











In addition to the standard moped, a light-weight version, the low-speed
moped (in Dutch: snorfiets), is also in use in the Netherlands. At about the
same time that moped riders were obliged to start wearing helmets, the low-
speed moped was introduced: a vehicle which could travel at 25 km/hr (now
increased to 30 km/hr), with no obligation to wear a helmet. Here, too, a
minimum age of 16 years applies and no driving instruction is necessary.

The number of mopeds on Dutch roads has dropped dramatically. While in
the early 1970s, over 300,000 new mopeds were sold annually and the total number
of vehicles on the road nationwide was estimated at 1.9 million, sales hardly
exceeded 40,000 in 1990 and the total number of vehicles had dropped to almost
500,000 (RAI, 1991). However, the drop in the number of mopeds has been compen-
sated by the increased sale of low-speed mopeds in recent years. In 1985, the
sale of low-speed mopeds was less that 5000, while this had escalated to 30,000
by 1990. Almost 90% of mopeds sold in 1990 were automatic models. This propor-
tion was only 70% in 1986. The drop in the number of mopeds was associated with
a drop in the number of kilometres travelled by mopeds: this figure halved over
10 years, from 3.5 to 1.5 thousand million kilometres. The share in the overall
mobility is less than 1%, although here, too, there seems to be no furfurther
drop.

The majority of moped kilometres are covered by young people under twenty
years of age. In recent years, the proportion of kilometres covered by 16 to 19
year olds fluctuated between 60-65%. Although exact figures are lacking in this
regard, a significant proportion of mopeds and low-speed mopeds is ’'souped up’,
so that they drive considerably faster than the permitted legal limit.

ACCIDENTS WITH MOPEDS

The majority of traffic accidents results in materlal damage only, while
just a small proportion leads to physical injury. The road safety policy in the
Netherlands devotes most attention to accidents that have a serious outcome.
For example, the Dutch government has formulated its policy task as follows:
25% fewer road casualties in 2000. There is another practical reason why atten-
tion should be devoted to injury accidents, rather than to accidents involving
material damage only: the registration of accidents.

A number of sources can be consulted in the Netherlands to describe road
accidents. Of course, the most obvious is the registration of accidents by the
police. This is the most important source, even if it is acknowledged that the
realisation is far from perfect. It seems that the quality of police registra-
tion drops as the outcome of an accident becomes less serious. It is unclear to
what extent police registration leads to over or under representation of certain
types of accident. In general, it is safer to restrict oneself to the use of
(registered) accidents with a serious outcome (death or hospital admission) when
conducting research and in matters of policy.

However, this forced choice means that as a result, road hazard is not
fully charted. This is also shown by an estimation of the social costs resulting
from road accidents. A study using data from 1983 (McKinsey, 1985) indicated
that road accidents result in damages of almost 6 thousand million guilders
annually.




































