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1 Introduction
As a part of its public diplomacy the Embassy of the Royal Kingdom of the Netherlands
in Bern, Switzerland, commissioned the Dutch Cycling Embassy to conduct a so called
'ThinkBike workshop' in the cites of Bern and Basel on 2 and 3 September 2013.
The idea of a ThinkBike workshop is that Dutch experts will discuss a local cyclingrelated problem with local experts and other stakeholders of cycling. The confrontation
of local and Dutch approaches of the local problems at hand will generate new
perceptions and potential solutions that may not have been seriously considered
before.
The programme includes a presentation about the cycling culture and related cyclinginclusive policy development in the Netherlands, an explanation of the local cycling
policies and interactive working sessions to discuss selected local problems. The
workshop will be concluded with a presentation of the generated proposals for the
solution of the local problems. Preferably this final session is open to a larger
audience.
As a preparation for the workshop the Dutch Cycling Embassy consulted the
counterparts of the cities of Bern and Basel about the problems to be discussed in
each city and the set up and the detailed programme of the workshops. The team of
experts of the Dutch Cycling Embassy consisted out of Tom Godefrooij, senior policy
advisor at the Dutch Cycling Embassy, and André Botermans, urban planner at the
City of Houten. In the City of Bern the Dutch team was complemented by Natasja
Boekel of 'Jan Kuipers Nunspeet' and Michel Middendorp of 'Velopa', representing the
Dutch bicycle parking industry.

2 Bern
1.1 Programme
In consultation with the cycling officers of the City of Bern the set up of the programme
was slightly different from the usual ThinkBike format: In the morning the Dutch experts
joined the Bern cycling officers Roland Pfeiffer and Judith Albers for a site visit on
bicycle to observe some of the problematic sites for cycling in Bern. The site visit was
joined by mrs. Aida Tunovic, advisor of the Embassy of the Kingdom of the
Netherlands in Berlin, Germany of behalf of the Dutch Ministry for Infrastructure and
Environment. Subsequently this core team discussed the type of solutions that would
be feasible.
The afternoon session was a session for a number of invited stakeholders with the
following programme:
14:00 – 15:10 Part 1: “Information from the orange cycling country”
Presentations:
How Dutch cities support cycling
Building a main cycle route network
Bicycle parking
Questions and Discussions
15:10 – 15:30 Coffee break
15:30 – 17:00 Part 2: Presentation and discussion
Presentation of the suggested solutions (sketches, drawings and ideas
of our morning session) about 2 sites that were discussed by the core
team in the morning, followed by questions and discussion.

2.2 Site visit observations
Access to Velo Station at Bahnhof Platz

First issue was the design of the access
route to the 'Velo station' (guarded bicycle
parking) at Bern Central Station. The
location of the Velo Station at the left hand
side of the main entrance is not well
served by the existing access road to the
station. The design of the station square
consists out of a 'loop' to the right of
motorised traffic. Where motorists have to
make a right turn cyclists have to make a

left turn to get access to the Velo Station. There is a painted indication where they can
position themselves to wait for the right moment to cross the street, but there is no
clear indication for motorists where they can expect crossing cyclists. It would be
logical if cyclists where offered a two directional cycle track across Bahnhof Platz at
the left hand side of the road for motorised traffic. This would be more clear and much
safer for all road users at Bahnhof Platz.
Sulgeneckstrasse

The second issue was the question how to redesign Sulgeneckstrasse in order to allow
cycling in two directions. The first thing observed was that the legal way to cycle to
Sulgeneckstrasse was 4 times as long as the shortest possibility (because of one way
streets and forbidden manoeuvres). In such a situation it is very likely that a large
proportion of the cyclists will violate the formal traffic rules and opt for the shortest and
most logical route.
For cyclists coming from the Bundesgasse and heading for Freibad Marzili and other
destinations in the area Sulgeneckstrasse could be a very attractive short cut if contra
flow cycling would be permitted. The width of Sulgeneckstrasse is sufficient to provide
a contra flow cycling facility, be it at the cost of the left turn pocket at the intersection
with Bundesgasse / Effingerstrasse and similarly the entrance pocket to a parking
garage about 200 m before the intersection. Given the low volumes of motor traffic
these turning pockets aren't really needed. The Dutch experts recommended to at
least create a physical segregation between the contra flow facility and the car lane at
the entrance of the facility at the intersection, and at the location where
Sulgeneckstrasse has a curve and where car drivers could be tempted to take the
inner curve thus endangering the contra flow cyclists.
Helvetiaplatz

The problem discussed at
Helvetiaplatz was the combination of
the cycling route and a tram stop at
the exit of the bridge across the Aare
River. The space for a proper
alignment of a continuation of cycle
lane on the bridge is limited by a
monument (Denkmal) at the point
where Helvetiaplatz merges with the
Thunstrasse. At the same corner
there is the entrance of a museum.
The sidewalk has a width of about 6.5

m, but at the tram stop there are some large trees at about 1,5 m of the curb. In fact
this means that the effective width of the sidewalk behind the tree is less than 4 m.
The current situation is that cyclists coming from the bridge are suggested to enter the
sidewalk by the presence of some bicycle logos. This 'solution' is very poor: it is bad
service to both cyclists and pedestrians.
When looking better solutions then we have to cope with the physical restrictions of the
situation. Ideally one would like to have a bicycle track at the curb side of the trees and
a small platform between bicycle track and carriageway to allow passengers to embark
the tram. Pedestrians would have to cross the cycle track, but this works fine in many
Dutch cities. Also in Vienna this solution is applied. But to do this properly one should
move the tram tracks more to the centre line of the street.
Another solution is a 'mixed' profile where cars, cyclists and trams are using the same
carriageway at low speed. Although Thunstrasse cannot be closed completely for car
traffic, there are enough possibilities to keep the volumes low by diverting the larger
car streams to arterials more to the east of city. A disadvantage of this solution is that
cyclists still have to deal with the tram tracks that potentially can be a cause of falls.
Apart from the continuation of the bicycle connection towards Thunstrasse there is also
the wish to introduce a contra flow facility in the Marienstrasse. This would require a
crossing facility at Helvetiaplatz for cyclists coming from the bridge. The suggestion of
the Dutch experts was to move the turning point for cars coming from Marienstrasse
towards the Thunstrasse a bit more towards the bridge and to make a cycle crossing
across the Thusstrasse just before the monument. There is some room to allow
cyclists to position themselves to overview the situation and then to cross safely.
Burgernziel

Burgernziel was presented to the
Dutch experts as the worst
roundabout of Switzerland. And
indeed, we can imagine that none
of the categories of road users will
be very satisfied with the current
situation. For cyclists the situation
is very complex and difficult. In fact
the whole situation is a bit
ambiguous as Burgerenziel at first
sight looks like a roundabout, but
trams are using this square in a
totally different way. The most

radical solution for this ambiguity would be to make a two level solution in which the
trams will cross Burgernziel underneath or above street level. This would allow to
organise the roundabout in accordance with its function: as a means to organise traffic
flows in all directions by more simple manoeuvres at lower speeds. Such a drastic
approach would also allow to guide cyclists more safely across Burgernziel.
It should be noted that the Dutch experts haven't made an in depth analysis of all traffic
flows on Burgernziel, and that the complexity of the situation would require much more
time to generate a well founded solution. E.g. also a traffic light regulated intersection
could be an option. The question cannot immediately be answered whether the costs
of a two level solution as suggested for closer consideration would be disproportional
in relation to the problem to be solved. But a good solution for this complex situation
will not be cheap anyway, even more so because of the variety of road users that have
an interest in an improvement of this site.
2.3 Afternoon session
In the afternoon the Dutch experts made three presentations in accordance to the
programme. The session was moderated by mrs Ursula Wyss, director of the
department of civil engineering, traffic and parks of the City of Bern.
Tom Godefrooij showed how the city of 's-Hertogenbosch in the Netherlands has been
supporting cycling over the last 8 years and succeeded to win the title 'Cycle city 2011'
by an integrated approach, embedded in an overall vision for the city. The coordination of the main network for motor traffic and the bicycle route network was an
important element of the strategy. The city of 's-Hertogenbosch was chosen as an
example as it has a similar size as Bern.
Then André Botermans explained the principles of a dedicated network of cycling
connections, using the example of the city of Houten. Again the co-ordination of the car
accessibility and the bicycle route network was presented as an important issue to be
taken into account in all stages of the planning process.
Finally Natasja Boekel and Michel Middendorp, representing the Dutch bicycle parking
industry, gave an introduction on the various aspects of an integrated bicycle parking
policy.
After the presentations and the coffee break Tom Godefrooij presented his
observations of the site visit in the morning, and the suggestions for improvement as
described in paragraph 2.2. This resulted in a lively discussion about possibilities and
limitations. Obviously approaches and priorities in the Netherlands are more flexible
than in Bern where priority for the tram system seems almost absolute. In the
conversation the Dutch experts presented the concept of 'the optimal mix': that means

a contextual weighing of the importance of the different modes of transport resulting in
differentiated priorities based on type of trip and type of (urban or rural) environment.
The feed back of a number of attendees revealed that they considered this
conversation as an incentive for rethinking some of the existing 'decision routines' in
Bern.
2.4 Press conference
After the workshop there was a press conference for the local press moderated by
communications director of the city of Bern Walter Langenegger. Bern officials
Ursula Wyss, Director TVS and Hugo Staub, head of traffic planning in Bern
gave their view on the usefulness of the input of the Dutch expertise for bern
and their conclusions of the workshop. Erik H.W. van den Akker of the Embassy
of the Royal Kingdom of the Netherlands explained why his embassy wanted to
sponsor the ThinkBike workshops in Bern and Basel. Then Tom Godefrooij gave
his first impressions and observations of the cycling climate in the City of Bern.
Articles resulting from this press conference in the Berner Zeitung and Der Bund
can be read at: http://www.bernerzeitung.ch/region/bern/Veloland-Holland-inspiriertVelostadt-Bern/story/20787309 and http://www.derbund.ch/bern/stadt/Ein-radikalerBlick-aus-Holland-auf-Berns-Velowege/story/14868116.
2.5 Reception at the residence of the Netherlands Ambassador
The day was concluded with a reception at the residence of the Ambassador of the
Netherlands in Switzerland mr. Bart Twaalfhoven. After an introduction by the
ambassador about cycling as an integral part of the Dutch culture Tom Godefrooij
made a short presentation about the significance of cycling as a mode of transport in
the Netherlands. Afterwards Michel Middendorp shortly introduced the Dutch bicycle
parking industry and Sjoerd van Rooijen, importer of Dutch bicycles in Switzerland,
presented an overview of special types of transportation bicycles for the transportation
of children.

3 Basel
3.1 Programme
The City of Basel and the Dutch Cycling Embassy drafted the following programme for
the workshop:
08.15 h
Arrival workshop participants
08.30 h
Welcome by host
08.35 h
Introduction of Dutch experts and workshop format
08.45 h
Presentation Dutch cycling policies
(overview: infrastructure, safety, communication)

09.45 h
10.00 h
10.15 h
11:15 h
12.15 h
13.45 h
14.45 h
15.00 h
16.00 h
17.00 h

Coffee break
Introduction of study areas in Basel for the 2 teams
Start working in 2 groups
Short site visit to the study areas
Lunch break
Continuation of group work
Coffee break
Continuation of groups, preparation of group reports
Presentation of results and discussions
Closing of the workshop

This programme was executed accordingly. After the presentation about the Dutch
cycling policies two study areas were introduced: 'Bachgraben' and 'Denkmal'. These
study areas were observed and analysed by two groups that worked in parallel. At the
end of the day both groups shared the results of their deliberations. The paragraphs
below are giving a summary of the work of both groups.
3.2 Bachgraben
The Bachgraben team had 7 participants and was moderated by André Botermans.
The issue to be discussed in this group is part of a large design project for new
infrastructure around a complex transport node including a new bus station and a park
and ride facility along a main bicycle route. At the bus station both local and
international bus lines (from France) come together, so there is a lot of transfer

movements of passengers/travellers ont their way to their jobs somewhere in Basel. As
the project already has been elaborated in detailed designs one could say that this
workshop was a critical review of the design made so far.
In the vicinity of the bus station there is a large municipal open air swimming pool and
recreational area called 'Gartenbad Bachgraben'. Occasionally, on hot summer days,
the swimming pool will attract up to 7000 visitors, and it is intended that in the near
future a larger proportion of these visitors will come by bicycle. Remarkably the
recreational and swimming pool area is not included in the terms of reference of the
project, suggestion the assumption that the (bicycle) parking situation can be solved
easily afterwards after implementation of the bus station project.
A part of the existing parking area (almost 7000 m2) is being used for a housing
project. Thus 200 public parking spaces will disappear, and it is expected that this wil
disturb the existing parking situation. For the future residents of new housing project
parking will be supplied within the project. It is also important to note that the city of
Basel has plans to introduce paid parking (blue zone) for the entire city so as to
discourage the use of private cars.
The workshop participants have formulated the following problems in the area:
The connection between the cycling facilities on two very different cross sections of
roads going in different directions:
A physically segregated cycle path for two directions to the south-east
(Allschwill, Kanton Basel-Landschaft);
Painted bicycle lanes on the main carriageway to the north-west into the city of
Basel.
The alignment of the cycling route accros the transport node.
The crossing situation for visitors of the swimming pool from the planned bicycle
parking area to the swimming pool at the other side of the road.
Lack of space for bicycle parking at the entrance area of the swimming pool.
The envisaged new Badweglein main cycling route and its connection with the
swimming pool entrance area have not been designed yet.
After a site visit on bicycle and further explanation of the existing plans by Carsten
Fiedler the team focussed on the bicycle issues. As the plan is in a rather advanced
stage of planning the First impression was that many decisions have already been
taken and cannot be changed easily. Nevertheless the team made an in depths
analysis of the plan and discussed the quality of the existing designs.

Priority of cyclists in relation to cars and buses

In Basel (and more general in Switzerland) priority for cyclists in relation to cars and
buses has never been even considered. Some persons claimed that priority for cyclists
was against the law, but upon further continuation of asking the legal impediment for
cyclists' priority appeared to be less clear than suggested. It is rather a matter of
common practice and culture than a legal impossibility. In the Netherlands road and
intersection design with priority for cyclists is no longer an exception. Also in the
technical elaboration the routing for cyclists is designed in a way that the cyclists
movements arre safe and clearly visible. E.g. by raising the cyclists' crossing by way of
creating a road hump or a plateau for motor traffic..
At some point of the discussion the team decided that the goal for this workshop
should be the improvement of the through cycling route (i.e. improving the coherence)
and to use the road surface texture as a means to o that, more specifically at the cycle
crossings in the plan.
The current design has two and a half (?) cycle crossings, and the question was asked
whether it wouldn't be better and more safe to have only one. An obvious improvement
of the cycle crossing would be to apply a clear road marking: white 'blocks' (squares of
50x50 cm). And in order to give priority to the cyclists the application of 'shark teeth's'
as they are called in the Netherlands (white triangles). The latter suggestion of the
Dutch expert was beyond what was considered acceptable for most of the team
members, but they clearly have started to consider the idea. The same is true for the
application of coloured asphalt for the cycle crossing. (It should be mentioned though
that it is planned to apply a coloured road surface for the two-directional cycle track to
Allschwil.)
Bicycle parking at the entrance area of the swimming pool

The next issue discussed by the Bachgraben team was the bicycle parking situation at
the entrance area of the swimming pool (see photo).

After some discussion the team decided that the main problemn to be solved was the
dangerous cycle crossing for visitors of the swimming pool arriving by bicycle, and
more specifically the children amongst them. Thereupon the number of bicycle parking
places fails to meet the demand at peak days. As a consequence people will park
there bicycle also at the other side of the road resulting in many additional cyclists and
pedestrians crossing. These 'in principle unnecessary' and thus undesirable crossings
could be prevented if enough spaces could be created at the swimming pool side of
the road. The idea of a pedestrian bridge across the road was rejected as the general
experience is that such bridges are poorly being used. The conclusion was that
additional room has to be created to create enough bicycle parking spaces. The team
came up with two useful proposals:
The first proposal was to drastically modify the total design by shifting the road axis
to the north, thus creating additional room for at least 200 addition bicycle parking
spaces. This would be at the cost of some car parking spaces, but any solution will
have its price. An additional advantage of this solution would be that by shifting the
road axis motor traffic will have to slow down when approaching the crossing area.
The second idea was to start up a process aiming at the provision of bicycle
parking within the property of the swimming pool recreational area. As this is a
municipal swimming pool with a rather spacious lay out the team considered this a
likely sugestion. These bicycle parking places would be exclusively for visitors of
the swimming pool and can easily be guarded against theft.
Conclusion

The workshop was a good opportunity for a critical reflection of the Swiss approach of
cycling policies. There was good participation of the team members and they seemed
to experience the workshop as useful. Upon that the team produced a few proposals
that are worthwhile for further consideration. It should also be noted that the time
available was rather tight in relation to the complexity of the problem.
3.3 Denkmal
The Denkmal team had also 7 participants and was moderated by Tom Godefrooij.
The focus of this workshop was on the design of a complicated intersection where
St. Jakobsstrasse , Sevogelstrasse and Münchensteinerstrasse come together. The
intersection has a monument (Denkmal) at one side, hence the name of the
assignment for this team. The challenge is to improve cycling connections across this
intersection in all directions.

Currently the St.Jakobstrasse
south-west of the intersection
is a one way street in the
direction of the city centre, and
the intention is to provide a
contra flow facility for cycling
so as to make the
St.Jakobstrasse a twodirectional cycle route over its
full length. The first challenge
is to make a continuous and
safe connection in the southwest direction across the
intersection. The
Münchensteinerstrasse is also
a one way street (direction south) for which a contra flow cycling facility is being
considered. Complicating factors at the intersection are the location of a tramstop
immediately north-east of the intersection, the legal requirements to allow disable
people to embark and disembark the tram and the entering of Sevogelstrasse at the
intersection. Although Sevogelstrasse in principal has no arterial function in the road
network of Basel, it is a so called 'special transport' route for exceptional large freight
transport. Traffic volumes at St.Jakobstrasse (13800 mvu/d) and
Münchensteinerstrasse (15000 mvu/d) classify these streets as 'additional urban
arterials'.
The Denkmal team first made a site visit to get a good impression of the intersection
and the surrounding area, including the spatial limitations for the solution.
Analysis

The team started analysing the situation and the assignment. The challenges at the
intersection are:
To make a cycling connecting from the north-east part of St. Jakobstrasse to the
south-west part.
To make a cycling connection from the Münchensteinerstrasse to the nort-east part
of the St.Jakobstrasse.
To find the right space for a contra flow facility on the Münchensteinerstrasse.
In doing so the following conditions have to be taken into account:

The tram stop has to be move a little in the north-east direction so as to make sure
that the platform for (dis-)embarking the tram has no curve anymore. (This
condition follows from the regulations with regard to the accessibility of the tram for
disabled people.)
The spatial limitations of the site have to be respected.
The next step was to look at the conflicts for each crossing movement.
Cyclists that continue their trip towards the south-west part of St.Jakobstrasse have
to cross the flows of cars coming from both parts of the St.Jakobstrasse into the
Münchensteinerstrasse and the 2 tram tracks. There are two options to do this: at a
spot where all 3 flows can be crossed or in 2 or 3 steps via the island of the tram
platform.
Cyclists coming from the Münchenmsteinerstrasse in the nort-east direction have
to cross the flow of cars coming from the south-west part of St.Jakobstrasse into
the Münchenmsteinerstrasse. Whether they also have to cross the tram tracks is
depending from the choice of the position of the contra flow facility facility along
Münchenmsteinerstrasse. If this facility is at the west side of the tram track we
avoid the need of crossing the tram tracks for these cyclists.
Cyclists following St.Jakobstrasse in the north-east direction have only to cross the
traffic coming from Sevogelstrasse. It was noted that the plan to change
Sevogelstrasse into a 30 km/h street is contradictory to its function as route for
special transport. The connection with the intersection would be much more clear if
this street could be designed as a genuine 30 km/h street. The recommendation in
this respect is to revisit the network analysis of the entire road network in this part
of Basel to explore whether the 'special transport' function is really needed for
Sevogelstrasse.
The complexity of the crossing is also influenced by the design of the cross section of
St.Jakobstrasse north-east. Basically the team distinguished two options:
Within the current lay out of St.Jakobstrasse the cars are separated from the tram.
The car lane is just wide enough to divide it into one car lane and a cycle lane.
The other option is to merge the cars and the trams. This would allow to broaden
the platform at the tram stop according to the requirements for disabled people and
create room for a physically segregated bicycle track at both sides.
Designs and their pro's and cons

On the basis of the above analysis the team was divided into two sub-teams that each
made a design for the intersection, one based on the option of a combined car and

bicycle carriageway and exclusive tram tracks, the other based on the option of a
combined tram and car carriageway with segregated bicycle tracks.

Afterwards the two designs
were compared on a number
of criteria, such as the cyclists'
safety, directness, coherence,
flow of trams, the quality of
pedestrian routes to the tram
platform, and the costs
involved.
The conclusion of this comparison was that both designs would be an improvement of
the current situation. Overall the team agreed that the second option based on the
combined car and tram lane with segregated cycling tracks. The team members were
confident that they can explain that this option is not in conflict with the general priority
status of the tram system in Basel. Admittedly the costs of this options are a bit higher
because of the need to reconstruct the St.Jakobstrasse in accordance with the
proposed cross section design. But costs have to be made anyway because of the
necessary movement of the tram stop in the north-east direction.
Conclusion

The team made a rather integral analysis of the situation and explored the different
options. The surprising outcome was that the option that at first sight was considered
with skepticism and the end appeared to be the preferred option of the entire team.

