the destination. Movement, therefore, does indeed seem to be an innate mental and physical imperative which becomes manifest more widely in the general culture of a society.

The question we have to pose ourselves concerns future economic development: do we continue to assume that the latest, most modern manifestation of auto-mobility signifies continued progress towards better living standards and opportunities, or do we also recognise, as Illich (1973) did, that technology can also divide and control? As Cox (2010, p. 66) points out: ‘the system of auto-mobility locks into itself its own justification, norms and expectations, which render most individuals incapable of conceiving of solutions to their own mobility issues without recourse to the car as it exists at the moment.’ The ‘lock-in’ he suggests enslaves people to the demands of earning enough to purchase and maintain a private car. As Banister (2005) points out, car ownership is linked to car use, and so is an area of economic policy which ought to be tackled. Is it not ironic that developed nations are now considering policy and spending plans to lead towards what some developing nations already have: a lesser dependence on car use?

STRUCTURE OF THE BOOK

The book is structured into three parts which follow the three themes of sustainability: people, environment and economy. While on the one hand, there is a good deal of inter-relation between these three themes when considering specific detailed issues, on the other hand the chapters’ subject matter has generally easily led them to be placed under these three headings.

The first part deals with the historical trajectory of the culture of cycling, issues relating to life course and cycle use, and the relationships between informed users and the providers of infrastructure for cycling. The second part deals with urban form and the requirements for planning and designing infrastructure for cycle traffic, and presents the monolithic and significant changes occurring in the environments of a range of Chinese cities and also the experiences of planning for cycle traffic in India, Africa and Central America. So, with a sense of the important relationship between the user and the bicycle, and the environmental conditions conducive to cycling, the final Part provides some theoretical advances in thinking about the modelling of demand for cycling and the appropriate benefits which should be considered, and the way in which cycling might be more closely tied to a local economy through public and private schemes for cycle hire. Taking the thread of thinking which has been developed in each chapter, we provide a conclusion about the need for and the nature of a comprehensive ‘bicycle system’.

To help provide some context for the reader about the 17 countries which are discussed in the book, Table 1 summarises indicative data about the population, economy, emissions, energy consumption and transport.

Eleven of the countries discussed are developed (Australia, Denmark, France, Germany, Ireland, New Zealand, Spain, Sweden, The Netherlands, United Kingdom and United States of America). We discuss three of the rapidly developing so-called BRIC countries (Brazil, India and China, but not Russia) and three developing countries (Colombia, South Africa and United Republic of Tanzania). Population densities vary from just under 3 per square kilometre in Australia to 400 in The Netherlands and rates of change of population range from negative (Germany at −0.06% per annum) to very high (United Republic of Tanzania at 2.88% per annum). Emission of carbon dioxide equivalent gases correlates well with Gross Domestic Product, and road sector energy consumption per capita is over 50 times higher in the country with the highest per capita consumption (United States of America at 1.70 kilotonnes of oil equivalent per capita) compared with the country with the lowest per capita consumption (United Republic of Tanzania at 0.03 kt OE/capita). European countries have the longest lengths of road per 100 km2, with The Netherlands having the most at 328 km per 100 km2. As with emissions, motor vehicles per thousand population also correlate well with Gross Domestic Product, with the United States of America having 809 vehicles per thousand population. It is interesting to note that is has not been possible to find a single source for world data on bicycle ownership, but European data available suggests that ownership rates in countries with high levels of cycle use can exceed a rate of one bicycle per person (in 1996 The Netherlands is reported to have had 1,019 bicycles per thousand population).

INTRODUCTION TO THE CHAPTERS

Part 1: People

In Chapter 2, Anne-Katrin Ebert and Trine Agervig Carstensen provide a comprehensive journey through the culture of cycling in Northern Europe with a particular focus on the reasons why The Netherlands and Denmark maintained a higher level of cycling than near neighbours. They make the interesting point that the bicycle has never been socially neutral, has always been closely allied with bodily performance and, after being popularised within the bourgeoisie as a pastime, developed separately as either a tool for transport (The Netherlands) or as a means for touring (Denmark) rather than as simply a sport (France and Italy). Cycling was also used in a number of countries (e.g. Germany) as a vehicle for political emancipation, whereas in The Netherlands and Denmark its role as an emancipator was confined to promoting liberation for women, whose particular contribution was in helping to civilise the bicycle. Women also, particularly in Denmark, provided a direct link between the means of transport, the person and nationhood and helped to generate use amongst children.

The environment for the bicycle became well developed and included well-planned cycle networks in The Netherlands, funded by a tax on the bicycle. Other countries did not plan their towns and cities for bicycle traffic, but merely saw the bicycle as a nuisance to be separated from motor traffic. Legislation in The Netherlands helped confirm the equality of status of the bicycle with other vehicles and in more recent times this has helped confirm that bicycles and motor traffic ought not to be regarded as antagonistic. As a consequence, the bicycle continues to permeate society as a tool for transport. They argue that presently cycling is experiencing cultural proliferation through a multiplicity of bicycle types and usage. In the current world of branding, gone is the Danish bicycling girl, who might have typified a certain nationalistic stereotype, to be replaced by the very internationally oriented logo: I BICYCLE CPH.

Jennifer Bonham and Anne Wilson review in Chapter 3 the relationship between cycling and women. The starting point is the frequently recognised issue about risk, the nature of infrastructure offered for cycle users, and the structure of the household particularly in relation to children. Widening the net to consider different cultural heritages, they point to a greater independence and autonomy being welcomed by some women, but not others. Rooting themselves in a position supported by the new mobilities literature, which investigates the meaning of travel in metrics other than merely time, they reveal a latent demand for cycling amongst women and their investigations show that women have the capacity to, and frequently do ‘return’ to cycling. This directly challenges a notion of a continuous movement, perhaps away from cycling, over a life course. Triggers for change are new social relationships, and the presence of children in their lives.

In Chapter 4, Rachel Aldred explores the relationship between civic society and cycling and initially provides an historic review of the developments of advocacy for cycling which neatly takes over where Ebert and Carstensen left off. She clearly demonstrates how successive governments have ‘outsourced’ their responsibilities for promoting cycling as transport, and chronically underfunded infrastructure which has left cycle users ‘squeezed’ with little actual or political space between motor traffic and pedestrians. She details the way that cycling became associated with environmental and health discourses but importantly returns to the heart of the argument which is concerned with the place of cycle users within the built environment and outlines current dichotomies between segregationists (from motor traffic) and integrationists, noting how current hierarchies of provision promote an integrationist approach. This theme of hierarchies is challenged by John Parkin and Glen Koorey in Chapter 6.

Overall, Aldred reminds us that cycling is about the person undertaking the action. While cycle users are, clearly, a part of society as a whole, it is telling that they have so frequently had to play a role as advocates and activists. The role of engaged activism has been a long time in maturation and is now manifest in a range of disparate and sophisticated third sector organisations, each slightly differently oriented, but each one directed and supported by people with a high degree of knowledge and professionalism. The examples from the United Kingdom, Ireland and The Netherlands characterise a sector used to taking on tasks and projects which in other circumstances might have been promoted, funded and run by a mix of public and private sector organisations. In some ways it is heartening to realise that when action is required to promote a sustainable activity, the citizenry naturally responds. It is disappointing that democratic processes have led (even in countries with proportional representation) to one-size-fits-all, modally mono-cultural transport policy with the assumed status quo needing to be challenged by minority users groups. Seemingly cycle users have had to be revolutionists in more ways than one.

Part 2: Environment

Kevin J. Krizek presents in Chapter 5 what is purported to be known about the relationship between the nature of cities and the propensity to cycle, and this he suggests includes an association between cycle facilities and use, the benefits to safety of larger volumes of cycle traffic, and the benefits of greater urban density and smaller settlement size. While some of these may yet be contestable, he also identifies a range of issues about which there remains a good deal which is unknown, including contention about whether or not facilities for cycle traffic should be separated from motor traffic, exposure to air pollution and the extent to which provision for cycle traffic may or may not attract erstwhile motor car drivers. He concludes that more needs to be done to understand and develop appropriate infrastructure for cycle traffic, quality urban design and integration with other modes.

In Chapter 6 John Parkin and Glen Koorey review approaches to planning and design of the physical infrastructure required for cycle traffic. They make the point that the bicycle is a vehicle capable of speed and that the nature of any system to accommodate cycle traffic must recognise this characteristic, and also, because of the significant embodiment of the cycle user as part of the bicycle-machine, the environment for cycle traffic needs to possess the well established attributes of being attractive, safe and comfortable, as well as offering routes which are as direct as possible. They contest the emerging approach of provision for cycle traffic based on a hierarchy of attempting to undertake actions at a route and corridor level firstly to reduce motor traffic volumes, followed by reducing speeds, followed by intersection treatment and traffic management, followed by reallocation of carriageway space, and finally followed by the introduction of specific facilities such as additional bridges. They argue for a preliminary stage which undertakes proper spatial planning and demand modelling, followed by a process of civilisation of transport networks, including speed and traffic management and enhanced permeability for cycle traffic relative to motor traffic.

In Chapter 7, Pan Haixiao traces the interesting recent history of urban transport policy relating to the bicycle in China. Coming from a background of very high levels of use, the bicycle came to be seen during the 1990s and the early part of the twenty-first century as the antithesis of modernity and a major obstruction to the promotion of public transport. Coupled with rising car production and road building with the motor car in mind, measures included the conversion of bicycle lanes to car traffic lanes, and this resulted in dramatic falls in bicycle use in some areas. With a policy to save resources and be environmentally friendly, the government has realised the space constraints on car use and some major cities, for example Hangzhou, now aim to build a safe, convenient and efficient transport system which supports bicycle use and the use of electrically assisted bicycles, which have become enormously popular in China in the last decade.

Mark Brussel and Mark Zuidgeest discuss in Chapter 8 ways of maintaining high cycle mode share in countries with very high rates of economic growth. They note that in India the use of the bicycle is very much related to social class but, in contrast, in Latin America bicycle use is not restricted to the poor: the culture of ‘looking good’ encompasses bicycle use. They argue for the importance of attributing a ‘climate value’ to cycling partly in order simply to assist in asserting the climate relevance to policy makers of the bicycle as an ultra-low carbon mode, but also because the assessment and validation of a measure is an interesting and complex procedure in its own right. By so doing, they suggest that the bicycle will become more than an icon of sustainability; it will be an important tool for emission target reductions. They present a case study on accessibility measurement for Pune in India which provides a mechanism for considering the utility of the transport network relative to the land uses that the transport is meant to help sustain. Accessibility to cycle routes and the barrier effect of arterial roads are used as part of the measure of impedance to cycling. Finally, they present a case study from Dar-es-Salaam which uses a Geographical Information System to help identify major origins and destinations and missing links in the transport network.

Part 3: Economy

Transport modelling’s history is rooted in economic modelling and has pre-supposed that homo economicus makes rational decisions about transport choices based on personal evaluations of time and cost. These models have increasingly been challenged particularly in relation to decisions linked with walking and cycling, as they do not seem able to include the wide range of thought processes that individuals may bring to bear in their decision making. Psychological research has recently been providing a rich source of models for decision making related to transport and Sebastian Bamberg explores these thoroughly in Chapter 9. He introduces the widely applied Theory of Planned Behaviour and considers extensions to it required because of the habitual nature of transport and travel. He also presents, in the context of cycling, the stage change model from pre-contemplation, through contemplation, preparation and action to the intention to implement and finally maintenance. He draws on a wide range of sources from the psychological literature and presents an adaptation of the stage change model for cycling.

In Chapter 10, Maria Börjesson and Jonas Eliasson take a refreshing view of the economic arguments for cycling and cogently argue that policy makers should be bolder in their consideration of cycle users as travellers for whom there are direct, measurable and positive benefits from investments which reduce cycling costs and time. They suggest that the benefits of de-congestion of the motor traffic network are at best illusory, and so far as health benefits are concerned, they suggest that, if travellers do in fact take account of health effects then they will feature in the consumer surplus and hence serve to increase demand for cycling and lower the value of cycling time. They use interesting statistics from Stockholm to track trends in cycle use and find that while there is a decline in use in outer areas, this is not the case in inner areas and they predicate a ‘post-car status effect’ which suggests that a person cycles for the positive reasons that they are fit and healthy, and can afford to live in desirable inner urban areas which are conducive to cycling.

Benoît Beroud and Esther Anaya present in Chapter 11 an interesting review of public bicycle hire schemes and consider the relationships between the individual, personal transport and the intervention of the state and private sector in the provision of what many may regard as a distinct mode of transport. They use data from a range of schemes which have been developing rapidly in a number of cities across Europe, but they have a particular focus on Paris and Barcelona, two of the earliest and largest schemes of the ‘new wave’ to have been introduced in the twenty-first century.

CONCLUSION

Dave Horton and John Parkin draw together the themes which emerge in the book in the final chapter and argue that bicycle use needs its own well-supported system in which to operate and that such a system should fully recognise and support the needs of the individual human user. Consequently, they suggest that the bicycle should not be considered merely as a two-wheeled human-powered means of locomotion, nor merely as a means of transport symbolic of strivings for sustainable transport, nor either as emblematic of the alternative to means of transport which, for sustainability reasons, need to be constrained. Rather, they argue that we should commit to promoting the best that is possible from ‘pedal power’ to the point that cycling becomes the preferred mode of transport for most short distance trips. And by so travelling, we would be making statements about ourselves as individual members of society, and clearly portraying the sort of relationship we would like to have with the environment.

NOTES

1. To an exaggerated degree, and with wonderful Irish wit, the Police Sergeant in Flann O’Brien’s The Third Policeman considers that ‘The gross and net result of it is that people who spent most of their natural lives riding iron bicycles over the rocky roadsteads of this Parish get their personalities mixed up with the personalities of their bicycle as a result of the interchanging of the atoms of each of them and you would be surprised at the number of people in these parts who nearly are half people and half bicycles’.

2. My home journey may either be thick with traffic fumes, or, if I am late, one part of the route, passing by a high street well populated by restaurants, becomes transformed into an oasis of gastronomic fragrance.

3. Humans are, of course, also perverse as evidenced by the phenomenon of ‘Chelsea Tractors’: heavy, four-by-four, low fuel efficiency sports utility vehicles popular in inner city London but which are used only for short local journeys (The Guardian, 2006).
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CHAPTER 2

CYCLING CULTURES IN NORTHERN EUROPE: FROM ‘GOLDEN AGE’ TO ‘RENAISSANCE’

Trine Agervig Carstensen and Anne-Katrin Ebert

ABSTRACT

Purpose – This chapter traces the development of cycling in several European countries over the period from the 1880s to the present, with special focus on the two cycling nations, Denmark and The Netherlands.

Methodology – Drawing on a wide array of research on bicycle use in Europe in the twentieth century as well as primary sources, the chapter pays particular attention to the users of the bicycle, their organisations and the mixture of male and female, young and old, and rich and poor, because these users were the people who actually shaped cycling cultures.

Findings – While acknowledging that geographical conditions cannot be fully ruled out as contributing factors, the authors point out that political, social and cultural aspects were all woven together into what would become increasingly distinctive national cycling cultures.

Value – This study provides historical context for recent efforts to increase cycling participation by identifying relevant cultural, social and political factors, and providing insights into the trajectories of Dutch and Danish cycling cultures.

Keywords: Cycling history; national identity; gender; urban liveability; The Netherlands; Denmark

INTRODUCTION

Countries display different cycling cultures. Denmark and The Netherlands have built themselves the reputation of being ‘cycling nations’. Yet, in the beginning, the fascination for the newly fashionable sport of cycling was remarkably similar in most European countries. Public attention to this new leisure activity culminated in the mid-1890s, when newspaper articles in the United States, England, France, Germany and The Netherlands frequently alluded to ‘cyclomania’ or the ‘bicycle craze’, ‘la mode de la bicyclette’, ‘de wielermanie’ and ‘den Siegeslauf des Fahrrads’ (Bertho Lavenir, 1999; Ebert, 2004; Ritchie, 1975; Smith, 1972). After the turn of the century, this media attention to cycling faded away, but while ‘cyclomania’ was no longer big news, the actual number of cyclists continued to grow. As bicycle prices decreased, the bicycle became more and more available to the lower classes. In a remarkable trickle-down process, the status symbol of the European bourgeoisie before 1900 became an increasingly common and unremarkable mode of transport after 1900. While this development can be found in several European countries, the number of cyclists was consistently higher in The Netherlands than elsewhere, with numbers in the Danish city of Copenhagen coming close behind (Albert de la Bruhèze & Veraart, 1999). This chapter investigates the reasons for the continuous enthusiasm for the bicycle in The Netherlands and Denmark, culminating in their reputation as bicycle countries (Ebert, 2010; Kåstrup, 2009).

We will compare the developments in several European countries and identify some of the possible factors that contributed to the growing disparity in bicycle use in European countries. Drawing on a wide array of research on bicycle use in Europe in the twentieth century, this chapter argues that while geographical conditions cannot be fully ruled out as contributing factors, political, economic, social as well as cultural aspects were all woven together into what would become increasingly distinctive national cycling cultures. The chapter has two parts. First, we investigate the conditions around the birth and rise of cycling up to the 1950s; what we call the ‘Golden Age’. Then we turn to aspects of contemporary cycling cultures and their relation to the ‘Renaissance’ of cycling.

PART I: GOLDEN AGE OF CYCLING

The Bicycle as an Actor: How the Machine Formed Its Users

If we are to look at the evolution of cycling, we also have to look at the bicycle itself. The bicycle was never a ‘neutral’ object, and it must be taken seriously as a proper actor in its own right (Latour, 1993). From the beginning, the machine had a ‘script’ (Akrich, 1997) for how it should be used: women and men choosing to ride on it had to adapt their behaviour and their bodies accordingly.

Between the 1880s and the 1890s, technical changes took place that would prove seminal. The transition from the high-wheel bicycle to the safety bicycle was achieved – a transition that was comprehensively described by Wiebe Bijker in his study on socio-technical change (Bijker, 1995; Bijker & Pinch, 2002; Clayton, 2002; Epperson, 2002). The high-wheel bicycle with its large front wheel – with direct transmission of power from the pedals – and low rear wheel was the machine that triggered the establishment of the first national cycling clubs in the 1880s. However, the rider’s high seat coupled with the demands of maintaining balance at this height made access to the machine difficult. Riding a high-wheel bicycle was a skill that had to be learnt, and risk was omnipresent-even experienced riders were prone to fall when confronted with an uneven surface or the force of gravity on descents. These ‘macho bicycles’ with their high and dangerous seats thus bequeathed a certain social and cultural exclusivity to their owners (Bijker, 1995).

The high-wheel bicycle accentuated the game of balance which had already characterised the so-called ‘dandy horse’ and other earlier velocipedes (Herlihy, 2004; Kobayashi, 1993; Lessing, 2003). Riding a high-wheel bicycle was inseparably linked to the permanent struggle of maintaining an elusive body–machine balance, and this could be achieved more or less successfully but depended on the road conditions and the rider’s skills. The mastery of the body coupled with the machine was an aim in itself, which engendered feelings of tension and joy and a consciousness that the experience of riding was different from other experiences in everyday life This playful element (Huizinga, 1938) was reinforced by the close connection of cycling with ‘sport’, a term and a practice that was transferred from England to the continent at the same time that cycling became increasingly popular amongst the urban bourgeoisie of many European countries (Ebert, 2007).

The safety bicycle of the 1890s with its two wheels of smaller diameter than the large front wheel of a high-wheel bicycle considerably reduced the risk of falling. Within a few years, the safety bicycle had more or less fully replaced the high-wheel bicycle. At the same time, tricycles, which had been popular as alternatives to the risky high-wheel bicycle in the 1880s, also virtually disappeared (Norcliffe, 2007, 2009). The fate of the tricycle reminds us that advantages and disadvantages of a technology are also socially and culturally construed. Tricycles provided stability, but this stability had a price: the loss of speed. The danger of falling was greatly diminished but proceeding along narrow or poor roads was awkward. Nevertheless, many authors of the 1880s had praised the tricycle as a useful vehicle for touring (Boissevain, 1884). It was extremely robust and easy to bring to a halt – thus inviting the traveller easily to linger. It also allowed for only a short period of apprenticeship. Its size and expense made it socially exclusive, and its generally more sedate riding style made it respectable amongst riders who would treat bicyclists with suspicion. By the late 1890s, however, many of these positive elements had diminished or disappeared when compared with the attributes of the pneumatic tyred safety bicycle.

Indeed, tricycles were usually perceived as less sporty, even though their users had to provide more power in order to keep up with the nimble and accident-prone high wheelers. Thus, ‘sportiness’ was not seen as being limited to bodily performance. The speed and agility of the high-wheel bicycle and its successor, the safety bicycle, were deemed ‘sportier’ than the tricycle partly because they engaged their riders in a game of balance that highlighted the control and bodily mastery required of the successful rider. This ‘sportiness’ also entailed social distinction. Tricycles were simply too easy to ride. The German magazine, Das Fahrrad, disgustedly described the ‘ungentlemanly and unrefined fellows’ who, with their poor posture and clothing provoked ‘the mockery of the population’ and thus caused ‘riding a tricycle in Berlin to go to the dogs – so to speak – resulting in many tricycle owners seeking to get rid of them’ (Die Berliner Verleih-Institute, 1889). It seems that the game of balance, even though it was less risky on a safety bicycle than on a high-wheel bicycle, increasingly constituted one of the most significant aspects of social standing for riders of this new vehicle. It ensured a certain cultural capital for those willing to take a risk and exchange the stability of two feet for the dynamic balance required of two wheels. It also allowed the rider to experience being at the centre of a dynamic system. The fundamental interaction between human motion and the machine demonstrated the cyclist’s mastery over the machine and his own body.

Cyclists often compared the bicycle to the train. The train, they argued, demonstrated some of the problems inherent to modern times: it was a technology that swallowed up human beings. Indeed, the great technological network of the train forced people to adapt their behaviour to the system. They had to show up on time at the station or else the train would leave without them and, once on board, they could only get out at designated stops. Similarly, train travellers had to adapt their perception of the landscape to a distanced, panoramic view (Schivelbusch, 1979). In contrast to this overwhelming experience of a technology that forced its rules upon the human being and imposed a distance between a human being and the environment, the bicycle was portrayed as a technology that allowed humans to be in control again. The cyclist was his own motor, captain and passenger.

The game of balance made cycling a challenge to learn, but, once learnt, highlighted an individual’s mastery. Cycling reaffirmed strength and independence and placed the human physique centre stage. The ‘script’ of the bicycle was closely connected to issues such as individuality, personal strength and independence.

The Bicycle in Common: Transnational Bourgeois Cycling Culture in Europe during the 1890s

In most countries, early cyclists could be found in rather similar groups of society. Cycling attracted mainly students and merchants from the upper middle class. It was an expensive and time-consuming leisure activity. To buy a bicycle was in itself a fairly expensive endeavour. Members of the bicycle clubs were often young, unmarried men, and club activities included a wide array of social events, including dance balls and theatre productions.

These early cyclists often came from circles with close international ties. In Germany, France, The Netherlands and Denmark, cyclists tended to be in close contact with Englishmen, either because they travelled to England as businessmen or because of their contacts with English businessmen (Bendtsen, 2005; Ebert, 2010; Rabenstein, 1996). Early cyclists on the continent usually imported their bicycles from England, and they also followed the English example in founding bicycle clubs (Rabenstein, 1996; Veraart, 1995).

Cyclists liked to portray themselves as modern, progressive men. As the German writer Eduard Bertz put it somewhat emphatically in his Philosophy of the Bicycle in 1900, there was but ‘one big cosmopolitan people of cyclists’ and cycling made every cyclist ‘a member of a great, world-encompassing party of reform’ (Bertz, 1900, p. 10). They presented the bicycle as an answer to the challenges of modernity and a sign of human inventiveness and progress. The bicycle allowed great distances to be covered in short periods of time, and cyclists hailed the bicycle as a novel machine that initiated a new experience of time and space (Kern, 2003). In a context of ongoing urbanisation and industrialisation, cycling offered a pleasurable escape from crowded and dusty cities and allowed for a fresh discovery of rural landscapes (Bosworth, 1997; Holt 1985; Rubinstein, 1977). The bicycle both intensified the duality between peaceful rural life and hectic modern city ways, and allowed for a reconciliation of both worlds: a bicycle trip promised speed and modernity together with the peaceful nature of the rural, traditional landscape to be visited.

While cycling represented a leisure activity of the upper middle class, it still drew criticism. Cities and rural communities banned cycling on their streets, claiming that it was not only useless but potentially harmful because it got in the way of carriages and scared horses (Schumacher, 1900; Wirschinger, 1898). Cyclists were frequently attacked, especially in rural areas. Peasants set their dogs on the cyclists or stuck branches into the wheels to make the riders fall. Some cyclists complained that rural areas were the greatest enemies of their sport and denounced any sort of ‘vélocannibalism’, as they liked to call it (Feith, 1906, p. 300). Cyclists were often advised by handbooks to equip themselves with whips or pepper sprays to defend themselves against dogs or other assailants (Band, 1895). Court battles between cyclists and the rural population were quite frequent in the 1880s and early 1890s and were not always settled in favour of the cyclists.

Female cycling also attracted much attention. Women on bicycles were presented as an entirely new phenomenon in the press (Schulze-Brück, 1900), as symbols of the ‘new woman’ and the change in gender relations at the turn of the century. Although statistics are difficult to find, those for Germany and The Netherlands suggest that cycling was predominantly male in the late 1890s as well as in the first decade of the twentieth century. Even at the height of the discussion of the so-called female ‘cycling fashion’ in the press, only up to 10% of cyclists in the available statistics in Germany were female (Bleckmann, 1998).

The attention towards female cycling may be explained by a shift in female cycling performance from the 1880s to the 1890s. Male cyclists had envisioned female cyclists as accompanying them on their trips. This was conceived of as a strategy to strengthen the respectability of young sportsmen. Early tandem models demonstrated this idea of female companionship by placing the woman in front and reducing her movements on the bicycle to a minimum (Biesendahl, 1897; Fressel, 1898; Wolf, 1890). But this concept was challenged by the safety bicycle of the 1890s with its emphasis on individuality, mastery and freedom. On the safety bicycle, women could still present themselves as beautiful companions for their male consorts, but by choosing clothes that were more practical for cycling, women could also highlight their personal individuality and independence. The choice of clothes was the object of heated debates. While most women agreed that the so-called ‘Bloomer costume’, the pantaloon, was more practical, many favoured the long skirt because it was deemed more seemly. This represented more than an aesthetic question: it was about women abandoning their role as conspicuous consumers and using the pantaloon as a way to demonstrate their individuality and independence. It affected both the image of women and women’s individual freedom of movement. At the turn of the century, women were viewed as passive and weak with limited freedom to act physically and mentally. With the bicycle, women became mobile in both ways (Kåstrup, 2007). The bicycle affected both the image of women and women’s individual freedom of movement and gave women riders the opportunity to escape the city and, to some extent, oppressive gender roles. When women began to participate in cycling races they used diamond frame machines designed more specifically for the male body. Female competitors were quite rare and much disputed and despised. Nonetheless it was a woman, the Dane Susanne Lindberg, who held the world record for the 1,000-km distance (Poulsen, 2001).

We find a recurring motive in the history of cycling: that of liberation and emancipation (Furness, 2005; Horton, 2006). Cycling puts the individual at the heart of a body–machine network and engages the cyclist in a feedback loop between the body and the machine. Arguably, the emancipating aspects of the bicycle can be found in the machine’s technology, and result from the way the bicycle particularly affirms an individual’s strength and bodily mastery. The mobility which derives from cycling allows the cyclist, male or female, to feel independent and ‘free’.

However, feminists and the women’s movement remained ambiguous about the benefits of cycling. While some saw the bicycle as a great ‘emancipator’ to help women learn about and demonstrate their strength and independence (Braun, 1901/1979; Tussenbroek, 1898; Zola, 1989/1968), others feared that this sporting device would keep women from tackling the real problems (Aan sommige fietsrijdsters, 1898). The ‘new woman’s’ position on the bicycle was paradoxical: she could make use of the bicycle to perform and assert her individuality and independence, but yet she remained dependent on the object. She could only perform her independence in the act of consumption. In addition, the benefits of the bicycle’s liberating technology were limited to upper-class women. The vehicle was still far too expensive for the majority of the population.

Racing or Touring? Growing Differences within European Bourgeois Cycling Culture after 1900

In an age of nationalism, in order to establish their ‘sport’ as a respectable leisure practice, cyclists had to prove in one way or another how their nation might benefit. We can observe Dutch cyclists equating the bodily sensations on the bicycle with the experience of ice-skating. It was a reference to what was considered one of the most traditional leisure activities in The Netherlands (Furnée, 2002). Skating was also closely connected to the ‘Golden Age’ of Dutch history in the seventeenth century (van Sas, 1993) and Dutch liberals conceived of the bicycle as the vehicle by which the nation could regain the strength and virtues of that age. In addition to intellectual conceptions about the link, skaters and cyclists indeed cooperated closely in building arenas for track skating and cycling in the big cities, and the two sports complemented each other perfectly as winter and summer activities of the liberal bourgeoisie. Cycling was being presented as a way to promote ‘traditional’ Dutch virtues, that is independence, self-confidence, self-control, balance and consistency, which needed to be preserved and reasserted in a changing world.

In The Netherlands, touring became a crucial pivot for turning cycling into a national endeavour. The Dutch Cyclists’ Union gave clear preference to touring and regarded the promotion of touring as its highest goal (Ebert, 2010). The bicycle was the vehicle with which the Dutch liberals regained their strength, took a break from, and yet at the same time prepared themselves for, modern life in the city. On the bicycle, Dutch liberals also re-established and reaffirmed their bonds with the nation as they travelled through the country and delighted in its beauty. Simultaneously, on tours through the different regions of The Netherlands, cyclists also re-established and reaffirmed the unity of the nation, integrating regional diversity through the experience of the national landscape.

Similarly, national corporealities in Scandinavia are closely associated with outdoor recreation in various ways (Kayser-Nielsen, 1997). Touring on bicycles took the cyclist around the national landscape and enabled a national experience, and helped to create the imagined national community within its territory (Kåstrup, 2007). As in The Netherlands, touring became the dominant cycling practice in Denmark. A leading cycling advocate, the bicycle dealer Sylvester Hvid, wrote a handbook for cyclists in 1895 in which he condemned bicycle racing. Hvid also proclaimed his preferences for ‘quadrille riding’ as an art form, and he predicted that the bicycle would gradually transform into a ‘vehicle for transportation and recreation’ (Hvid in Kåstrup, 2007, p. 46), and of course it went the way he expected. Racing decreased as touring and everyday cycling increased. An example is in the activities of the Danish Bicycle Club (DBC), which was founded in 1881 and had focused on racing, a focus that was amplified during the 1890s boom. Concomitant with the arrival of the car, interest in cycling races decreased, and already around 1905 members of DBC preferred to be touring cyclists. The Danish Cycle Ring – which used to arrange racing – also changed its focus to touring by offering discounts on ‘Ripley Inns’ all around Denmark. Cyclists were particularly welcome in these inns which were inspired by ‘The Anchor’ in Ripley (Surrey, United Kingdom) where London’s finest and smartest cyclists gathered (Wodschow & Christensen, 2001).

Since the bicycle combines a cultural, mental and embodied staging of nationality, touring played an important role in the establishment of the Danish feeling of nationality. The bicycle was viewed as a way to cultivate and educate the citizens when they were travelling around enjoying the varied national landscape. The fusion of body and bicycle and the sensory experience associated with cycling are well represented in Danish literature and art – especially in touring descriptions of the 1920s and 1930s (Kåstrup, 2007; Wodschow & Christensen, 2001).

In Germany, cyclists had to compete with another important national movement, that of the ‘Turners’. The traditional activity of ‘Turnen’, that is gymnastics or physical exercises undertaken in harmonious groups, was invented in the early nineteenth century to train the German youth for the struggle against the French (Goltermann, 1998). It had been conceptualised as an exercise which helped not only to strengthen the individual, but more importantly to create a national community. While ‘Turnen’ was meant to bring together different social groups within society, by the end of the nineteenth century it was largely being followed only by members of the lower middle classes. It continued to be a movement with strong nationalistic appeal.

German cyclists remained somewhat uneasy as to how to deal with the ‘Turners’. On the one hand, they proclaimed themselves the ‘modern Turners’ and praised the bicycle as a ‘modern Turn device’. On the other hand, they also tried to distinguish themselves from ‘Turnen’ with its lower middle-class base. In that respect, cycling continued the tradition of ‘Turnen’, but it was more progressive, more exciting and more appealing to the individual than the old-fashioned, dull Turnen exercises. The ‘Turners’ responded in kind to these challenges, and cyclists and ‘Turners’ at times clashed violently in the press. The cyclists’ lack of success in creating a viable alliance with the Turners can also be seen as one of the reasons why Bourgeois cyclists’ organisations crumbled after the 1910s (Ebert, 2010).

Different European countries came up with different national narratives of the bicycle. Some countries, such as France or Italy, started large cycling races which played on the imagination of spectators and developed a modern type of national epic (Barthes, 1957; Thompson, 2006). But throughout their efforts to establish cycling as a national activity, the different national cyclists’ organisations remained transnational in orientation. They closely watched activities in other European countries, they imitated the English example by setting up national organisations, and they imitated and transferred popular events from one country to another.

Because most national cycling unions had adopted the regulations of the British Cyclists’ Touring Club, they all made a distinction between cycling amateurs and professionals. Bourgeois cycling clubs and unions were usually amateur organisations, but the growing commercialisation in cycling races resulted in an ever expanding group of ‘shamateurs’, that is those who were officially amateurs but accepted payment. The fans and followers of spectacular, quasi-commercial cycling races and the adherents of the old-fashioned gentlemanly culture of cycling tourists were increasingly opposing each other within cycling organisations. What used to be just two different aspects of the same ‘bicycle sport’, became more separated cultures. Cycling organisations had to take a stance: while some organisations such as the Deutscher Radfahrer-Bund in Germany tried to keep both racing and touring under their auspices, others – such as the Dutch cycling organisations – became solely ‘Touring Clubs’.

The decision on whether to focus on bicycle touring or racing coincided with another important historical aspect: bourgeois cycling organisations at that time also had to deal with the question of how to react to the growing number of working-class cyclists who took to the streets for fun, but also, increasingly, for daily commuting purposes.

Changing Allies: Cyclists’ Organisations and Political Decision-Makers, 1910s–1930s

The bicycle boom of the 1890s was a phenomenon of the bourgeoisie, but the large production of bicycles, and especially American imports, led to a sharp decrease in bicycle prices after 1900. More people could afford to buy a bicycle. In Denmark and Germany, members of the working class founded their own bicycle unions, respectively the ‘Arbejdernes Bicycle Club’ of 1894 and the ‘Arbeiter-Radfahrerbund Solidarität’ of 1895. The German organisation was intended to prevent working-class people from joining the bourgeois clubs, and to make use of the increasing number of cyclists within the working-class movement. The cyclists of the ‘Arbeiter-Radfahrerbund Solidarität’ used the bicycle mainly for touring activities and established their own network of restaurants, repair stations and accommodation (Beduhn, 1987). The networking function of the ‘Solidarität’ was not limited to the realm of cycling. A newspaper article of the ‘Sächsische Arbeiterzeitung’ of 1903 praised the cyclists’ role in reporting the results of the parliamentary elections to the people, independently from the bourgeois press and the bourgeois means of communication (Arbeiter-Radfahrer, 1903). In this portrayal, the sweaty, dusty cyclists who had travelled tirelessly for hours to report the results of their party to their people were a symbol of the efforts and the struggle of the working class. Again, we meet with the bicycle’s close connection to discourses of liberation and emancipation, this time the emancipation of the working class. The Danish ‘Arbejdernes Bicycle Club’ did not use the bicycle for reasons of political emancipation to the same extent as in Germany. Rather, the working class primarily used the bicycle for recreational purposes which allowed them access to ideals previously only reachable for the affluent classes (Kragh, 1999).

Given the social and cultural prestige that used to be connected to cycling, it is not surprising that bourgeois clubs reacted with some hostility to this new use of the bicycle. Some, for instance Bertz (1900), stuck to their old liberal gospel and transformed it to the new circumstances, praising the bicycle as a great means of emancipation for the working class which would help to improve their lives. But in practice, the lack of social distinction left many bourgeois bicycle clubs disoriented and unmotivated to continue their old bourgeois cycling culture. Many of the clubs dissolved after the turn of the century (Günther, 1989; Stellner, 2000). Cycling no longer represented a suitable leisure activity in Germany; it had become a vulgar means of transport for the masses.

The old bourgeois cycling organisations in Germany, England, France, The Netherlands and elsewhere in Europe were suddenly faced with many important decisions: not only did they have to decide whether touring and racing were both aspects of the same cycling culture or whether these two ways of cycling could be better promoted by separate organisations. They also had to decide whether to open up to the growing number of cyclists (usually lower class) who used the bicycle as a common means of transport; and – last, but not least – how to deal with the new ‘adventure’ machine that captured the imagination of many progressive-minded men and women, the motor car.

Some pre-1900 cyclists had become enthusiastic car drivers after the turn of the century. The most famous example is perhaps the Frenchman Louis Baudry de Saunier, whose widely read books on cycling, Histoire générale de la Vélocipédie (1891) and Le Cyclisme théorique et pratique (1892) were followed by two important studies on automobilism: L’automobile théorique et pratique (1899) and L’art de bien conduire une automobile (1907). Motorisation was the new symbol of progress. But while motorisation took off quickly in England and in France, it did remain more of a dream than a reality in many other European countries, such as Germany, Denmark and The Netherlands. Actual numbers of cars were still low and the bicycle was in fact the most popular means of transportation in many cities and regions even after World War I. Nevertheless, many observers, decision-makers, politicians, bicycle producers and traffic engineers were convinced that the car was the future and that it would eventually push the bicycle off the streets.

In that situation, in some countries such as England and Germany, bourgeois cycling organisations decided not to cooperate with the newly founded automobile organisations. At the same time, their appeal to unorganised cyclists, who used the vehicle as a common means of transport, continued to falter. More cyclists on the streets did not belong to any cycling organisation.

The actual number of members and, separately, the political influence of cycling organisations seem to be two ‘different pairs of shoes’. Take for instance the Dutch Cyclists’ Union A.N.W.B. On the one hand, the union had decided against racing as early as 1898. As a result, the organisation had lost some of its members, but not many. In becoming a ‘touring union’, they also opened up to other tourists, most notably motor car tourists. At the same time, the organisation managed to keep its position as the organ of all cyclists in the country – including those users of the bicycle as common means of transport who were usually unorganised. The first nation-wide traffic law in The Netherlands, the ‘Motor and Bicycle Law’ (Motor- en Rijwielwet) of 1905 acknowledged both the car and the bicycle as the protagonists in a new era of traffic on the streets. The law prohibited any kind of bicycle racing on the streets of The Netherlands and this reflected the Cyclists’ Union’s considerations of bicycle touring as the only suitable, respectable way to use the bicycle. At a time when long-distance races such as the Tour de France became more and more popular, this law had disastrous consequences for the organisation of bicycle racing in The Netherlands (Ebert, 2010).

The decision taken in The Netherlands to abolish bicycle races was particularly harsh. At the same time, the Dutch Cyclists’ Union seems to have been especially successful in establishing itself as an important player with regard to traffic legislation and infrastructure. In The Netherlands, car owners and cyclists were allies in their attempts to create modern traffic laws and the old Cyclists’ Union remained unchallenged as the pre-eminent union for cyclists. The union was in fact one of the first mass organisations in The Netherlands, effectively integrating the lower bourgeoisie and even the working class into its ranks (te Velde, 1992).

Interestingly, a similar alliance of bourgeois, touring inclined cyclists and car drivers emerged in Denmark. The Danish Bicycle Federation (DCF) was founded in 1905 and came out of the Cycle Path Organisation (Cykelstiforeningen), a bourgeois organisation focused on promoting bicycle paths for touring and leisure in and around Copenhagen in the 1880s and 1890s. The federation was initiated by a middle-class teacher, but its board chose a chairman from the bourgeoisie deliberately to create a more appropriate public image. Nonetheless, operationally the DCF bridged cycling interests across class divisions in its fight for better conditions for recreational and everyday cycling. Thus racing was never on the agenda for the DCF. The DCF continued the Cycle Path Organisation’s striving for making riding trails and streets suitable for cycling – especially in the area of Copenhagen. In the first decades of the twentieth century the effort was directed towards urban citizens’ recreational touring, but from the 1920s a more regional perspective began to dominate the federation (Knudsen & Krag, 2005).

The relationship between Danish cyclists and car drivers slowly grew into a strong alliance, even though it started off with some conflicts. In 1915 the DCF announced in its annual report the car to be ‘our new enemy’. These tensions continued through the 1920s with DCF controversially suggesting that the luxury taxes on cars should be used for building bicycle paths. As a countermove, the motorist’s union suggested taxes on bicycles, but neither happened and the controversy ended with rear lights being made compulsory on bicycles (Knudsen & Krag, 2005).

After these first decades of controversies the DCF and the Danish motorist’s organisations cooperated as protagonists for road construction. In 1932, a distinct bicycle department within the Danish Motorist’s Union (FDM) was established and henceforth the fight for better cycling conditions became an integral part of car drivers’ efforts for road construction in general. Apparently this happened because DCF became aware of the growing security issues for cyclists due to increasing motor traffic and this recognition threatened to weaken the alliance between cyclists and car drivers. The DCF partly changed its view on cycle path construction and began to advocate safety through traffic separation (Knudsen & Krag, 2005).

During the 1930s the DCF primarily worked for better traffic safety. The federation was also occupied with outdoor recreation and was engaged in constructing tourist facilities, such as hostels, around the country in the 1930s. This engagement led to allies other than car drivers. For example, the DCF participated in establishing the Council of Outdoor Recreation in 1941. The celebrated ‘Ripley Inns’, used previously by the bourgeoisie while touring around the national landscape, were superseded by popular hostels for cyclists of all social classes (Knudsen & Krag, 2005).

In most other European countries, it is notable that after the turn of the century, the old bourgeois cycling organisations lost considerably in numbers, membership and influence. Some cycling organisations became touring unions and lost their old types of members. In other countries, new organisations developed such as the German working-class ‘Solidarität’. Countries that developed a dominant cycling culture seem to be those where the bourgeois held on to bicycle touring as a suitable leisure activity. Another key to success seems to have been that cycling organisations managed to forge an alliance with car drivers without losing too much of their distinctive identity. In the case of The Netherlands, we will encounter two other factors that helped to sustain this particular identity: a war and a tax.

Separate but Equal? Traffic Engineers and Cycling Paths

The different standing of cycling organisations also had an impact on the way in which the bicycle was being accepted or neglected within the context of road engineering and planning. In the 1920s, there was already an international network of traffic engineers (Schipper, 2008). Most engineers generally agreed that the roads had to be rebuilt in order to facilitate car traffic and that different road users should best be separated. Nonetheless, national policies regarding cyclists differed widely. In The Netherlands, due to the Cyclists’ Union’s early devotion to touring, regional clubs had formed after the turn of the century in order to facilitate the construction of bicycle paths. These regional projects formed part of a national bicycle path network and here, the First World War proved crucial. The Netherlands remained neutral and tourism to foreign countries was very much constrained, hence allowing the construction of bicycle paths to gain considerable momentum (Ebert, 2010). By the 1920s The Netherlands featured a comparatively large, privately sponsored bicycle path network on a nation-wide scale.

In other countries, such as Germany, lawmakers and traffic engineers increasingly considered bicycle traffic a hazard for motor cars, and cycle paths were designed mainly to remove cyclists from the streets and out of the way of car drivers (Brüdermann, 1999; Briese, 1993). In contrast, in The Netherlands bicycle paths were designed to make cycling a valuable tourists’ experience. The tourists’ approach was not necessarily inclusive. When the community of Gooi en Eemland approached the local cycling path’s club and asked for the construction of a bicycle path in 1916, their request was turned down. The club argued that the path would help only the workers commuting back and forth between their homes and their workplace. Instead, the club wanted to build paths that were designed to delight bicycle tourists travelling through their own country (Ebert, 2010).

Another important factor in the growing bicycle path network in The Netherlands was, ironically, the much despised bicycle tax. A first tax on bicycles had been introduced in 1898 and was intended as a tax on luxury items. In 1919, this first Dutch bicycle tax was abandoned and the official rationale invoked was that the bicycle was now a common means of transportation. But only five years later, in 1924, a new bicycle tax was introduced, and this tax proved to be rather remarkable and unique in comparison with other European countries. Facing a severe financial deficit, the Dutch minister of finance, Colijn, decided to tax every bicycle on the streets of The Netherlands at three Guilders. Already The Netherlands had gained recognition as a ‘bicycle country’, and Colijn made use of the growing association between bicycles and the Dutch nation for his own purposes. He declared that this was a moment of national financial crisis and hence all Dutch men and women had to stand together, therefore taxing the ‘most Dutch of all vehicles’ was only reasonable. Cyclists would have to prove that they paid the tax by attaching a small metal plate stamped with the tax year to the handlebar (Grapperhuis, 2006). In the first few years, the bicycle tax was used to help compensate for the financial deficit. But then, the money went into road construction and traffic regulation (Ebert, 2010). Cyclists thus financed the improvement of roads which were intended for the growing number of automobile drivers. But at the same time, cyclists also profited from these road improvements. The bicycle tax put cyclists on the political map and helped to create a tradition of traffic engineering devoted to cycling paths and regulation. This would form an important basis for the ‘survival’ of The Netherlands as a cycling nation in the second half of the twentieth century.

Actors and Meanings: Cycling Cultures during the Golden Age

The ‘bicycle craze’ started off as a transnational, bourgeois and mostly urban phenomenon in the 1890s. The first decades of the ‘bicycle craze’ have by far been the best researched period of bicycle history: cycling was still new and received a lot of attention. But the expansion of cycling continued well into the 1950s, which is why we have coined that whole period of continuous growth the ‘Golden Age’.

During this period, cycling patterns changed remarkably. Before the turn of the nineteenth century, cycling had been a leisure activity of the upper middle class. In the middle of the twentieth century, the bicycle had become a common means of transport. While this development can be found in most European countries, different cycling cultures emerged, both within a particular nation state as well as between different states. In terms of organisation, cycling became more and more differentiated between touring and racing, as well as different social groups. On the national level, cycling organisations played very different roles in the politics of traffic engineering and infrastructure planning. We suggested that strategic alliances with newly formed automobile clubs often helped cycling organisations to increase their influence on politics and legislation. We have also noted that in the two countries which became more and more identified as ‘cycling nations’, Denmark and The Netherlands, cycling was successfully interwoven into a national narrative. In both countries, bicycle tours were promoted as a way to strengthen identification with one’s own physical country and nationhood. Cycling also became a symbol of Dutch and Danish level-headedness and balance which was in contrast to their belligerent neighbouring countries.

In the interwar period The Netherlands and Denmark had established themselves as bicycling countries. The tremendous success of the bicycle can be at least partly explained by the particular way in which the bicycle was constructed and conceived as a promoter of Dutch and Danish national identity. This image of the bicycle also had a fundamental impact on the way in which legislation and road construction dealt with this particular vehicle. The bicycle played an important role in the growing cohesion of the Dutch and Danish nation states not only in the geographical sense as a common means of transport, but also in a cultural sense as a material object of everyday life with which one could express and demonstrate one’s membership in the national community.

In the interwar period, the bicycle was finally socially equally accessible (Bendtsen, 2005). But we can already see the waning of the ‘Golden Age’ of the bicycle, even though the volume of bicycle traffic would continue to grow up to World War Two and even into the 1950s. By the 1920s and 1930s, European politicians and traffic engineers more generally had agreed that the future for highway traffic belonged to the motor car.

Yet, the reality on the streets in terms of numbers was different. On state roads in The Netherlands in 1923, 74% of traffic comprised bicycles, trailed by motor cars at 11% and motorcycles at 5% (Albert de la Bruhèze & Veraart, 1999, p. 47). And even in Germany, traffic counts in 1927 in Hannover noted that two thirds of the overall users were bicycles (Henneking, 1927, p. 61). But the appeal of the car was strong. In Nazi propaganda, the car for everyone, the Volkswagen, was the symbol of the new era and the construction of the Autobahn [motorway] – apart from its obvious militaristic purposes – also symbolised the new regime’s dedication to motorised traffic (Möser, 2002).

In terms of sheer numbers, the post-World War II years were still part of the ‘Golden Age’ in cycling. But numbers are misleading. Even though many people used the bicycle in the years after the War, this mainstream mode of transport already bore the hallmarks of deficiency. Ever since the interwar period, engineers and users alike had their hopes and expectations set on motorisation; and while bicycle use reached its peak in the 1950s, the momentum had already shifted.

Historians of traffic and transport have demonstrated that the rise of the car after World War II had its foundations in the 1920s and 1930s. Arguably, the decline of bicycle use which started in the late 1950s can also be traced back to the interwar period. The belief in technological progress and the rise of the car as the most practical means of transport was widespread amongst many engineers in many different countries. The bicycle had an image problem. It was regarded as outdated and inferior even though, or just because, it was so widely used. But countries which had developed a particular national identification with the bicycle as a common means of transport – The Netherlands and Denmark – managed to continue that tradition, even though they, too, faced a strong decline in bicycle use at first.

PART II: THE RENAISSANCE

Overcoming the Decline of Cycling in The Netherlands and Denmark

The first part of the chapter has followed chronologically the formation of bicycle cultures in Northern Europe before the superseding effects of the car boom became definitive in most countries. The history of bicycle cultures from this period has been the object of much research. In this second part we leave the chronological path and turn our attention to the circumstances that made The Netherlands and Denmark overcome the decline of cycling. Only very little research has yet been conducted on the developments in the postwar period which might contain important knowledge as to why cycling developed differently after the car boom. Even so we will outline and discuss characteristics we believe are essential to understanding why the bicycle continued to be recognised as an important means of transport in a few countries. As has been argued in the first part of this chapter, distinctive national cycling cultures had already developed in Europe in the first half of the twentieth century. Arguably, the strong bases of cycling nations such as Denmark and The Netherlands made these countries more resilient to the challenges of changing mobility patterns.

Everyday cycling declined rapidly all over Northern Europe in the postwar period (Bruhèze & Veraart, 1999). In Sweden, for instance, the bicycle share in Stockholm declined rapidly from 70% during World War II to less than 1% in 1970 (Emanuel, 2010). The Netherlands and Denmark also experienced a decline but it was less dramatic and the cycling cultures survived in these two countries. Continuously supportive traffic policies and engineering practices made it easy and convenient to maintain cycling. Moreover, women’s cycling plays an influential role in the two countries’ bicycle culture.

Another key to understand the stronghold of contemporary Dutch and Danish cycling culture is that cycling had not only been recognised as an important means of daily transport, it had also turned into a powerful national symbol. This national symbol survived the car boom and was re-interpreted as predominantly a symbol of left-wing activism. At present cycling remains a symbol of national identity, but it has also become a strong symbol of urban liveability which links the specific trajectories of The Netherlands and Denmark to the renaissance of cycling.

Female Cycling from the 1930s to 1960s

The bicycle was part of the ‘new’ emancipated woman’s lifestyle by the turn of the last century. Henceforward, the car gradually overtook the bicycle’s emancipating position in many countries, for example Germany and Sweden (Ebert, 2004; Emanuel, 2010), by enabling the modern woman to travel further and faster. In The Netherlands and Denmark, though, cycling women continued to be a persistent symbol of the ‘new woman’ and women hereafter played important roles in the creation of national unity and identity (Kåstrup, 2009).

The profile of the cycling woman as a national symbol was seen as early as the late 1890s. Cycling was a significant theme at the industrial exhibition in the Danish capital, Copenhagen, in 1895. The attention of the Danish journalists was drawn to a large bicycle parade formed by 3,000 cyclists with national flags and bicycles decorated with flowers. However, the domestic journalists noticed that the foreign journalists were excited about ‘our cycling ladies’ and described Copenhagen’s specialties as ‘Women and Bicycles’ (Breidahl, 1938, p. 33). At about the same time, women’s cycling also became interwoven in national discourses in The Netherlands. The A.N.W.B. arranged a bicycle parade at the coronation in 1898 of Wilhelmina, the first female Dutch monarch, which provoked an enormous outpouring of national sentiment (Ebert, 2004). Similar emotions were aroused at the Danish King Christian X’s wedding, the same year, when the national cycling clubs held a bicycle parade. This was led by three young ladies on a triplet who attracted especial attention (Kjerrumgaard-Jørgensen, 1947, p. 68). As these examples show, the link between bicycles, women and national identity was established in various ways. The link between royal Dutch and Danish female characters and cycling remained strong through their regular depiction on bicycles in illustrated popular magazines through the twentieth century (Fig. 1).
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Fig. 1. Algemeen Handelsblad 1938/1939. Note: Dutch Princess Juliana and her German fiancé Bernhard presenting themselves together on a tandem to the press. The Dutch newspaper text notes approvingly that Bernhard was not only an adept automobilist but also participated in the most national sport of tandem riding and immediately became very popular in The Netherlands.

In all kinds of art – literature, visual art, film and music – the linkage between women and bicycles was marked (Kåstrup, 2007). In poster arts, for example, women and bicycles are commonly depicted together. On the one hand, these depictions celebrate the emancipated woman in her beauty and autonomy and offer identity and acknowledgement to cycle enthusiastic women. On the other hand, they depict the bicycle as a machine and a symbol of virility aimed at a male audience. In Denmark the concept of a certain ‘bicycle girl’ occurred during these years and poster art was a strong way to visualise this broader cultural phenomenon surrounding female cycling (Dybdahl, 1994). The linkage between women and cycling in art continued up through the interwar period (Fig. 2).
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Fig. 2. Copenhagen, Denmark Gay spot of Europe/Travel Poster for the Danish Allied Committee by Hans Bendix, 1947. Note: The poster depict two blond ‘Bicycle Girls’ – and one young bicycle man – in front of the City Hall of Copenhagen with the national flag on the roof.

In 1935 the director, Poul Henningsen, was appointed by the Danish Foreign Ministry to make a film depicting Denmark. In his film, simply entitled ‘Denmark’, women played a key role. The Danish woman was depicted as hardworking, independent and serious; overall a modest, mundane and charming representative of the national identity (Kåstrup, 2009). Also cycling women in particular were used effectively to symbolise national identity. The film ends with a sequence showing the cityscape from the perspective of moving cyclists accompanied by the music ‘The Bicycle Hymn’ which celebrates the art of cycling and – in particular – female cycling. The film presented an image of the ‘new woman’ on a bicycle as primarily a working-class woman who took a full part in the national labour force. This did, however, provoke criticism, as it was controversial to represent women as anything other than homemaking mothers in a nuclear family, which was the dominating contemporary family ideal.

Whereas the ‘new woman’ on a bicycle at the turn of the century was perceived as an emancipated woman from the bourgeoisie, an important shift took place through the interwar period. Female cycling was no longer restricted to elegant, modern upper-class women who became emancipated through consumption. Cycling was for the masses of women who used the bicycle for joy and emancipation, and also as an important and essential part of everyday life. On the one hand, the bicycle liberated women physically and mentally. On the other hand, a cycling woman served as an important living symbol of national unification in The Netherlands and in Denmark. Perhaps, cycling women in both countries also gained their iconic status, because there was a male, motoristic subtext present: especially in the 1930s and immediately after the war, the Danish and Dutch nurtured their self-image as emancipated and civilised nations in contrast to belligerent, unequal Germany.

When women entered the labour market to a greater extent in the 1960s, and their daily transport needs increased, cycling women were an incontestable part of the cycling cultures in The Netherlands and Denmark. Cycling was integrated into typical women’s professions such as daycare and senior citizen care services as an option for travel and transport. Today women cycle slightly more than men and arguably have become primary carriers of the everyday cycling culture (City of Copenhagen, 2011; Pucher & Buehler, 2008).

The continued cycling practices amongst Dutch and Danish women have influenced children’s transportation and cycling. Children entered the age of cycling quite late. The design of the safety bicycle targeted adult bodies and made it a difficult task for small children’s cycling in the first part of the twentieth century. The development of children’s bicycles thus was a separate revolution in its own right and emancipated children as mobile individuals. With the pedal-free glide bike, which has become popular in recent decades, infants can practice the mastery and game of balance inherent in cycling from the age of two years. From a young age, Dutch and Danish children cycle independently and they are broadly represented as cyclists, that is in traffic legislation and children’s literature.

Cargo bicycles designed for child transportation, child seats, bicycle trailers and other equipment supporting children’s transportation have largely been developed to target the Dutch and Danish bicycle markets. Family-friendly bicycle technology and designs enable employed women to continue cycling during motherhood. However, motherhood is an important factor leading some cycle enthusiastic women to abandon cycling (Troelsen, 2004).

Both cycling women and children play key roles in the maintenance of national cycling cultures in The Netherlands and Denmark. Cycling women remain an integral part of the national identity, and the bicycle has a central position in the way national corporeality is perceived. But also, the wider societal changes, which women’s labour was part of, were influential.

Oil Crisis and Environmental and Social Movements in the 1970s and 1980s

The bicycle path network was already well developed in the interwar period in The Netherlands, and in Denmark by around 1960. At the time of the car boom cycling was integrated into general road construction schemes, which is an important explanation as to why The Netherlands and Denmark continued as bicycle countries. Lengthy and continuous processes developed as a result of which cycling was integrated into the existing road network rather than being separated on distinct bicycle path networks, as largely happened in, for example, Germany and Sweden (Ebert, 2004; Emanuel, 2010). Many Dutch and Danish traffic engineers and urban planners were cyclists themselves, and approached cycling from an ‘inside’ perspective and they did not see bicycles and cars as antagonists, a view that was widespread in many other countries including Germany and Sweden. Bicycles and cars were on a parallel course of development and bicycles were seen as an integral part of traffic planning and legislation. In other countries, the car overtook the bicycle’s symbolic power, including that of greater freedom of movement for everyone in society. This symbolism was also attached to the car in The Netherlands and Denmark but it did not overpower the bicycle. Both the car and the bicycle shared, so to speak, the symbolism of mobility and freedom. Cycling remained widespread, easy and convenient, and citizens were both car drivers and cyclists.

When the global oil-producing countries doubled oil prices and reduced production during the so-called oil crisis in the early 1970s, The Netherlands and Denmark were hit hard and exposed to an oil boycott that lasted almost a year, and lasted longer than in other North European countries (Energistyrelsen, 2006). In the winter of 1973–1974 the governments in The Netherlands and Denmark – and also in West Germany (FRG) – proclaimed ‘Car-Free Sundays’ to help reduce the use of oil by motor traffic. On these days cyclists, pedestrians and skaters experienced and enjoyed car-free streetscapes.

Another issue that explains why cycling continued to be an incontestably convenient means of transportation could be found in the late arrival of underground urban railway systems (subways) in The Netherlands and Denmark. Whereas many European metropolises built subways long before World War I, the first subway was built in The Netherlands in 1968 in Rotterdam. Amsterdam followed a decade later (1977), and in Copenhagen a subway was not built until the turn of the millennium (2002).

The Danish Cycling Federation fought to allow bicycles on trains in passenger cabins throughout the 1970s. It had been possible to take the bicycle onto carriages on a few privately owned railway lines to regional destinations in the countryside since the 1930s and this was primarily for touring purposes. Nevertheless the state-owned National Railway System was reluctant to do the same, but, exposed to pressure from bicycle activists, bicycles were – step by step – also allowed onto state-owned trains. First, they were only allowed on high-speed trains, then they were also allowed on metropolitan S-trains, at first only on Sundays but then also during the whole weekend and finally also on weekdays outside peak hours (Knudsen & Krag, 2005). By 2010 the bicycle was free of charge on the metropolitan S-train network and this has significantly enhanced the geographical scope and flexibility of urban cycling.

During the economic recession in the 1970s and 1980s, Copenhagen municipality was close to bankruptcy and large urban renewal projects were shelved. These projects focused on automobility and would have transformed the city radically, as was the case in Stockholm in the postwar period (Emanuel, 2010). In these years of economic recession, Copenhagen grew into being a predominantly residential city: streets were blocked to through traffic and former parking space was transformed into cycle parking and public squares.

Economic recession, oil crisis, Car-Free Sundays and late arrival of subways all played their part in blowing new life into cycling cultures and initiated a revival of cycling. During the 1970s and the 1980s, the bicycle share for transport trips started to grow in The Netherlands and Denmark.

Throughout the 1970s and the 1980s new meanings began to be attached to the bicycle. Anarchists, left-wing and environmental activists began to embed the bicycle in an anti-capitalist, locally oriented culture, and it became a symbol of an alternative society (Horton, 2006). Cycling was increasingly becoming a political manifestation, and was set in opposition to car driving. For example, the membership of the Danish Cycling Foundation (DCF) reached a peak in 1984 and finally became the mass organisation that the Dutch A.N.W.B. had been from its birth.

In The Netherlands, the old alliance between cyclists and car drivers in the cyclists’ union A.N.W.B. was challenged by a new cyclists’ organisation which aptly named itself E.N.W.B., the ‘e’ standing for ‘eerste, echte, enige’, ‘first, real and only’ Dutch Cyclists’ Union. Concomitantly, the bicycle was becoming a lifestyle product with representations of either cultural or health benefits. Postwar cycling activists gave the bicycle new representations, but without harming it as a national and democratic symbol.

Cycling Revitalised – From National Unifier to Virtues for Export

In recent decades, it has become relevant to talk about a renaissance of cycling in Northern Europe – and in many countries all over the Western world. The social movement of the postwar period was the starting point of the renaissance of cycling. The ‘Critical Mass’ movement that emerged in the early 1990s fought for the bicycle’s visibility and acceptance – culturally and spatially – and has played an important role in the renaissance of cycling in some countries (Furness, 2007; Horton, 2006).

In The Netherlands and Denmark, the revival of cycling started earlier and the points of departure were different. First, the population did already cycle and cycling was indeed a visible and acceptable practice. Second, the bicycle remained, despite a period of intense pressure from cars, a central national symbol. But the general renaissance of cycling in the Western World also affects the cycling in both countries.

The symbolic power of the bicycle has continued to evolve over recent decades in The Netherlands and Denmark. During the twentieth century the bicycle grew into a strong national unifier. At present the bicycle remains a national and democratic symbol but new meanings have also been added, such as environmental responsibility and alternative lifestyles. In the 1970s and 1980s, the bicycle had a specific strong symbolic power for certain policy makers and advocacy groups (socialist, liberal, environmentalist) who found the bicycle’s symbolism appropriate for their political goals. It can be argued that the bicycle in this period was less strong as a unifying national symbol as a result of this political polarisation. At the end of the first decade of the twenty-first century, however, almost every Dutch and Danish policy maker, whether environmentally inclined or not, feels comfortable with the symbolism of the bicycle. Arguably the bicycle has become mainstreamed and revitalised as a symbol of national identity and democracy, and apparently politicians apply this symbolism to get at ‘eye level’ with the population.

Throughout the twentieth century, cycling has been an integral part of transport planning at national, regional and local level in The Netherlands and Denmark. In the last half of the twentieth century cycling span off as a transport mode which was allocated separate focus. These planning tendencies appeared in Dutch transport planning back in the 1970s (Stoffers, Oosterhuis, & Cox, 2011) and were fully launched in the 1980s through a national Dutch bicycle policy. A similar trail was followed in Denmark in the 1990s and has accelerated ever since in line with the general renaissance of cycling (e.g. the Dutch Interface for Cycling Expertise Bicycle Partnership Programme and the Cycling Embassy of Denmark). Giving cycling a separate focus for policy and strategic action demonstrates that cycling has been made explicitly politically mainstream. Meanwhile, cycling continues to be a way to enact national identity and personal choice. This was particularly brought into sharp relief when the Dutch Minister of Law insisted on riding his bicycle and rejected security service advice about his personal safety after the so-called ‘9/11’ attack on the World Trade Centre in 2001. In recent years, cycling has also become a national trademark or brand with capacity for export. This explicit and commodifying definition of Danish and Dutch virtues marks a radical shift in the approach to cycling.

The renaissance of cycling around the Western World is taking place in urban environments, and contemporary Dutch and Danish cycling cultures are largely characterised as urban phenomena. Also, bicycle symbolism in The Netherlands and Denmark has changed from being a strong symbol of national identity into much more a symbol of a specific urban lifestyle important in creating urban liveability – a concept that includes sustainable and sociable urban environments offering a rich variety of experiences. Previously, urban environments with unhealthy smoke, dirt and noise did not provide valuable environments, but in the urban landscapes of today, pleasant experiences of proximity, immediacy and sensuality become accessible through cycling (see e.g. the weblog http://copenhagenize.com).

The regard of cycling as an independent strategic political area for development is part of a process that started at the national level in The Netherlands and Denmark and only later spread to the city level. All over Northern Europe city governments now regard cycling as a key contributor to and indicator of high quality urban liveability, which in turn is then expected to attract high-income groups and groups specifically enthusiastic about wholesome urban lifestyles. Here, bicycle symbolisms from the ‘Golden Age’, such as individuality, muscular strength and independency, merge with newer images of flexibility, agility and sustainability. In The Netherlands and Denmark nearly all cities have a cycling policy. City governments brand themselves by using cycling (e.g. Odense: ‘Denmark’s National Cycle City’ and Groningen: ‘Fietsstad Groningen’ – Bicycle city Groningen). Other advocates contribute to this tendency, for example the blogs Amsterdamize and Copenhagenize.

Proliferations of Urban Cycling Sub-Cultures

Evidently Dutch and Danish bicycle cultures have served as inspirations for the renaissance of cycling in general. Acting in the opposite direction, however, contemporary bicycle cultures in The Netherlands and Denmark are also affected by cultural exchange and external inspiration which have occurred as a result of the renaissance of cycling. The quite homogeneous Dutch and Danish cycling cultures are experiencing an unprecedented differentiation and pluralism (see e.g. Borggren & Kåstrup, 2010).

Inspiration and new sub-cultures (e.g. mountain bikes, mail delivery services by bicycle and bicycle taxis) have been imported from other cities. When blended into the Danish and Dutch mass cycling culture, the imported sub-cultures lose their original counter cultural or rebellious nature and become new hybrids of mass and counter cultures and lifestyles (Kåstrup, 2007). That bicycle mail delivery services in Denmark were integrated into ordinary postal delivery services ten years after their arrival demonstrates this process (Knudsen & Krag, 2005).

Besides the import of sub-cultures, exchanges of cycling cultures have led to an evolution of the technology of the bicycle more generally. Old bicycle types and technologies are being rediscovered, and new types of bicycles are being developed. In Denmark the dominant type of bicycle well into the 1970s was a simple model without gears (Kragh, 1999). But today a bicycle is not just a bicycle. It is either a city bike, a mountain bike, a fixie (no gears or freewheel), a granny bike, a Moulton bike, a cargo bike, an electric bike and so on, and each type contains additional sub-types. Indeed the bicycle’s ‘interpretative flexibility’ (Bijker, 1995) is significant.

This flexibility and multiplicity allow the bicycle increasingly to become a lifestyle product. Distinct bicycle types are associated with distinct values and attitudes. Kåstrup’s (2007) analysis of the changing meanings of the Moulton bike across time serves as an illustration.

The way cycling is practised is much more visual and pluralistic than previously. It involves competing identities and multiple interpretations of why one should cycle and how one should cycle. The bicycle type is chosen to suit individual needs, for example for speed, child transportation, sensory interaction with the environment, relaxed and stress-free attitudes and so on. The many novel (and old) bicycle types offer a variety of practices and performances which provide opportunities for new groups of cyclists to take part in the cycling renaissance. The electric bicycle, for instance, offers access to cycling distances which were previously only accessible for the really tough, dedicated cyclist. The electric bicycle has the potential to expand the cycling share of the suburban to urban daily commute in the long run.

Bicycles as a lifestyle product have increased the visibility of contemporary bicycle culture. After a long period dominated by convenient and practically dressed cyclists, current Dutch and Danish cyclists no longer form a visually homogeneous group. In the mid-1990s an event called Businessmen on Bicycles took place in Copenhagen during which well-known public men (politicians, journalists, actors) gathered in a central square and were pictured cycling in suits in order to show that being a cyclist does not prevent arriving well-dressed at work (Metelmann, 1997).

For many years the dominant representative of Danish cycling culture was the blond and blue-eyed stereotypical ‘bicycle girl’. Undoubtedly she continues to be a powerful image (see for example the weblog copenhagencyclechic.com), but she grew out of the time when there was an homogeneous national bicycle culture, and the identity she offers nowadays is less relevant for citizens in an increasingly diverse society. The City of Copenhagen has introduced a new and more inclusive icon for urban cycling, namely ‘I BIKE CPH’ logo which invites all citizens regardless of age, gender, social status and eye colour to take part in the city’s culture of cycling (Kåstrup, 2009). This re-branding of cycling can be read as an attempt to include new groups of people. That the icon furthermore is a paraphrase of New York City’s famous icon ‘I LOVE NY’ emphasises the importance of cultural exchanges present in today’s variety of cycling cultures.

The renaissance of cycling has influenced the bicycle cultures of The Netherlands and Denmark. The national cycling cultures in the two countries are less homogeneous than the narratives about them would suggest. Dutch and Danish people continue to cycle because it is convenient, cheap, flexible and easy and the bicycle is still conceived as a highly functional means of daily transportation, but meanwhile cycling is practiced in more differentiated and visual ways. The narrative of cycling as an intrinsic, democratic, unnoticeable and modest way of enacting national identity only tells part of the story. Contemporary cycling is also expressive, visual and self-confident.

While the narratives of cycling’s importance for the national character nowadays is amplified in The Netherlands and Denmark through branding and political strategies, the very same cycling cultures are increasingly differentiated and volatile as a result of intensified cycling cultural exchanges. Perhaps the national cycling cultures of The Netherlands and Denmark will slowly lose their distinctiveness as the practice of cycling increases in other countries and exchanges of cycling cultures continues. Maybe The Netherlands and Denmark will continue to stand out as inspiring examples of mainstream, democratic cycling, where all age groups, high-income and low-income groups, and males and females maintain the cycling culture.

Throughout the twentieth century the bicycle has been uniformly represented as a national and democratic symbol which included all people within the nationally defined community (Kåstrup, 2007). As in many other countries, today’s cycling is increasingly regarded as an urban phenomenon in The Netherlands and Denmark with bicycle cultures being dominated by urban representations which might indicate that the actual practice of cycling is becoming more urban, and less rural and suburban, in nature. If bicycle policies are unilaterally associated with urban priorities and strategic initiatives the political awareness of cycling in suburban and rural areas may decrease. Bicycle paths need recurrent maintenance to make cycling an easy choice for citizens both inside and outside dense urban areas. As daily cycling is declining outside the dense urban areas in Denmark, political attention and commitment to cycling in non-urban areas becomes more necessary.

CONCLUDING REMARKS AND PERSPECTIVES

In the two parts of this chapter, we have paid particular attention to the users of the bicycle, their organisations and the mixture of male and female, young and old, rich and poor, because these users were the people who actually shaped cycling cultures. At the same time, we have also demonstrated that the bicycle, the machine itself, already has a certain ‘script’ that makes it easy to attach meanings like individuality, independence and strength to it, making the bicycle a perfect ally in emancipation struggles of different kinds: female emancipation, working-class emancipation, and arguably even the environmental movement of today, which implies the liberation of Western societies from oil addiction.

During the ‘Golden Age’, cycling had already diversified in many different ways. There was touring and racing, there was the bicycle as a common means of transport for the working class, and there were different cycling organisations serving different goals. There was differentiation within societies, there was also differentiation between different societies: national cycling cultures emerged which were built on the different ways in which mostly bourgeois cycling organisations had incorporated the bicycle into national narratives. We have shown that well-known ‘cycling nations’ like Denmark and The Netherlands had built their reputation by the time of the interwar period. Important factors in these early developments seem to have included strategic alliances between cyclists and car drivers, the promotion of bicycle touring, and a national narrative of level-headedness and independence in the face of strong and belligerent neighbouring countries. The bicycle maintained the image of a ‘national tool’ in these countries, and the widespread use of the bicycle was interpreted in this national sense. In contrast, in other countries such as Germany, England and France, there was a tendency to view the widespread use of the bicycle as a social phenomenon: the bicycle was regarded as the tool of the working class.

Very little research has been conducted to shed light on the important social and cultural developments in the postwar period, which might turn out to be crucial for understanding why cycling declined and only survived in countries like The Netherlands and Denmark. New studies are emerging and which are uncovering some aspects of the story, but we still need more research in order to draw a better picture of how cycling developed, and the roles that it played. Thus, in this chapter, it has only been possible to outline and discuss tendencies on the basis of a comprehensive historical analysis of cycling’s ‘childhood’.

Two historical parallels seem obvious to draw from these trajectories. First, the revived contemporary national Dutch and Danish cycling cultures are retold and articulated as a genuine national characteristic through policy making. This can be interpreted as an attempt to de-internationalise cycling within these two countries, which seems paradoxical because much of the fuel for the revival of cycling culture results from imported sub-cultures that are a part of international cultural flows. This matches with the way in which North European countries tried to disembed cycling from a British gentleman’s culture in the late nineteenth century in order to integrate cycling into their own respective national narratives. Second, the multiplicity of bicycle types – and sub-types – that is the hallmark of the renaissance of cycling resembles the pluralism of the bicycle types of the past. The variety of contemporary bicycle types may even be more heterogeneous, which underlines the bicycle’s growing position as a distinguishing mark of different lifestyles.

Many commonalities in the historical processes have enabled the maintenance of bicycle cultures in The Netherlands and Denmark throughout the twentieth century. In both countries the topography is flat, the population density is high, distances are short and there are no strong national car industries. These factors are undoubtedly significant, but only partly explain the stronghold of cycling culture. But is it just a question of specificities and certain circumstances that created the strong cycling cultures? Or are there any lessons to be learned from the trajectories of Dutch and Danish cycling cultures?

In both countries, the bicycle is a distinctive democratic and national symbol. This has in particular influenced the extensive touring practice within national boundaries through the twentieth century, and has left its mark on national literature and art. Women as everyday cyclists and the bicycle’s position as an embodiment of nationality have played important roles in the maintenance of cycling culture. Even if the common frame of reference of national territory decreases due to new travel patterns and mobilities, the bicycle is still important to the national community, but it is practiced much more in a specific urban rather than a nation-wide context. Whereas the bicycle has been ousted at large distances by the car, its freedom and flexibility in dense urban spaces remains its competitive advantage.

Lengthy and continuous processes have created space for bicycles through traffic planning and legislation. Cycling issues in The Netherlands and Denmark have been dominated by a strong alliance between car drivers and cyclists that bridged class conflicts and steadily fought for integrating cyclists’ interests into traffic planning. Thus the bicycle remained a visible, accepted and important means of transport even when car traffic began to dominate the roads. Today, cyclists remain an integral element in a relatively safe traffic environment, where car drivers know that they must be aware of cyclists. Many Dutch and Danish cyclists are also car drivers, and most traffic planners are also cyclists. Visionary traffic engineers and urban planners have played important roles in ensuring space for pleasant cycling experiences and cycling has a ‘natural’ place and is not regarded as an ‘irrational’ means of transport. The avoidance of antagonisms between the bicycle and the car is an important explanation of the successful mass cycling cultures in The Netherlands and Denmark. This has certainly enabled cycling to remain an important and necessary means of daily transport and an integral part of politics, economy and culture, shared by all social groupings.

The democratic potential and qualitative aspects of cycling may seem obvious. New knowledge on such aspects has been revealed in recent research amongst the Dutch and Danes (see e.g. Heinen, Maat, & van Wee, 2011; Troelsen, 2004, 2005) which points to the ways cycling joins many qualities that are central to the understanding of a ‘good’ and healthy body, that is exercise, physical training, and the beneficial experiences of the physical environment (Spinney, 2007). Such qualities distinguish cycling significantly from car driving, and cycling is conceived as an important part of daily exercise that is central to overall physical and mental well-being. People cycle because it is easy and convenient, not to make explicit political statements, for example of sustainable transport (see e.g. City of Copenhagen, 2011). This does not mean that the environmental agenda is dismissed, but rather it indicates that there are other evident reasons for cycling, and that environmental responsibility may be regarded as an inherent value and quality of cycling. There is little social and lifestyle polarisation in cycling nations like The Netherlands and Denmark, and citizens who rarely cycle report reasons as laziness along with being too busy and the time–space complexity of everyday lives (e.g. with small children).

How could a society move from critical mass to mass movement? Is it possible to create more space for bicycles beyond revolutionary actions? The Dutch and Danish narratives show that much of the success depends on geographical specificity but also that certain strong bicycle cultures are the product of persistent social, economic and political struggle for the bicycle and cycling’s place in society. This is important to keep in mind at present. Constructing bicycle path networks will in themselves not necessarily make cycling grow steadily. A possible way forward is through cultural mainstreaming as Horton and Salkeld (2006) point to. The multi-cultural character of nation states in the twenty-first century needs to be addressed by an inclusive and pluralistic oriented bicycle culture. Indeed, there is also a growing need for flexible inclusion in the national cycling community in The Netherlands and Denmark.

Good cycling conditions need hardworking advocates and a constant vigilance in planning contexts. Even in professional planning departments where all traffic engineers, urban planners and other groups of employees are cyclists themselves, as for example in City of Copenhagen, there are continuously battles to be fought on how to prioritise cars, bicycles, aesthetics and so on, and co-thinking, collaboration and coordination of efforts are crucial to the outcome.

The strong bicycle cultures in The Netherlands and Denmark are contributing to sustainable urban behaviours. They can serve as inspiration for sustainable transition and transformation to a future with scarce energy resources and climate change. Global challenges like climate change and obesity give cycling increased attention amongst the population and politicians, and this generates increased investment in cycling. It will possibly harm cultural mainstreaming if the qualitative aspects of cycling are overpowered by the more politicised ones and if, for instance, climate issues take over the bicycle’s symbolism and narrow the cultural potential for bicycle promotion.

The current challenges of future energy supply together with the renaissance of cycling create a momentum that enables enthusiasm for cycling to spread. Just as the oil crisis and Car-Free Sundays coincided with social movements in the 1970s which blew new life into the cycling cultures in The Netherlands and Denmark, possibly today’s renaissance of cycling’s potential exists in the momentum which energy resources and climate change issues create, and which require more sustainable behavioural patterns.
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