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CONSIDERATION 

IntroductIon

This report is the result of a thematic study on road traffic accidents involving agricultural vehicles 
as well as construction vehicles referred to as agricultural and construction vehicles throughout this 
report. These include agricultural tractors, self-propelled agricultural equipment (such as combine 
harvesters) and self-propelled construction equipment (such as excavators and wheeled loading 
shovels). The Safety Board has investigated accidents in which the casualties were not the drivers 
of the agricultural and construction vehicles but the crash opponent. The consideration contains a 
summary of the report’s main findings and the Safety Board’s position. 

reason for the InvestIgatIon

Road safety in the Netherlands has improved significantly in the last twenty years. The annual number 
of fatalities and hospital admissions resulting from road traffic accidents has declined by over 30% 
since 1990. However, this does not apply to the road safety of agricultural and construction vehicles. 
The number of seriously injured casualties in reported accidents involving agricultural vehicles on 
public roads has remained stable at an annual average of 16 fatalities and 100 casualties admitted 
to hospital. The number of casualties of accidents involving construction vehicles on public roads is 
unknown because this vehicle category is not reported separately. In almost 90% of the accidents 
involving agricultural and construction vehicles, the casualties involved the crash opponent, who 
often are motorists or cyclists. 

In 2008 the Dutch Safety Board received warnings about the safety or unsafety of agricultural and 
construction vehicles driving on public roads. One of the warnings came from the Hollands Midden 
police force. Police representatives presented a large number of examples of serious accidents in 
their area and vehicle shortcomings. They stated that enforcement of the regulations was definitely 
aggravated by the inadequate regulations, compared to other road traffic. 

To obtain a better picture of the issues, the Safety Board organised a meeting of experts to discuss 
accidents involving agricultural and construction traffic, to which representatives from the various 
parties involved contributed. The relative unsafety of agricultural and construction vehicles was 
endorsed during the meeting. However, it emerged that no clear view exists of the underlying causes 
and potential solutions. From an initial analysis conducted by the Safety Board of five accidents 
involving agricultural and construction vehicles, five different factors indicating possible structural 
safety shortcomings were identified. This prompted the Safety Board to institute an investigation 
into road traffic accidents involving agricultural and construction vehicles.

PurPose and key questIon

The Safety Board independently investigates the causes or probable causes of incidents and the 
extent of their consequences. The purpose of a Dutch Safety Board investigation is to prevent 
future incidents and/or to limit the consequences thereof.

The purpose of this investigation is to find out whether agricultural and construction vehicles driven 
on public roads have structural safety shortcomings1 and if so, what parties would be able to exert 
influence on this. 

1  A structural safety shortcoming is a shortcoming that: a) can occur in multiple incidents; b) can be 
considered as a shortcoming that could negatively affect safety in the future; c) is specific to an 
organisation or system rather than specific to an individual or the procedure at a particular place or time.
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The key question in this investigation is:
What factors influence the occurrence and the severity of the outcome of road traffic accidents 
involving agricultural and construction vehicles and which parties involved have contributed to this?

accIdent factors

The Safety Board analysed 112 accidents:
• five accidents that occurred in 2008 were analysed to a limited extent (based solely on the 

police report);
• six accidents that occurred in the period September 2009 to February 2010 were extensively 

analysed (police reports and supplementary police information, interviews with the drivers and 
employer involved and a location visit).

The analysis has brought various factors to light that have played a part in the occurrence of the 
accident and have influenced the severity of the accident outcome. The accident factors identified 
during the investigation relate to the agricultural and construction vehicle, the driver of the relevant 
vehicle, the driver’s employer, where applicable, and the infrastructure. Further analysis of these 
accident factors excludes the factors related to the other road users involved in the accidents. It 
was examined whether the accident factors identified are also visible in statistics based on reported 
road traffic accidents published by the Ministry of Transport, Public Works and Water Management. 
Furthermore, the Safety Board analysed 73 police reports on fatal accidents involving agricultural 
and construction vehicles during the period 2004-2009.

Vehicle safety
From the accidents investigated it has emerged that a number of features specific to agricultural 
and construction vehicles play a part in the occurrence of the accident and/or severity of the 
accident outcome. These features are as follows:
• The view of agricultural and construction vehicle drivers. In three accidents, the view of 

agricultural and construction vehicle drivers was inadequate to enable safe driving on public 
roads. This concerns large areas of the field of vision that were obstructed by parts of the 
vehicle, implements or load; 

• The recognisability of agricultural and construction vehicles when it is dark. As a result of 
the position of the lights on agricultural and construction vehicles, particularly on agricultural 
tractors, these vehicles are barely recognisable to other road users. This is because the dipped 
headlights on an agricultural tractor are close together and the dipped headlights outshine 
the wide-beam lights (side lights). As a consequence, motorists do not see a wide agricultural 
tractor approaching in time and have to swerve out of its way;

• The permissible and actual width of the agricultural and construction vehicle in relation to the 
width of the road. Agricultural and construction vehicles have a permissible width of three 
metres (3.50 metres wide if an exemption is granted). Some in fact have these dimensions. 
Particularly when travelling on 60km/h roads (rural roads) and on 30km/h roads (local roads 
urban areas) agricultural and construction vehicles having these dimensions cannot pass other 
traffic safely; 

• The crash aggressivity of agricultural and construction vehicles with respect to other road 
users. Crash aggressivity is caused by the relatively large mass, stiffness and incompatible 
design of the agricultural and construction vehicle in relation to other vehicles or road users. An 
incompatible design refers to the fact that the design of agricultural and construction vehicles, 
as opposed to passenger cars or lorries, is not geared to a potential collision with other vehicle 
types, cyclists or pedestrians. The bumper height of agricultural and construction vehicles 
deviates from that of other vehicles and there is no side underrun protection. This increases 
crash aggressivity.

2 The Safety Board initially analysed 12 accidents. One of the accidents that was partially analysed was 
withdrawn from the analysis because the factual material was insufficiently clear.
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Drivers
A substantial number of the agricultural and construction vehicle drivers who were involved in 
the accidents investigated, are insufficiently aware of the risks involved in driving agricultural and 
construction vehicles on public roads and do not adapt their driving behaviour to suit the risks of the 
vehicle. In the accidents investigated, this has emerged in the following ways:
• Agricultural and construction vehicle drivers expect other road users to take the limitations of 

these vehicles into account, such as a longer braking distance or restricted visibility;
• Agricultural and construction vehicle drivers often drive at higher speeds than the maximum 

applicable speed of 25km/h. This is a safety risk. Travelling at higher speed means that there 
will be less time to respond and prevent an accident. In addition, accidents occurring as a 
result of travelling at higher speeds have a more serious outcome. Moreover, not all agricultural 
and construction vehicles have been built to drive faster than 25km/h and this affects braking 
capacity and vehicle stability;

• Agricultural and construction vehicles are also used for journeys where such vehicles need not 
be used (such as private use, transporting passengers and goods); 

• Drivers drive agricultural and construction vehicles on public roads without removing or 
protectively covering the equipment beforehand. Not only can the presence of equipment 
without any protective covering exacerbate the accident outcome but if the equipment restricts 
the driver’s view, may also cause an accident.

Infrastructure
A number of the accidents investigated have shown that the design of the road can play a part in 
the occurrence and the severity of the outcome of accidents involving agricultural and construction 
vehicles.
• Particularly on through-roads where people drive at high speeds (the 80km/h roads), the lack 

of infrastructural measures (such as a dual carriageway and left turn-off lanes), may lead to 
collisions. Agricultural and construction vehicles are permitted to drive on an increasing number 
of these roads. On account of their crash aggressivity, collisions involving these vehicles may 
have a serious outcome;

• As stated under Vehicle Safety above, a problem occurring particularly on 60km/h roads 
(rural roads) and on 30km/h roads (local roads in urban areas) is that the permissible width of 
agricultural and construction vehicles makes it impossible to pass other traffic safely on these 
roads. 

dutch regulatIons In an InternatIonal context

In the Netherlands relatively few regulations have been laid down by law for agricultural and 
construction vehicles in terms of driving licences, registration numbers and vehicle dimensions. A 
comparison between the traffic regulations governing agricultural and construction vehicles in the 
Netherlands and a number of other European countries3, has revealed the following:
• Among all these countries the Netherlands is the only country where agricultural and construction 

vehicle drivers do not require a driving licence to drive these vehicles on public roads;
• In most countries all or some of the agricultural and construction vehicles are required to be 

registered and hold a registration number to be permitted to travel on public roads;
• In most other countries the maximum permissible width of agricultural and construction 

vehicles is 2.55 metres or less, whereas in the Netherlands this is three metres (and 3.5 metres 
if an exemption is granted). 

3 The full list is included in table 7 of this report. The following countries are included in the comparison: 
the Netherlands, France, Belgium, Portugal, Sweden, Germany, Denmark, United Kingdom, Poland, 
Slovakia and Italy. This comparison uses surveys conducted by the European Organisation of Agricultural 
and Rural Contractors (CEETTAR) and the Association of European Driver and Vehicle Registration 
Authorities (EReg).
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resPonsIble PartIes

The Safety Board has investigated which parties are responsible for and are involved in the road 
safety of agricultural and construction vehicles. In addition, it was analysed in what way the 
responsible parties contributed or could have contributed to the occurrence of the various accident 
factors, or to reducing these. The main parties and their responsibilities are set out below:
• The Minister of Transport, Public Works and Water Management4 is responsible for developing 

laws and regulations governing road traffic. This also includes regulations governing vehicle 
safety, driver qualifications and the monitoring thereof;

• The police are responsible for the enforcement of punishable acts by virtue of the traffic 
regulations;

• The Minister of Social Affairs and Employment is responsible for working conditions legislation 
and for monitoring compliance thereof by the Health and Safety Inspectorate;

• Employers and business owners are responsible for the health and safety of their staff, and 
as the vehicle owner, for the safety of all their vehicles5. In addition, pursuant to the Working 
Conditions Act6 they are required to take adequate measures to prevent the activities of their 
staff from endangering the health or safety of third parties. However, in day-to-day practice it 
was found that it is not sufficiently clear how employers should fulfil their responsibility towards 
third parties. This contrasts with the responsibility of employers for their own staff;

• Agricultural and construction vehicle drivers are bound by few rules: the vehicles do not need 
a registration number, nor are they required to undergo inspection and they are permitted to 
be driven by 16-year-olds who do not possess a driving licence. As a result, it is not sufficiently 
clear to drivers how they should fulfil the responsibility they carry - just as all other road users 
– for not endangering other road users when driving on the road.

Minister of Transport, Public Works and Water Management 
Agricultural and construction vehicles are becoming larger and heavier, their use on public roads 
is increasing but, as opposed to other vehicles, the road safety of these vehicles is not improving. 
Nevertheless the Minister of Transport, Public Works and Water Management has not seen any 
reason to regulate the use of these vehicle types in the same manner as other motor vehicles, such 
as passenger cars and lorries. This concerns both vehicle requirements and driver qualifications. 

Vehicle requirements
The laws and regulations governing vehicle requirements are inconclusive and consequently, contain 
inadequate guarantees for the vehicle safety of agricultural and construction vehicles. Furthermore, 
no measures have been taken to increase the vehicle safety of agricultural and construction vehicles 
whereas these have been taken for other vehicles (for instance seatbelts, child restraint seats, side 
underrun protection and blind spot mirrors) despite the resistance this has at times instilled among 
the public. Consequently, the situation whereby unsafe agricultural and construction vehicles cannot 
be prohibited from driving on public roads continues to exist. 

Where conclusive vehicle regulations apply, as is the case for other motor vehicles (such as passenger 
cars and lorries), three types of requirements play a role as follows: 
• Admission requirements: these are requirements the vehicle should comply with after 

manufacture in order to be permitted on public roads. Examples of admission requirements are 
vehicle dimensions, the intensity and position of vehicle lights and minimum braking capacity. 
These requirements are systematically inspected during an admission inspection, based on 
which a registration number is issued;

• Permanent requirements: these relate to the vehicle’s condition, and are requirements with 
which the vehicle is required to comply at all times. Examples of permanent requirements 
are lights and brakes that work. These features are systematically inspected during a periodic 

4 This report bases the division of policy areas across the ministries on the situation existing on 6 October 
2010.

5 This is regulated in working conditions legislation and in the traffic regulations.
6 Article 10 of the Working Conditions Act states: ‘Should the health and safety of persons other than staff 

be endangered during or directly connected to the work employees perform on behalf of the employer 
at a company or an institution or in the immediate vicinity thereof, the employer will take effective 
measures to prevent that danger.
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inspection (such as the periodic motor vehicle test for passenger cars), which is a requirement 
for retaining the registration number. Occasional inspection involves the police stopping vehicles 
that do not comply with the permanent requirements, which may result in a fine or cancelling 
the registration number; 

• Practical requirements concern usage. Practical requirements relate to the manner in which 
the vehicle should be used when driven on public roads. Examples of practical requirements 
are the number of passengers and the weight and dimensions of the combined vehicle (in 
combination with a possible load, coupled trailers and/or implements). Practical requirements 
are only inspected occasionally7: The police can stop vehicles that do not comply with practical 
requirements and book them.

The following vehicle requirements and relevant inspections do not exist for agricultural and 
construction vehicles: 

Admission requirements:
• Admission requirements (based on European directives8) only apply to standard agricultural 

tractors that are not capable of travelling any faster than 40km/h. There are no European 
directives and also no national requirements for extra-wide, low and fast agricultural tractors 
and self-propelled equipment; 

• Agricultural and construction vehicles do not require a registration number to be permitted to 
drive on public roads. As a consequence, they are permitted to be driven on public roads without 
having undergone inspection as to whether they comply with the admission requirements.

Permanent requirements:
• A mandatory periodic inspection (such as the periodic motor vehicle test) does not apply to 

agricultural and construction vehicles. This means that once agricultural and construction 
vehicles have been put into use, they are not systematically inspected to determine whether 
they comply with the permanent requirements;

• Permanent requirements do apply to agricultural and construction vehicles. However, for a 
variety of reasons these are not adequate in preventing the vehicle safety issues the Safety 
Board has identified: 
 – the requirements relating to the driver’s view are not sufficiently specific;
 – the same applies to the protruding and sharp components of agricultural and construction 

vehicles;
 – as a result of the position and intensity of the vehicle lights, under the current requirements, 

agricultural tractors can barely be recognised by other road users (mainly motorists) when 
it is dark; 

 – vehicle width requirements are too generous.

Practical requirements:
• Permanent requirements as well as practical requirements apply to the width, protruding and 

sharp components of agricultural and construction vehicles. These relate to the combined 
format of the vehicle, for example with (temporarily) coupled implements, trailers and a 
potential load. These requirements are too generous and are not specific enough.

Driver qualifications
Legislation moreover does not impose any requirements on the qualifications of agricultural and 
construction vehicle drivers to permit them to drive on public roads: they do not require a driving 
licence and are therefore under no obligation to take a driving test. This means that there is no 
certainty at all on whether drivers of agricultural and construction vehicles sufficiently understand 
the risks involved in driving agricultural and construction vehicles on public roads, especially to 

7 If people wish to drive vehicles that do not comply with the user requirements, for instance in terms of 
dimensions or weight, on public roads, they may apply for exemption.

8 European directives on agricultural tractors only relate to admission requirements, just as the European 
directives for other motor vehicles. Permanent requirements as well as user requirements fall under the 
responsibility of national governments.
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other road users. Accident factors relating to the driver’s behaviour (limited knowledge of the risks 
involved and/or not adapting behaviour in line with the risks) are consequently not managed. 

Increasing the speed limit
Despite the absence of the above regulations (and the relevant supervision and enforcement), the 
minister intends to increase the speed limit for agricultural and construction vehicles from 25 to 
40km/h. If additional measures are not taken, the Safety Board expects that the new speed limit 
will be exceeded because one third of agricultural tractors are currently already driven faster than 
40km/h. This group will still exceed the speed limit if it is increased to 40km/h. The group that 
currently observes the 25km/h speed limit will also drive faster. The question thus arises as to 
how such a measure relates to road safety. In addition, agricultural and construction vehicles are 
being produced that are capable of driving at even higher speeds as a result of which increasingly 
more vehicles are being used that are capable of driving faster than 40km/h. In the interim 75-
80% of new agricultural tractors have been sold fall in the category that are capable of travelling 
at speeds exceeding 40km/h. The analysis of the accident factor speed shows that driving at higher 
speeds has a negative impact on the number and outcome of accidents involving agricultural and 
construction vehicles. 

Police 
On account of the absence of systematic monitoring of the vehicle safety of agricultural and 
construction vehicles, the police are the only party that are able to enforce vehicle requirements 
for these vehicles. The police can do so by conducting occasional checks on compliance with 
vehicle requirements. The issue with these checks, however, is that the permanent and practical 
requirements are not sufficiently specific for this purpose. In addition, by conducting occasional 
checks, the police cannot be expected to fill the gap that has arisen because systematic monitoring 
has not been regulated by bodies that possess the technical knowledge and resources for this 
purpose. Furthermore, as a result of the absence of a registration number and a driving licence for 
agricultural and construction vehicles, the police are not able to efficiently enforce the regulations 
to ensure safe driving behaviour from agricultural and construction vehicle drivers, for instance by 
enforcing the speed limit. 

Minister of Social Affairs and Employment, and the Health and Safety Inspectorate
Working conditions legislation stipulates how employers should handle employee health and safety. 
They are required to demonstrate how they carry this out by performing a risk assessment and 
evaluation (RI&E). Employers should also take sufficient measures to protect other parties they 
do not employ (third parties) from work-related dangers. The Safety Board, however, finds it odd 
that it has not been made mandatory under the Working Conditions Act to incorporate measures 
for preventing danger to third parties (only) in an RI&E. Furthermore working conditions legislation 
does not describe how employers should fulfil this responsibility. It is therefore not clear what 
measures employers should take into account. In day-to-day practice, employers are similarly not 
made aware of their responsibility towards third parties. The Health and Safety Inspectorate does 
not monitor compliance with this responsibility towards third parties, nor does it reappear in the 
information provided to employers about working conditions legislation. 

In the Safety Board’s judgement, the obligation laid down in the Working Conditions Act with respect 
to preventing danger to third parties only applies under certain conditions, even if employers allow 
employees to drive agricultural or construction vehicles on public roads.9 In this case too, however, 
it is not clear how employers should fulfil the responsibility towards third parties, and they are not 
made aware of this responsibility. Moreover, the conditions under which article 10 of the Working 
Conditions Act should be applied to driving on public roads are unclear. 

Employers and business owners
Using agricultural and construction vehicles on public roads has proven to be attractive to employers 
and business owners, especially for short journeys. This is because relatively few statutory 
regulations apply to agricultural and construction vehicles in comparison with lorries, for instance. 

9 In any case one condition is that the relevant journey is made within the context of the activities an 
employee carries out on behalf of an employer.
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Partly on account of the above, economic benefits are derived from using such vehicles, for instance 
lower taxes, and lower staff and fuel costs.

The government places a strong focus on the individual responsibility of both citizens and companies. 
Employers are expected to assume individual responsibility for ensuring that the safety of other 
road users is not needlessly endangered when agricultural and construction vehicles are driven 
on public roads. As described earlier, working conditions legislation however neither states how 
employers should fulfil their individual responsibility nor are they made aware of it in day-to-day 
practice. As also described under Minister of Transport, Public Works and Water Management above, 
the traffic regulations provide few reference points about the safety of agricultural and construction 
vehicles and their drivers. The Safety Board’s investigation has revealed that concrete options exist 
for employers with respect to fulfilling their individual responsibility in the area of safety. Employers 
and business owners, as vehicle owners, can take their own measures to improve the vehicle safety 
of agricultural and construction vehicles and the drivers’ (their employees’) understanding of the 
risks involved in driving these vehicles. In addition, they can restrict the use of agricultural and 
construction vehicles to journeys for which a different type of vehicle cannot be deployed. It has 
emerged from the Safety Board’s investigation that employers and business owners are generally 
unaware of this responsibility and the options. In hindsight (after an accident has occurred) employers 
and business owners believe that it is essential and appropriate that they take measures to prevent 
future accidents (for instance by installing a camera on an agricultural and construction vehicle to 
improve the field of vision and to remove equipment if the vehicle is to be driven on public roads).

Agricultural and construction vehicle drivers
Legislation imposes less stringent requirements on driving agricultural and construction vehicles than 
on driving other motor vehicles. Legislation permits minors from the age of 16 to drive agricultural 
and construction vehicles on public roads. In contrast to drivers of motor cycles, passenger cars 
or motor scooters, a driver is not required to take a driving test to be permitted to drive on public 
roads. This similarly begs the question as to why the minister does not see any reason to establish 
comparable rules – just as for other vehicles - for these types of vehicles, the size and use of which 
are growing while the road safety aspects of these vehicles are not improving. 

IdentIfIed safety Issues 

The Safety Board has examined what factors contribute to the occurrence and the severity of the 
outcome of accidents involving agricultural and construction vehicles and which parties involved 
contributed. The purpose of the investigation was to find out whether agricultural and construction 
vehicles driven on the road entail structural safety shortcomings. 

According to the report, the unsafety of agricultural and construction vehicles forms a key factor 
in the number of casualties of accidents involving agricultural and construction vehicles on public 
roads. In addition, the behaviour of agricultural and construction vehicle drivers comes into play. 
Both are fundamental issues. 

PartIes who can helP ImProve the safety of agrIcultural and constructIon vehIcles

Various parties can exert influence on these safety issues. More can be done to help improve safety 
by both the government and agricultural and construction vehicle drivers, their employers as well 
as business owners. The Safety Board believes that the government should play a leading role for 
the following reasons: 
• The government should establish clear conditions in the road traffic and working conditions 

legislation, with which agricultural and construction vehicle drivers, their employers or business 
owners should comply. Currently laws and regulations do not provide sufficient reference 
points. For instance, vehicle regulations are inconclusive. In addition, drivers do not require a 
driving licence, and they lack the knowledge to determine whether a vehicle is suitable for use 
on public roads. Furthermore, it is insufficiently clear to employers that they have an obligation 
towards third parties (other road users) by virtue of the Working Conditions Act; 
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• The Safety Board does not see any reason to regulate to a lesser degree than other vehicles, the 
use of agricultural and construction vehicles, which are growing in number and use and which 
are also having a greater impact on road safety or unsafety. When agricultural and construction 
vehicles travel on public roads, the same safety guarantees as other vehicles should apply 
to these vehicles and their drivers, namely conclusive vehicle regulations (guaranteed by a 
registration number) and requirements for driver qualifications (guaranteed by a tractor driving 
licence); 

• Compared to other European countries, few statutory regulations apply to agricultural and 
construction vehicles in the Netherlands. A registration number and a driving licence are 
mandatory in a number of other European countries and the permissible dimensions, such as 
vehicle width and weight are less generous than in the Netherlands. The Safety Board finds this 
a marked difference, in particular because the traffic situation in the Netherlands is extremely 
heterogeneous, involving many pedestrians and cyclists combined with a high population 
density and high traffic volumes as a result. Consequently, in the Netherlands agricultural 
and construction vehicles are more likely to encounter other road users and it would be more 
appropriate to impose more stringent requirements on agricultural and construction vehicles 
and their drivers here.

The interests of safety would be served if a legislative amendment were no longer deferred.

In addition, employers and business owners can take measures to increase the safety of their own 
vehicles and increase the drivers’ (their employees’) understanding of the risks involved in driving 
these vehicles. Employers and businesses owners themselves believe that they too have a role 
here. The Dutch sector organisations LTO Nederland10, CUMELA Nederland11 and at a later stage 
Transport and Logistics Netherlands (TLN) joined the Agricultural Traffic Initiative Group in 2008. 
In March 2010 the Initiative Group advised the minister, among other things, to introduce a tractor 
driving licence for all agricultural and construction vehicle drivers aged 16 on the implementation 
date of the measure, and to increase the speed limit from 25 to 40 kilometres per hour provided 
the vehicle displays an identification plate. These measures, however, are inadequate in preventing 
accidents or limiting their consequences. It is not clear whether the requirements a driver should 
comply with to obtain a tractor driving licence are (additionally) geared towards preventing risks to 
other road users. Moreover, the requirement for a tractor driving licence does not apply to drivers 
who are already aged over 16 on the implementation date of the measure. It has also emerged from 
the Safety Board’s investigation that driving at higher speeds has a negative impact on the number 
and consequences of accidents involving agricultural and construction vehicles. To conclude, the 
voluntary identification plate system does not prevent unsafe agricultural and construction vehicles 
from being driven on the road. To prevent this from happening, a vehicle should be inspected to 
check whether it complies with vehicle safety requirements. However, an identification plate system 
does not incorporate this whereas a registration number system does. 

It is odd that the political debate arising from the recommendations made by the Initiative Group 
to date have primarily centred on the speed limit and the costs of registration numbers and driving 
licences, and barely on safety. It has emerged from the Safety Board’s investigation that more 
measures are required if a fundamental improvement in safety is to be achieved. 

10 LTO Nederland stands for the Dutch Federation of Agriculture and Horticulture (a sector organisation).
11 CUMELA Nederland is the sector organisation of agricultural and building suppliers and contractors in 

the Netherlands. These businesses are engaged in earthmoving, land development projects, landscaping 
and maintenance, agricultural contracting and fertiliser distribution.
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recommendatIons

The Dutch Safety Board has formulated the following recommendations to prevent future accidents 
involving agricultural and construction vehicles, and to limit the consequences thereof.

To the Minister of Transport, Public Works and Water Management:
1. Lay down guarantees for the vehicle safety of agricultural and construction vehicles in laws and 

regulations. 
 In this context the Safety Board believes it is self-evident that vehicle regulations comparable 
to those governing other motor vehicles should start applying to agricultural and construction 
vehicles, such as:
 – admission requirements for self-propelled equipment;
 – approval, admission and registration of agricultural tractors and self-propelled equipment 

(guaranteed by a registration number);
 – mandatory periodic inspection of agricultural and construction vehicles (to retain a 

registration number);
 – tighten vehicle requirements on a regular basis.

2. Ensure that agricultural and construction vehicle drivers sufficiently understand the risks 
involved in driving agricultural and construction vehicles on public roads, particularly to other 
road users. 

  The Safety Board believes that it is important that agricultural and construction vehicle 
drivers follow a driving course, focusing explicitly on the risks involved in driving agricultural 
and construction vehicles on public roads, particularly the risks to other road users. This can 
be embedded in the examination requirements relating to the driving test based on which all 
agricultural and construction vehicle drivers can obtain a mandatory tractor driving licence. 

3. Improve the options for monitoring compliance and enforcement of the regulations governing 
vehicle safety and the safe behaviour of agricultural and construction vehicle drivers.

  The Safety Board believes it is self-evident that a mandatory registration number and driving 
licence as stated above be imposed on agricultural and construction vehicles and their drivers 
when driving on public roads.

4. Take a decision on whether or not to increase the permissible speed limit for agricultural and 
construction vehicles only when the above matters have been regulated.

To the Minister of Social Affairs and Employment:
5. Provide clarity on the scope of article 10 of the Working Conditions Act: the responsibility 

employers carry in preventing danger to third parties. Take into account whether the difference 
that currently exists in the mandatory risk assessment and evaluation (RI&E) (incorporating 
the dangers for employees but not the dangers for third parties) should be maintained. 

   
Apply this particularly to situations where employers allow their employees to drive agricultural 
or construction vehicles on public roads. 

To employers and business owners who work with agricultural and construction vehicles 
(through sector organisations such as LTO Nederland (agriculture and horticulture), 
CUMELA Nederland (agricultural and building suppliers and contractors), TLN (transport 
and logistics), EVO (logistics) and Bouwend Nederland (building contractors) :
6. Take measures to protect other road users from the potential dangers arising from using 

agricultural and construction vehicles on public roads.
 The Safety Board has the following in mind:

 – Drive agricultural and construction vehicles on public roads only if this is absolutely essential 
for work;

 – Use agricultural tractors and self-propelled equipment only if these vehicles comply with the 
requirements stipulated in the Motor Vehicle Regulations;

 – Take further measures to improve vehicle safety (particularly view, recognisability and 
crash aggressivity) in addition to the mandatory measures arising from the Motor Vehicle 
Regulations;
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 – The provision of permanent education and information to users of agricultural and 
construction vehicles, focusing on the safe use of these vehicles on public roads (in particular 
raising awareness of the risks to other road users).

Pieter van Vollenhoven M. Visser
Chairman of the Dutch Safety Board General Secretary
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LIST OF ABBREVIATIONS AND TERMS AND DEFINITIONS USED

A admission requirements  Requirements vehicles are required to satisfy after manufacture to 
be permitted on public roads. Examples of admission requirements 
are vehicle dimensions, the intensity and position of the lights 
and minimum braking capacity. Systematic inspection of these 
requirements occurs during an admission inspection, based on 
which a registration number is issued.12

 Aequor  Centre of expertise for food and the environment
 agricultural and   Agricultural vehicles (agricultural tractors and self-propelled
 construction vehicles  equipment used in the agricultural industry) and construction 

vehicles (self-propelled equipment for the construction industry, 
such as excavators and wheeled loading shovels)

 agricultural tractor   A category T vehicle, not being a limited-speed motor vehicle or an 
invalid vehicle, 

 AOC Agricultural Training Centre (Agrarisch Opleidings Centrum)
  approval requirements  See admission requirements. Both terms are used in the Motor 

Vehicle Regulations. The term ‘admission requirements’ was 
chosen for this report. 

 ASVV  Recommendations for traffic provisions in built-up areas 
(Aanbevelingen Stedelijke Verkeersvoorzieningen, CROW, 2004)

B BMWT  Sector organisation for importers and/or manufacturers of 
construction machinery, warehouse design, road construction 
machinery and transport equipment 

   (Brancheorganisatie van importeurs en/of fabrikanten van 
bouwmachines, magazijninrichtingen, wegenbouwmachines en 
transportmaterieel)

 Bouwend Nederland  Sector organisation for businesses in the construction and 
infrastructure industries (Brancheorganisatie voor bedrijven in de 
bouw- en infrastructuursector)

 BRON  National Road Accident Register (Bestand geRegistreerde 
Ongevallen in Nederland). The database contains all road traffic 
accidents registred by the police.

C casualties admitted  A casualty admitted to hospital for a least one night
 to hospital
 CBR  Central Office for Motor Vehicle Driver Testing (Centraal Bureau 

Rijvaardigheidsbewijzen)
 Cd Candela, unit of luminous intensity 
 CECE  Committee for European Construction Equipment. CECE represents 

and promotes the interests of the construction equipment industry 
on a European level and in cooperation with its sister organisations 
in North America, Japan and Korea, also worldwide

 CEETTAR  European organisation of agricultural and rural contractors.
 CEMA  Committee for European Agricultural Machinery. CEMA represents 

the agricultural machinery industry in Europe.
 CEN European Committee for Standardization
 Cenelec  European Committee for Electrotechnical Standardization
 CJIB  Central Judicial Collection Agency (Centraal Justitieel Incasso 

Bureau)
 company vehicle  A motor vehicle having at least four wheels designed and built to 

transport goods. An example is a crane mounted on a company 
vehicle.

12 A mandatory registration number does not apply to agricultural and construction vehicles.
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 CROW  The national knowledge platform for transport, infrastructure and 
public space.

 CUMELA Nederland  Sector organisation representing agricultural and building suppliers 
and contractors in the Netherlands. These businesses are engaged 
in earthmoving and land development projects, landscaping and 
maintenance, agricultural contracting and fertiliser distribution. 

E EHK  Essential Recognisability Characteristics 
  (Essentiële Herkenbaarheidskenmerken)
 EReg  Association of European Vehicle and Driver Registration Authorities
 ETW Access road (erftoegangsweg)
 EVO  Association representing the interests of companies in the 

Netherlands that transport goods for their own account or contract 
this out to a professional company.

F Federatie Agrotechniek  Secto organisation representing manufacturers of agricultural 
tractors and agricultural equipment

 FMIB  Sector organisation representing manufacturers of machinery and 
systems for the construction industry

G GOW Distributor road (gebiedsontsluitingsweg)
 GWW Civil engineering (Grond- Weg en Waterbouw)

I identification plate  The identification plate is based on the existing registration number 
for agricultural and construction vehicles in the border region 
known as the border traffic registration number (GV-kenteken or 
grensverkeerkenteken). It can be issued via a digital administrative 
procedure. The identification plate is only issued for vehicles 
technically capable of travelling at a speed of 40 kilometres an 
hour. The exterior of the identification plate is similar to that of a 
registration plate.

 IPO  Interprovincial Consultation Platform (Interprovinciaal Overleg)

K kW  Kilowatt, a unit of measure that is also used to express vehicle 
engine power.

L limited-speed motor vehicle  A motor vehicle with a limited speed, also referred to as self-
propelled equipment in this report. A limited-speed motor vehicle 
is a motor vehicle with a maximum design speed of not more than 
25km/h. It is not an agricultural or forestry tractor or a moped nor 
designed to transport people, and is intended to deliver or pick up 
goods at locations a short distance from each other.

 LTO Nederland  Sector organisation representing the agricultural and horticultural 
industry in the Netherlands (Land- en Tuinbouw Organisatie 
Nederland).

M mobile equipment  A company vehicle or limited-speed motor vehicle designed mainly 
for performing activities other than the carriage of goods and 
persons.

N NMB National Mobility Consultation Platform 
  (Nationaal Mobiliteitsberaad)
 NOA  New Motorway  Degign Guideline (Nieuwe Ontwerprichtlijn 

Autosnelwegen)

P permanent requirements  Requirements imposed on the condition of the vehicle, and 
which the vehicle is required to satisfy at all times. For example, 
these requirements stipulate that the lights and brakes should 
work and that no unsafe adjustments should be made to the 
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vehicle. Systematic inspection of these requirements occurs 
during a periodic passenger car inspection13 (such as the periodic 
motor vehicle test for passenger cars), which is a requirement 
for retaining the registration number. Occasional inspection 
involves the police stopping vehicles that do not comply with the 
permanent requirements, which may result in a fine or cancelling 
the registration number.

 pk  Horsepower, a unit of power also used to express vehicle engine 
power.

 police report  An official report of an event drawn up by the police. In this report 
an event is referred to as a road traffic accident.

 PTC+  Practical training institute that also provides practical training 
courses in agricultural education, including tractor certificate 
examiner.

 practical requirements  Requirements stipulating the manner in which the vehicle should 
be used when driven on public roads (for example requirements 
relating to the number of passengers, vehicle weight and dimensions 
combined with load, trailers and so on). These requirements are 
only monitored occasionally, by the police.

R RDW Road Transport Agency (Dienst Wegverkeer)
 RI&E  Risk assessment and evaluation 
  (Risico-inventarisatie en -evaluatie)
 ROA Motorway Design Guideline 
  (Richtlijn Ontwerp Autosnelwegen)
 RONA  Non-Motorway Design Guideline (Richtlijn Ontwerp Niet-

Autosnelwegen, the precursor to the Road Design Manual)
 ROV  Regional Road Safety Body at provincial level (Regionaal Orgaan 

verkeersveiligheid)
 RRCM Retroreflective contour marking
 RVV Traffic Code (Reglement Verkeersregels en Verkeerstekens)

S SBV  Foundation for the Promotion of Road Traffic Education (Stichting 
Bevordering Verkeerseducatie)

 self-propelled equipment See limited-speed motor vehicle
 serious accident  An accident in which a person is killed, or injured and admitted to 

hospital
 SkVV  The collaborative partnership of seven metropolitan areas in the 

Netherlands within the framework of traffic and transport
 SW Through roads (roads with a flow function, stroomwegen)
 SWOV  The Dutch National Road Safety Research Institute 
  (Stichting Wetenschappelijk Onderzoek Verkeersveiligheid)

T TLN  Transport and Logistics Netherlands (Transport en Logistiek 
Nederland)

U UvW Association of Regional Water Authorities
  (Unie van Waterschappen)

V V&W Ministry of Transport, Public Works and Water Management 
  (Ministerie van Verkeer en Waterstaat)
 VMS Safety Management System (Veiligheidsmanagementsyteem)
 VNG Association of Netherlands Municipalities 
  (Vereniging Nederlandse Gemeenten)
 VVN Dutch Road Traffic Safety Association 
  (Veilig Verkeer Nederland)

13 A mandatory inspection does not apply to agricultural and construction vehicles.
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1 INTRODUCTION

1.1 reason for the thematIc study

Each year, on average 16 people are killed and 100 seriously injured in road traffic accidents 
involving agricultural and construction vehicles. Of those casualties, 80-90% are not the agricultural 
and construction vehicle drivers but the crash opponent, mainly motorists and drivers of mopeds 
and cyclists. The number of road casualties resulting from accidents involving agricultural and 
construction vehicles forms a small portion of the total number of road casualties (approximately 
2% of the 750 fatalities in 2008). Overall road safety has improved significantly in the last 20 years 
(the total number of fatalities and hospital admissions fell by over 30% in that period). However, the 
number of casualties resulting from accidents involving agricultural and construction vehicles has 
remained stable in the last 20 years.

In 2008 the Dutch Safety Board received warnings about the safety or unsafety of agricultural and 
construction vehicles travelling on public roads. One of the warnings came from the Hollands Midden 
police force. Police representatives presented a large number of examples of serious accidents and 
vehicle shortcomings in their area. They stated that enforcing the regulations was aggravated by 
inadequate regulations, especially when compared to other road traffic.

In October 2008, in order to gain insight into these issues and the options and obstacles facing 
the parties involved with respect to improving the safety of agricultural and construction vehicles 
on public roads, the Safety Board organised a meeting of experts.14 In addition, from early 2009 
the Safety Board investigated five accidents involving agricultural and construction vehicles that 
occurred in 2008. An initial analysis of these accidents has brought various factors to light that 
indicate potential structural safety shortcomings. The Safety Board therefore took the decision in 
September 2009 to institute an investigation into accidents involving agricultural and construction 
vehicles.

Other developments
In December 2008 the Agricultural Traffic Initiative Group,15 under the guidance of the Dutch Traffic 
Safety Association (Veilig Verkeer Nederland, VVN), submitted a recommendation to the Minister of 
Transport, Public Works and Water Management.16 The aim of the recommendation was to improve 
the road safety of agricultural traffic. In response to the recommendation the Transport Minister 

14 The aim of the meeting of experts was to obtain an answer on whether the Safety Board should initiate 
an investigation into the road safety of agricultural and construction vehicles. The following parties were 
invited to the meeting of experts: Aequor, Dutch Automobile Association ANWB, Traffic Enforcement 
Bureau of the Public Prosecution Service BVOM, the Central Office for Motor Vehicle Driver Testing CBR, 
CUMELA Nederland (see note 15 below), De Pauwen Producties, Federatie Agrotechniek, HAN University 
of Applied Sciences, Intermunicipal Association for the Central Netherlands (Intergemeentelijk 
Samenwerkingsorgaan Midden-Holland), Interpolis Insurance, the Transport and Water management 
Inspectorate, Traffic and Transport Knowledge Platform KVV, agricultural and horticultural sector 
organisation LTO Noord, the Ministry of Transport, Public Works and Water Management, Flevoland 
police force, Police Academy, PTC+, Road Transport Agency RDW, the Regional Road Safety Body for 
Friesland (ROVF), the Regional Road Safety Body for Zeeland (ROVZ), the Directorate General for Public 
Works and Water Management, Safeteq, National Road Safety Research Institute SWOV, Transport and 
Logistics Netherlands TLN, Dutch Road Traffic Safety Association VVN, Wageningen University and the 
Zeeland Islands Water Board (Waterschap Zeeuwse eilanden).

15 The Agricultural Traffic Initiative Group was established by the Dutch Road Traffic Safety Association 
(VVN) and is chaired by Karla Peijs (chairperson of VVN). The Initiative Group also comprises CUMELA 
Nederland (a sector organisation representing businesses engaged in earthmoving and land development 
projects, landscaping and maintenance, agricultural contracting and fertiliser distribution), the Dutch 
agriculture and horticultural sector organisation LTO Nederland and the Regional Road Safety Body for 
Zeeland (ROVZ). The Traffic Enforcement Team of the National Public Prosecutor’s Office (LPTV) and 
the RDW contributed in an advisory capacity to the Agricultural Traffic Initiative Group. Transport and 
Logistics Netherlands (TLN) joined the Initiative Group at the end of January 2010.

16  In this report the division of policy areas across the ministries is based on the situation existing on 
 6 October 2010. 
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proposed a number of measures to improve the safety of agricultural and construction vehicles. 
One of the measures proposed involved increasing the speed limit for agricultural and construction 
vehicles from 25 to 45km/h, based on the condition that drivers hold a category BE driving licence 
(for a passenger car with a trailer) and display a ‘45’17 speed sign on their vehicle. 

In response, the Initiative Group drew up a supplementary recommendation in March 2010, which 
included recommending the introduction of a category T driving licence (tractor driving licence) for 
all agricultural and construction vehicle drivers (irrespective of the speed to be driven) aged 16 
on the implementation date. In addition, the Initiative Group recommended increasing the speed 
limit from 25 to 40km/h18 for agricultural and construction vehicles, provided these display an 
identification plate.19 Section 2.4 of this report provides more details of the recommendations drawn 
up by the Agricultural Traffic Initiative Group as well as the Minister of Transport, Public Works and 
Water Management’s response. On 11 May 2010 the Minister informed the Lower House of Dutch 
Parliament of the intent to introduce a category T driving licence for all agricultural and construction 
vehicle drivers under the age of 18 or those not holding a category B driving licence. The Minister 
furthermore proposed increasing the speed limit for agricultural and construction vehicles from 25 
to 40km/h. 

The Minister subsequently left it to the Lower House to decide whether to introduce a 40km/h speed 
sign or an identification plate for agricultural and construction vehicles aiming to travel 40km/h.20 
This was based on the motion put forward by Dutch Member of Parliament Atsma. In the motion, 
which was carried by the Lower House on 7 December 2006, the Lower House asked the Minister 
not to introduce a registration number for agricultural and construction vehicles on account of 
the administrative burden involved. On 19 May 2010 the topic of agricultural and construction 
vehicles was discussed in the General Consultation held by the Standing Parliamentary Committee 
on Transport, Public Works and Water Management. During the consultation no decisions were 
taken on measures aimed at improving the road safety of agricultural and construction vehicles. 
On 15 July 2010 the Minister sent a letter to the Lower House in response to the request for further 
information made during the General Consultation held by the Standing Parliamentary Committee 
on Transport, Public Works and Water Management on 19 May 2010. In the letter the Minister 
informed the Lower House about the preparations for the introduction of the category T or ‘tractor 
driving licence’ for driving agricultural and forestry tractors and limited-speed motor vehicles. In 
October 2010 the Lower House carried a motion requesting the Minister to apply the tractor driving 
licence exemption only to all those aged 18 or above on the implementation date and holding a 
category B driving licence.

Despite these developments the Safety Board is of the opinion that its investigation of accidents 
involving agricultural and construction vehicles has added value. To date, investigations of accidents 
involving agricultural and construction vehicles have only been based on accident statistics.21 Since 
these statistics only contain information on the relevant facts and circumstances surrounding the 
accidents, to date it is not yet known what caused the accidents with agricultural and construction 
vehicles, or what measures can help prevent and reduce the severity of the outcome of these 
accidents.

17 Source: Parliamentary documents II 2009/2010 29389, No. 184, 2 November 2009.
18 A 40km/h speed limit was chosen instead of 45km/h because according to European directives 

agricultural tractors have a maximum design speed of 40km/h. In addition, the vehicle is not required to 
carry a tachograph for a speed of 40km/h (whereas this does apply to a speed of 45km/h).

19 The identification plate is based on the existing registration number for agricultural and construction 
vehicles in border regions known as the border traffic registration number (GV kenteken or 
grensverkeerkenteken). This can be issued via a digital administrative procedure. The identification plate 
is issued exclusively for vehicles technically capable of travelling at a speed of 40 kilometres an hour. 
The identification plate’s visual features are comparable to those of a registration plate.

20 See section 2.6 for more details of the differences between the registration number, the identification 
plate and the speed sign.

21 Directorate General for Public Works and Water Management, Analysis of accidents involving agricultural 
and forestry tractors (February 2008). Directorate General for Public Works and Water Management, The 
Effects of increasing the speed limit for agricultural and forestry tractors (April 2006).
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1.2 PurPose and research questIons

The Dutch Safety Board undertakes independent investigations into the causes or probable causes 
of incidents and the extent of their consequences. The purpose of a Dutch Safety Board investigation 
is to prevent future incidents and/or to limit the consequences thereof.
The purpose of this thematic study is to find out whether agricultural and construction vehicles 
driven on public roads have structural safety shortcomings.22 Should such shortcomings exist, 
the Safety Board aims to formulate recommendations to improve the safety of agricultural and 
construction vehicles travelling on public roads, based on the available knowledge of this topic. 

Key question:
What factors influence the occurrence and severity of the outcome of road traffic accidents involving 
agricultural and construction vehicles and which parties involved have contributed to this? 

A number of specific accident factors emerged from the analysis of the five accidents that occurred 
in 2008, which the Safety Board investigated in 2008. Section 2.3 contains an overview of these 
factors and the accident factors identified in the analysis of the accidents occurring in 2009-2010.
In addition to the key question, the Safety Board formulated a number of research questions based 
on these accident factors:
1. What caused almost 40% of all accidents involving agricultural and construction vehicles to 

occur during darkness?
2. What role do the driver’s skills and driver’s ability to assess risks play in the accidents? To what 

extent are age, education and experience important?
3. What caused drivers to drive around with equipment or other components fitted to or mounted 

on the agricultural or construction vehicle while these restrict the view or contribute to 
increasing crash aggressivity?

4. What causes the crash aggressivity of agricultural and construction vehicles to be so high (what 
role do features such as protective covering, weight, width and braking capacity play)?

1.3 scoPe and Procedure

The scope of the investigation has been limited to a number of points:
• The investigation only relates to road traffic accidents (accidents on public roads) involving 

other road users in addition to the agricultural and construction vehicles. Accidents involving 
only one vehicle (for example an agricultural tractor that has overturned) and accidents on 
private property or areas closed to traffic have been excluded.

• Only accidents where the other road user sustained serious injury or died have been included 
in the investigation. For this reason, accidents in which only the driver of the agricultural or 
construction vehicle and/or the driver’s passengers sustained injury have not been included in 
the investigation (such as accidents involving passengers driven in flat carts coupled to the rear 
of agricultural tractors). 

• Vehicles deployed in the agricultural industry can be classified in the following three 
categories:23 agricultural tractor, limited-speed motor vehicle and commercial vehicle. This 
investigation only relates to vehicles in the agricultural tractor and limited-speed motor vehicle 
categories. Both vehicle types are not permitted to drive faster than 25km/h and a mandatory 
registration number or driving licence does not apply. This investigation excludes accidents 
involving agricultural and construction vehicles classified in the commercial vehicle category, 
such as commercial vehicles equipped with a mounted crane. Contrary to agricultural tractors 
and limited-speed motor vehicles, a registration number and driving licence are mandatory for 
commercial vehicles.

22 A structural safety shortcoming is a shortcoming that: a) occurs in multiple incidents; b) can be 
considered a shortcoming that may potentially negatively affect safety in the future; c) is specific to an 
organisation or system rather than specific to an individual or the operating procedure at a certain place 
or time.

23 The vehicle categories are defined in the Motor Vehicle Regulations (see section 3.2.2 and Appendix E).
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The Safety Board investigated and analysed 1124 incidents involving agricultural and construction 
vehicles. Five of these incidents occurred in 2008 and six in 2009-2010. The analysis of the six 
incidents that occurred in 2009-2010 is based on the following:
• Interviews with the road users involved (to the extent they were still alive and able to participate) 

and the employers of the agricultural and construction vehicle drivers, where applicable;
• A visit to the accident sites and the companies involved, including examining the agricultural or 

construction vehicle involved;
• Information provided by the road authorities on the relevant road infrastructure;
• Reports drawn up by the police. 

The analysis of the five incidents that occurred in 2008 is based on police reports. However, the 
following should be noted here. Insufficient lessons can be learned from the road traffic accidents 
based on police reports alone. Police reports are drawn up for a different purpose, and that is to 
establish who the guilty party is. The question they are concerned with is which road user committed 
the traffic offence, rather than what the causes underlying the offence were. In addition, it has 
emerged from this investigation that the police do not draw up reports on road traffic accidents 
where the casualties themselves were found to be ‘the guilty party’. Given the limitations of police 
reports in serving as a basis for investigating the underlying factors, the Safety Board has deemed 
it necessary to conduct an independent investigation into the underlying causes of road traffic 
accidents. Police reports can be used to support the investigation, for instance to examine in how 
many cases circumstances occurred comparable to those surrounding the accidents investigated by 
the Safety Board.

In analysing the accidents, the Safety Board focused specifically on accident factors relating to 
the agricultural or construction vehicle, the driver of the vehicle and the driver’s employer, where 
applicable, as well as the infrastructure. This choice was made because the Safety Board is concerned 
about the lack of improvement in the road safety of agricultural and construction vehicles. Accident 
factors relating to the other road user have also emerged from the accident analyses. These have 
been briefly elaborated in a further analysis.

Where possible, an assessment of the scope of the issues surrounding these accident factors has 
also been given. Figures from the National Road Accident Register (BRON)25 have been used for this 
purpose and an additional analysis has been conducted based on 73 police reports of fatal accidents 
involving agricultural and construction vehicles in the period 2004-2008.26

Appendix A includes a full explanation of the investigation.

1.4 readIng guIde

The structure of this report is as follows. Chapter 2 discusses the definition of agricultural and 
construction vehicles. This chapter also describes the relevant facts relating to the incidents 
incorporated into this thematic study and the factors contributing to these incidents. In addition, the 
chapter contains a description of a number of characteristics relating to the use of these vehicles 
and the extent of the issues. It also describes how decision-making on agricultural and construction 
vehicles has progressed to date. Chapter 3 incorporates the reference framework applied by the 
Dutch Safety Board during its investigation. This framework comprises laws and regulations, 
standards, guidelines and industry views as well as the basic principles the Safety Board applies 
with respect to adequate safety management. Chapter 4 describes the main parties involved in 
accidents with agricultural and construction vehicles and their responsibilities. Chapter 5 contains 
the analysis of the accident factors contributing to the occurrence and the outcome of accidents 

24 Twelve accidents were initially investigated. One of the accidents that was analysed to a limited extent 
was withdrawn from the analysis because the factual material was insufficiently clear.

25 BRON stands for National Road Accident Register (Bestand geRegistreerde Ongevallen in Nederland), 
which is maintained by the Ministry of Transport, Public Works and Water Management. See Appendix C 
for an explanation of the accident statistics based on the above road accident register.

26 See Appendix D for an explanation of the analysis of 73 police reports of fatal accidents involving 
agricultural and construction vehicles.
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involving agricultural and construction vehicles. In this context, a distinction was made between 
accident factors relating to the agricultural or construction vehicle, the driver of the relevant vehicle 
(and the driver’s employer, where applicable) as well as the infrastructure. For each type of accident 
factor a description is given of the parties involved and their contribution. Chapter 6 sets out the 
main conclusions reached through the investigation. The Dutch Safety Board has formulated a 
number of recommendations to prevent accidents with agricultural and construction vehicles from 
occurring in the future, or to limit the severity of the outcome thereof. These recommendations can 
be found in Chapter 7.
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Application

Categorie

Agriculture Construction and landscaping activities etc.

Agricultural 
tractor

Tractor coupled to a combine sowing unit Tractor coupled to a silage cart Tractor coupled to a tipper Tractor coupled to a combine dump trailer

Old tractor coupled to a fertiliser spreader Tractor coupled to a drag hose injector Agricultural quad (agricultural tractor type T5)

Self-propelled 
equipment

Beet harvester Converted commercial vehicle Wheeled loading shovel coupled to a rubble container Excavator

Forage harvester (also known as a chopper) Combine harvester Articulated hauler Weed control vehicle

Table 1:  Examples of agricultural and construction vehicles. Photographs: Hero Dijkema,  
 except for the converted commercial vehicle and agricultural quad (www.tractorfan.nl)
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2 FACTUAL INFORMATION ABOUT THE ACCIDENTS 

2.1 defInItIon of agrIcultural and constructIon vehIcles

The following definition applies to agricultural and construction vehicles in this report: vehicles 
designed for agricultural use and for work carried out in the construction, civil engineering and 
landscape maintenance industries, among others. These vehicles are classified in the agricultural 
tractor or limited-speed motor vehicle categories, the definitions used in the Motor Vehicle 
Regulations.27 The regulations governing machinery also apply to these vehicles.28 

The overview on the previous page shows a number of examples of agricultural and construction 
vehicles in the agricultural tractor and limited-speed motor vehicle categories. For the sake of 
clarity, the latter vehicles are defined as self-propelled equipment in the remainder of this report.

2.2 relevant facts about the accIdents InvestIgated

For the purpose of this thematic study, the Safety Board investigated 11 accidents involving 
agricultural and construction vehicles. These accidents occurred in the period 2008-2010. A short 
description of the relevant facts relating to these accidents is provided below. In addition, a brief 
description of the relevant accident factors is given for each accident. The table in section 2.3 
contains an overview of all the accident factors that contributed to the occurrence of the accident 
and/or severity of the accident outcome in the accidents investigated. Each accident factor occurs 
more than once in the accidents investigated.

On 18 March 2010 an extremely serious accident occurred with a tractor in Bocholt (Belgium). Four 
people were killed and three injured. Although this accident did not take place in the Netherlands, 
the severity of the accident and its impact on the community prompted the Safety Board to obtain 
further information. The accident in Belgium illustrates that problems occurring in the Netherlands 
with agricultural and construction vehicles also occur in other countries. This accident involved an 
inadequate view (see section 5.2.1 for a description of this accident factor). The Bocholt incident 
was not further included in the accident factor analysis.

Tractor ploughs into cyclists: four killed, several injured 

A tractor ploughed into a group of elderly cyclists on Brogelerweg 
in Bocholt (Belgium) on Thursday afternoon, 18 March 2010. Four 
people were killed, one seriously injured and two slightly injured. 
The group of 10 cyclists from Meeuwen-Gruitrode were cycling 
from Bocholt to Peer when they were hit. 

Three casualties were killed instantly, a fourth person died later. One person was in a critical 
condition but his situation was later described as stable. Two people were slightly injured, three 
others were unhurt. 

The 61-year-old tractor driver, who lived 500 metres down the road, stated afterwards that he 
had been blinded by the sun. However, the police investigation established that his view was 
largely restricted by the bales of hay he was carrying on the fork of the tractor. 

Source: Daily paper Het Belang van Limburg, www.hbvl.be (19 March 2010 and 20 May 2010)

27 See also section 3.1. of the regulations and Appendix E (definitions applied in the Motor Vehicle 
Regulations). 

28 The definitions applied can be found in Appendix F.
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2.2.1 Wieringerwerf, 4 February 2010

Relevant facts
On Thursday, 4 February 2010 at around 7.30 a.m. a tractor with a 4.5-metre wide cultivator29 
connected to the rear was driving on Medemblikkerweg in the municipality of Wieringerwerf (province 
of North Holland). The tractor driver was aged 16. The tractor crossed a 6.20-metre wide bridge. An 
oncoming passenger car was hit by the cultivator. The driver of the passenger car sustained serious 
injuries.

Figure 1: The tractor with a cultivator and the passenger car at the site of the accident

Figure 2:  Diagram showing the road on the bridge with the passenger car and tractor with the 
attached implement 

29 A cultivator is an agricultural implement used to crush and level soil.
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Accident factors: vehicle width, crash aggressivity, risk perception and choice of equipment, and 
separation of agricultural and construction traffic

Vehicle width and crash aggressivity – The accident was able to happen on account of the width the 
crash-aggressive cultivator (4.5 metres) at the rear of the vehicle. As a result, the tractor driver did 
not have enough room to swerve out of the way of the oncoming passenger car on the 6.20-metre 
wide bridge.

Risk perception and choice of equipment – Based on limited perception of the risks involved – in 
violation of the rules – the tractor driver choose to drive the wide, crash-aggressive cultivator on 
the public road. 

Separation of agricultural and construction traffic – There was no service road for agricultural and 
construction traffic. This measure could have prevented the accident.

2.2.2 Swifterbant, 29 January 2010

Relevant facts
On Friday, 29 January 2010 at approximately 7.15 a.m. a Unimog30 was driving on Swifterringweg 
in Swifterbant (municipality of Dronten in the province of Flevoland). The driver of the Unimog 
was aged 17. A number of vehicles were approaching him in the other lane. Two oncoming cars, a 
passenger car and a delivery van driving behind it, overtook a lorry. The delivery van was unable 
to return to the right lane on time and collided head-on with the Unimog. The driver of the delivery 
van was killed in the accident. The driver of the Unimog was not injured.

Figure 3: The Unimog and delivery van at the site of the accident

Accident factors: crash aggressivity, risk perception and choice of equipment, and road design and 
separation of agricultural and construction traffic

Crash aggressivity – The Unimog has a high wheel span and does not have any front guards, which 
caused the delivery van to slide under the Unimog. Consequently, the accident had a fatal outcome 
for the driver of the delivery van.

30 Unimog is an abbreviation for UNIversal-MOtor-Gerät (universal motorised machine), a series of small 
lorries produced by Mercedes-Benz. Depending on the version, in the Netherlands these vehicles are 
classified in the agricultural or forestry tractor vehicle category (if the vehicle is specifically designed 
to tow, push, carry or move specific interchangeable implements intended for agricultural or forestry 
use, or to tow agricultural and forestry trailers), or in the commercial vehicle category (if the vehicle is 
designed to transport groups of people or goods).
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Figure 4: Diagram of the road with the delivery van and Unimog

Risk perception and choice of vehicle - Another accident factor is the Unimog driver’s limited 
perception of risk. As a result, the driver chose not to drive a safer means of transport to the 
company where he was working as an apprentice. The motorist’s perception of risk also came into 
play. The motorist decided to overtake in a curve where he had an inadequate view of possible 
oncoming traffic. 

Driving speed – In addition, the high speed at which the Unimog and delivery van were travelling 
forms an accident factor. The driver of the Unimog was driving around 60km/h (instead of the 
permitted 25km/h) to keep pace with the traffic. The delivery van is presumed to have been travelling 
faster than 80km/h. If both vehicles had been driven at a lower speed, the accident outcome would 
have been less severe. 

Road design and separation of agricultural and construction traffic – Another accident factor is the 
design and application of traffic measures on the road. The section on Distributor Roads in the Road 
Design Manual31 recommends an overtaking restriction and a no-entry sign for slow (motorised) 
traffic for the type of road on which the accident occurred (80km/h through-road). Both measures 
were not present. There was also no service road for agricultural and construction traffic. These 
measures could have prevented the accident.

31 See section 3.3.2 for more details of the Road Design Manual (published by CROW 164, 2002).
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2.2.3 Aerdt, 24 January 2010

Relevant facts
On Sunday, 24 January 2010 at approximately 6.30 p.m. a tractor towing a forage wagon was 
driving on Pannerdensedijk in Aerdt (municipality of Rijnwaarden in the province of Gelderland). 
The tractor driver was aged 38. The driver reduced speed near Renbaan to turn left. A passenger 
car was driving behind the tractor. The passenger car was unable to stop on time and drove into the 
forage wagon. The driver of the passenger car was seriously injured in the accident (fractures on 
both legs as well as a large number of ribs).

 
Figure 5: The tractor with the forage wagon and passenger car at the site of the accident

Accident factors: visibility and recognisability in the dark, driving speed, road design, separation of 
agricultural and construction traffic and distraction

Visibility and recognisability in the dark – A possible accident factor is the visibility of the trailer in 
the dark. The driver of the passenger car stated that he had not seen any lights on the trailer. If the 
tractor was slowing down without braking at the same time, the brake lights would not have been 
on.

Driving speed – In addition, it emerged from the investigation that the driver of the passenger car 
was driving too fast (100km/h) and was not wearing a seatbelt. Both factors negatively affected the 
accident or the severity of the accident outcome.

Road design and separation of agricultural and construction traffic – The design of the road played 
a part in this accident. There was no left-turn lane at the junction at Renbaan on the road where 
the accident occurred (an 80km/h through road). If the tractor had been driving in a left-turn lane, 
the passenger car would have been able to drive past it and the accident would not have occurred. 
In addition, there was no service road for agricultural and construction traffic. This could also have 
prevented the accident.

Distraction – The motorist was not fully concentrating on driving. 
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Figure 6: Diagram of the junction with the passenger car and tractor towing the trailer

2.2.4 Beilen, 24 November 2009

Relevant facts
On 24 November 2009 at around 11.00 a.m. a wheeled loading shovel carrying a clamp filled with 
stones on its arm drove from Asserstraat onto the junction with Asserweg in Beilen (municipality of 
Midden-Drenthe, in the province of Drenthe). The wheeled loading shovel was transporting stones 
from a storage site to the site on Asserweg where paving work was being carried out. The shovel 
driver was aged 40. Asserweg is a main road. A cyclist was cycling on Asserweg. From the shovel 
driver’s perspective, the cyclist came from the right and turned left into Asserstraat, where the 
shovel was positioned at that moment. Initially, the shovel driver had not noticed the cyclist and he 
proceeded to cross the junction. At that moment the driver noticed the cyclist, who was in front of 
the shovel. The driver braked, as a result of which the stone clamp swung and hit the cyclist. The 
cyclist fell and sustained serious brain damage. 
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Figure 7: The wheeled loading shovel with stone clamp in Asserstraat, at the junction with Asserweg. 

Figure 8:  Indication of the site of the accident in Beilen. The blue and red arrows mark the direction 
of the cyclist and the shovel respectively.

Accident factors: visibility, crash aggressivity and separation

Visibility – The driver of the shovel did not notice the cyclist due to the blind spot at the front of the 
vehicle. That blind spot resulted from the position of the arm and the presence of the clamp filled 
with stones. 

Crash aggressivity – The clamp carrying stones is a protruding element, which, moreover, can 
potentially swing.

Separation – Another accident factor is the fact that the road had not been closed off for other 
traffic during the works, and that nobody (e.g., a road traffic controller) had been appointed to 
regulate the other traffic (no separation).
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2.2.5 Poortvliet, 21 October 2009 

Relevant facts
On Monday, 21 October 2009 at 7.45 a.m. a tractor towing a trailer was driving on Roolandsedijk 
in Poortvliet (municipality of Tholen in the province of Zeeland). At the time it was not quite light 
yet. The tractor driver was aged 16. Roolandsedijk is a narrow road where a speed limit of 60 
km/h applies. It has so-called ‘piglets’ on either side (concrete blocks shaped like a piglet’s back, 
the purpose of which is to prevent vehicles from swerving off the dike road). A passenger car was 
driving in the opposite direction. The passenger car took the bend sharp, as a result of which it 
partly ended up in the lane where the tractor was driving. The tractor tried to evade the passenger 
car, but the piglets made this virtually impossible. The passenger car hit the tractor in the front left 
corner and was swung around. In this accident the driver of the passenger car was injured (broken 
arm and disjointed hip).

 
Figure 9: The tractor with the trailer and passenger car at the site of the accident 

Accident factors: visibility and recognisability, crash aggressivity and driving speed

Visibility and recognisability in the dark – The driver of the passenger car probably did not notice 
the tractor or failed to recognise it as such.

Crash aggressivity – The front left corner of the passenger car hit the wheel of the tractor. This 
caused the wheel to break off. A guard at the lower part of the tractor’s front was lacking and could 
have had a positive effect on the severity of the outcome of the accident.

Driving speed – In addition, the passenger car was probably driving up to 20 km/h faster than the 
speed limit (up to 80 km/h instead of 60 km/h). As a result the driver had less time to notice or 
recognise the tractor and to respond to it adequately.
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Figure 10: Diagram of the road with the passenger car and the tractor towing the trailer.

2.2.6 Overveen, 15 September 2009

Relevant facts
On Tuesday, 15 September 2009 at approximately 3.50 p.m. an excavator was driving in the urban 
area on Willem de Zwijgerlaan in Overveen (municipality of Bloemendaal in the province of North 
Holland). The driver of the excavator was aged 30. In front of the excavator, on the right side of the 
road, a man was walking pushing a bicycle. He was walking in the same direction as the excavator. 
The excavator hit the man, who was killed in the accident.
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Figure 11: The excavator at the site of the accident (photograph: www.rowinvandiest.nl) 

Figure 12: Diagram of the road with the excavator and the pedestrian

Accident factors: view, risk perception and risk acceptance, and separation

Visibility – The driver’s front-right field of vision was limited, due to the excavator’s arm. As a 
result    – and possibly also because of the curve in the road lined with hedges – the driver failed to 
notice the man and then hit him.

Risk perception and risk acceptance – Owing to the poor risk perception and high risk acceptance of 
the driver and his employer, the driver chose to drive the excavator on a public road while his field 
of vision was restricted.

Separation – The excavator had completed its work. The vehicle could have been transported on a 
trailer.
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2.2.7 Erp, 19 November 2008

Relevant facts
On Wednesday, 19 November 2008 at approximately 0.30 a.m. a tractor towing a wheeled slurry tank 
(trailer) was driving on Boerdonksedijk from the direction of Boerdonk towards Erp (municipality 
of Veghel in the province of Noord-Brabant). Boerdonksedijk (5.60 metres wide) is a 60 km/h road 
outside the urban area, with a separate free bicycle path. At approximately 50 cm off the edges 
there are interrupted broken side markings, the purpose of which is to mark the swerving area. It 
was dark at the time, and the street lighting was on. A passenger car approached from the direction 
of Erp. A frontal collision took place between the passenger car and the tractor. With its left wheel, 
the tractor ran over the left part of the passenger car, smashing the bonnet and the roof of the car 
(see figure 13). The car driver died in the accident. The skid marks left by the passenger car, an 
Opel Corsa (1.61 metres wide), indicate that the car was driving 1.40 metres off the edge of the 
road (see figure 14).

 

Figure 13: The tractor with the wheeled slurry tank and the passenger car at the site of the accident

Accident factors: visibility and recognisability in the dark, crash aggressivity and driving speed

Visibility and recognisability in the dark – The driver of the passenger car was driving toward the 
centre of the road too much to be able to pass the tractor. He may have been doing this because 
he did not see the tractor or did not recognise it as such. There would have been sufficient room to 
pass a passenger car.

Crash aggressivity – With its left wheel, the tractor ran over the left part of the passenger car, which 
was seriously crumpled as a result. A guard fitted to the tractor’s front would probably have had a 
positive effect on the outcome of the accident.

Driving speed – A lower driving speed of the passenger car would probably have limited the 
consequences of the accident.
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Figure 14: Diagram of the road with the passenger car and the tractor towing the trailer.

2.2.8 Woldendorp, 30 August 2008

Relevant facts
On Saturday afternoon, 30 August 2008 at approximately 3.00 p.m. a tractor towing a four-wheeled 
dump trailer was driving on Johannes Kerkhovenpolder in Woldendorp (municipality of Delfzijl in 
the province of Groningen). The tractor driver was aged 71. The road, which is 3.15 metres wide, is 
outside the urban area and has no centre-line or edge markings. The speed limit for cars is 60 km/h. 
When the dump trailer passed two cyclists riding one behind the other, the cyclist at the back fell, 
was run over by the dump trailer and died in the accident. The driver of the tractor drove on after 
the accident because he had not noticed anything when it happened. 

Accident factors: width, separation of cyclists, crash aggressivity

Width – At the site of the accident, the road is 3.15 metres wide. The tractor was 2.95 metres wide 
and was partly driving in the verge of the road (see figure 17). The limited room available for the 
cyclist probably contributed to the accident. 

Separation of cyclists – There was no separate bicycle path. This measure could have prevented the 
accident.
 
Crash aggressivity – The dump trailer was not fitted with side underrun protection. This made it 
possible for the cyclist to end up under the cart. Side underrun protection could have prevented the 
accident or have limited the severity of its outcome.
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3,15m

Figure 15:  The site of the accident near Woldendorp, with the casualty. The tractor drove on after 
the accident.

2,95m

Figure 16: The tractor with the dump trailer attached to the rear 
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Figure 17: Diagram of the road with the tractor towing the trailer, and the two cyclists.

2.2.9 Horn, 12 May 2008

Relevant facts
On Wednesday, 12 May 2008 at 10.19 p.m. a passenger car was driving on Roermondseweg in 
Horn (municipality of Leudal in the province of Limburg). Roermondseweg (7 metres wide) is an 
80 km/hr road outside the urban area, with a separate bicycle path. Double axis markings divide 
the roadway into two lanes (with a width of 3.15 metres each). There are interrupted markings at 
several centimetres off either edge. It was dark at the time, and there was no street lighting. In a 
section where the road bends slightly to the left, the passenger car presumably was not entirely 
in the right-hand lane, which caused it to collide head-on with a tractor with a sowing machine 
and counterweight (see figure 19). The tractor driver was a 51-year-old man. One front wheel of 
the tractor ran over the bonnet of the car, causing the front wheel to break off. The driver of the 
passenger car was killed in the accident.
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Figure 18: The passenger car and the tractor with the sowing machine and counterweight

Figure 19: Diagram of the road with the passenger car and the tractor with the sowing machine

Accident factors: visibility, recognisability and crash aggressivity

Visibility and recognisability in the dark – The car driver may have taken the curve too sharply 
and was too late to avoid the tractor owing to its limited visibility and recognisability. The police 
investigation failed to provide a definite answer to this question. The car driver did leave enough 
room to be able to pass another passenger car. 

Crash aggressivity – The high crash aggressivity caused by the tractor (weight, speed and 
counterweight) was the decisive factor in causing the serious outcome of the accident.
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2.2.10 ’s-Gravenpolder, 10 April 2008

Relevant facts
On Thursday, 10 April 2008 at approximately 1.00 p.m. a tractor towing a dump trailer and fitted with 
a front loader without a bucket was driving on Schoorkenszandweg in ’s-Gravenpolder (municipality 
of Borsele in the province of Zeeland). The tractor driver was aged 48. Schoorkenszandweg is 
situated outside the urban area, and the speed limit for cars is 80 km/h. The road, which is 6.10 
metres wide, is divided into two lanes separated by broken centre markings. A mobility scooter was 
driving on the right side of the road, in front of the tractor and in the same direction. The tractor 
driver did not notice the mobility scooter and hit it with the right front wheel of the tractor. The 
driver of the mobility scooter fell off the vehicle and was trapped under it. He died on the site of the 
accident.

Accident factors: view, crash aggressivity and risk perception

Visibility and risk perception – As a result of the front-loader the tractor driver was unable to see 
the mobility scooter at a distance of 15 metres or less (see the diagram in figure 21). The tractor 
driver was unaware of this risk.

Crash aggressivity – Front guards over the tractor wheels could have prevented the driver of the 
scooter from being overrun by the front wheel.

 
Figure 20:  Site of the accident near ’s-Gravenpolder with the mobility scooter and the tractor with 

the trailer 

Figure 21:  The tractor driver was unable to see the mobility scooter when it was less than 15 metres 
in front of the tractor.
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Figure 22: Diagram of the road with the tractor towing the trailer, and the mobility scooter

2.2.11 Nunspeet, 21 March 2008

Relevant facts
On Friday, 21 March 2008 at approximately 5.15 p.m. a passenger car was driving outside the 
urban area on Elburgerweg (6.60 metres wide) in Nunspeet (province of Gelderland). Elburgerweg 
is a priority road which is divided into two lanes by an interrupted line. The speed limit on this 
road is 80 km/h. There is a separate bicycle path on either side of the road. A tractor carrying two 
counterweights at the front came from the left (from the passenger car’s perspective). The tractor 
driver was aged 17. As he crossed Elburgerweg he crashed into the left-hand side of the passenger 
car. The driver’s section of the car was severely damaged. The driver of the car was killed in the 
accident.

Accident factors: crash aggressivity, risk perception and risk acceptance

Crash aggressivity – The presence of the counterweight contributed significantly to the severity of 
the accident outcome. 

Risk perception and risk acceptance – Although the tractor driver did notice the passenger car, to 
which he had to give right of way, limited risk perception and high risk acceptance caused him to 
assume that he could still cross the road in front of the car. The driver had had two glasses of beer 
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one hour before the accident took place.32 These drinks may have had a detrimental effect on his 
perception of risk and risk acceptance.

Figure 23:  Indication of the site of the accident in Nunspeet (red dot). The blue arrow indicates the 
direction in which the passenger car was driving. The red arrow indicates the direction in 
which the tractor was probably driving. The tractor probably entered Elburgerweg from 
a street off this road.

 
Figure 24:  The site of the accident near Nunspeet with the passenger car and the tractor, and the 

damage caused by the counterweights (in the red circle) positioned at the front of the 
tractor. 

2.3 overvIew of accIdent factors

The following table contains an overview of all the accident factors contributing to the occurrence of 
the accident and/or severity of the accident outcome in the accidents investigated.

32 A blood test was performed on the driver of the agricultural vehicle over two hours after the accident. At 
that moment his blood alcohol concentration was lower than the permitted 0.03 percent.
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2.4 numbers and use of agrIcultural and constructIon vehIcles

Agricultural and construction vehicles comprise between 1.0-2.4% of the total motor vehicle fleet 
(see table 2). Since vehicle registration does not apply to agricultural and construction vehicles, 
only an estimate of their number can be given. Two recent sources provide varying estimates, which 
between them differ by a factor of 2. 

Category Number Percentage

Passenger cars 7,391,903 79.7%

Delivery vans 862,303 9.3%

Motor cycles 585,204 6.3%

Lorries, breakdown trucks etc. 220,220 2.4%

Agricultural or forestry tractors (85,00032 or) 200,00033  (0.9 or) 2.2%

Self-propelled equipment (12,17533 or) 20,00033 (0.1 or) 0.2%

Total (9,156,805 or) 9,179,630 100.0%

Table 2: Size of vehicle fleet per vehicle category34333435

Agricultural vehicles
The majority of agricultural contractors as well as farms own several agricultural tractors, which 
have different grades. In many cases, one or several older agricultural tractors that are still in a 
good technical condition are maintained as a back-up. On average agricultural contractors have one 
agricultural tractor or one unit of self-propelled equipment available for each operational employee. 
Agricultural businesses own many more older agricultural tractors on average than agricultural 
contractors. This relates to their considerably lower rate of use. It is not uncommon for these 
vehicles to have a total useful life of 15 years or more on a dairy farm whereas four to eight years 
is common for agricultural contractors. Many farms outsource part of their activities to agricultural 
contractors. For that reason, primarily agricultural contractors invest in agricultural tractors.36

Engine power is the main purchasing criterion for an agricultural tractor. Engine power has increased 
considerably in recent years. From 1965-1970, 60-70pk (45-55kW) was the highest available engine 
power for agricultural tractors, today double that engine power is common. Manufacturers also offer 
agricultural tractors having over 300pk (215kW) of engine power. Forage harvesters (also known as 
choppers) have over 800pk of engine power (600kW, own weight 13,000kg) for harvesting twelve 
rows of maize at once.37

Agricultural tractors can be broken down into three different segments based on engine power. The 
most popular segment is the 75 to 150kW category. 
• Light segment: 20kW – 75kW:
  Light agricultural tractors are used in arable farming, for example for crop care, weed control, 

fertilising and sprinkling.

33  Bron: Off-Highway Research (2009), The Market for Construction Equipment and Agricultural Tractors in 
the Netherlands, November 2009. This table only includes the types of equipment that are permitted to 
travel on public roads (no caterpillar tracks) and categorised as an agricultural tractor or limited speed 
motor vehicle.

34 Estimate from the RDW and suppliers.
35 Source: Statistics Netherlands, CBS/CUMELA Nederland in CUMELA (2009), Agricultural tractors and 

equipment on the road, and Off-Highway Research (2009), The Market for Construction Equipment and 
Agricultural Tractors in the Netherlands. 

36 Source: ING (2008), Agricultural machinery.
37 Source: Interview with sector organisation Federatie Agrotechniek. 
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• Medium segment: 75kW – 150kW
  Medium-weight agricultural tractors are used for a wide range of activities in arable farming and 

the cattle breeding industry, such as haulage.
• Heavy segment: >150kW
  Heavier agricultural tractors are mainly used for harvesting, lifting and haulage. Mixed agricultural 

contractors also use such agricultural tractors for earthmoving work.38

Unlike other motor vehicles, no record is kept of the number of kilometres driven by agricultural 
tractors. However, the Directorate General for Public Works and Water Management conducted a 
survey among over 200 agricultural tractor users in 2006. The survey results provide an indication 
of the distances driven by these vehicles (see figure 25). The survey shows that in over 60% of 
journeys a distance of some 10km or more was driven on public roads.

till about about about about more than

Figure 25: Number of kilometres driven on public roads during the last journey39

Apart from agricultural tractors, arable farms also deploy self-propelled equipment. Under the 
Motor Vehicle Regulations these machines are categorised as limited-speed motor vehicles (see 
section 2.1 and table 1). In addition, there are machines towed by agricultural tractors, such as 
potato harvesters, which can be categorised as towed and self-propelled machines, and are usually 
capable of harvesting two or four rows of potatoes at once. The demand for new machines is slowly 
shifting to four-row self-propelled machines on account of the expansion of scale and growing role 
of agricultural contactors. A total of 50 to 100 potato harvesters are sold annually. That number 
fluctuates strongly and depends on the potato price. A potato harvester has a useful life of eight 
years. Technically, the machines have a 15-year life span. Arable farmers and foreign parties ensure 
that second-hand machines are readily marketable.

Another example is the combine harvester. Combine harvesters are self-propelled machines with 
which a grain crop can be cut, threshed and cleaned. The main technical features are their threshing 
capacity, engine power, operating width and the volume of the grain tank. Over 50 new machines 
are usually sold each year. Their buyers are agricultural contractors and to a lesser extent arable 
farmers (who tend to buy smaller machines). A combine harvester has a useful life of ten years. 
Technically, the machines have a life span of over 20 years. Second-hand machines are in great 
demand and are even imported.

38 Source: ING (2008), Agricultural Machinery. 
39 Source: Directorate General for Public Works and Water Management (2006), The Effects of increasing 

the speed limit for agricultural and forestry tractors, report with annexes. 
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A forage harvester, also known as a chopper, is used to chop maize and grass to create a refined, 
ensiled product serving as a basis for fodder. Virtually all new forage harvesters are purchased by 
agricultural contractors. A forage harvester is self-propelled and contains a maize header or grass 
pick-up. Engine power is limited to 600kW in the Netherlands. Annual sales total over 60 machines 
and are stable over the long term. Forage harvesters have an eight-year useful life, while technically 
the machines have a life span of over 15 years.

Construction vehicles40

The most common types of construction vehicles that are permitted to travel on public roads (those 
without caterpillar tracks fitted with a steel belt) and are classified in the limited-speed motor 
vehicle category (self-propelled equipment, see section 2.1) are as follows:
• wheeled excavators (in 2008 the vehicle fleet in the Netherlands totalled 4,500 vehicles)
• wheeled loading shovels (7,400 vehicles)
• articulated haulers (275 vehicles)

Excavators are relatively new: Dutch contractors prefer new machines and they sometimes replace 
these if the machines are not even two years old. They can sell the excavators relatively easily. 

Excavators are largely used when building new infrastructure whereas wheeled loading shovels 
are largely used when carrying out repair and maintenance work. They are regularly deployed by 
agricultural contractors, who account for around 50% of wheel loading shovel sales. Agricultural 
contractors usually work in a large area and work on more than one assignment a day. The wheeled 
loading shovel’s manoeuvrability is a key feature for these businesses. 

Articulated haulers are mainly deployed for infrastructural projects. Sales of articulated haulers 
rose after these vehicles – up to 2.60 metres wide - were permitted to be driven on public roads 
in the late 1980s. Articulated haulers have a capacity of 25-30 tons, and 70% are sold to sub-
contractors. The second group of buyers are major road construction contractors. If the project is 
large enough, the contractors purchase their own articulated haulers rather than hiring them from 
a sub-contractor. The third group of buyers comprises utility companies that buy articulated haulers 
specially designed to transport waste. 

2.5 overvIew of the Issues

Over the past 10 years (1999-2008), annually on average 16 people were killed and 100 seriously 
injured (hospital admissions) in accidents involving agricultural vehicles (agricultural tractors and 
self-propelled equipment for agricultural use). Most casualties were not agricultural vehicle drivers 
but the crash opponent (an average of 13 fatalities and 89 seriously injured a year). The number of 
road casualties involved in accidents with self-propelled construction equipment is unknown since 
accidents involving this vehicle category are not registered separately.

40 Source: Off-Highway Research (2009), The Market for Construction Equipment and Agricultural Tractors 
in the Netherlands, November 2009. This section only includes equipment capable of travelling on 
public roads (no caterpillar tracks), which falls in the agricultural tractor or limited-speed motor vehicle 
category.
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A forage harvester, also known as a chopper, is used to chop maize and grass to create a refined, 
ensiled product serving as a basis for fodder. Virtually all new forage harvesters are purchased by 
agricultural contractors. A forage harvester is self-propelled and contains a maize header or grass 
pick-up. Engine power is limited to 600kW in the Netherlands. Annual sales total over 60 machines 
and are stable over the long term. Forage harvesters have an eight-year useful life, while technically 
the machines have a life span of over 15 years.

Construction vehicles40

The most common types of construction vehicles that are permitted to travel on public roads (those 
without caterpillar tracks fitted with a steel belt) and are classified in the limited-speed motor 
vehicle category (self-propelled equipment, see section 2.1) are as follows:
• wheeled excavators (in 2008 the vehicle fleet in the Netherlands totalled 4,500 vehicles)
• wheeled loading shovels (7,400 vehicles)
• articulated haulers (275 vehicles)

Excavators are relatively new: Dutch contractors prefer new machines and they sometimes replace 
these if the machines are not even two years old. They can sell the excavators relatively easily. 

Excavators are largely used when building new infrastructure whereas wheeled loading shovels 
are largely used when carrying out repair and maintenance work. They are regularly deployed by 
agricultural contractors, who account for around 50% of wheel loading shovel sales. Agricultural 
contractors usually work in a large area and work on more than one assignment a day. The wheeled 
loading shovel’s manoeuvrability is a key feature for these businesses. 

Articulated haulers are mainly deployed for infrastructural projects. Sales of articulated haulers 
rose after these vehicles – up to 2.60 metres wide - were permitted to be driven on public roads 
in the late 1980s. Articulated haulers have a capacity of 25-30 tons, and 70% are sold to sub-
contractors. The second group of buyers are major road construction contractors. If the project is 
large enough, the contractors purchase their own articulated haulers rather than hiring them from 
a sub-contractor. The third group of buyers comprises utility companies that buy articulated haulers 
specially designed to transport waste. 

2.5 overview of the issues

Over the past 10 years (1999-2008), annually on average 16 people were killed and 100 seriously 
injured (hospital admissions) in accidents involving agricultural vehicles (agricultural tractors and 
self-propelled equipment for agricultural use). Most casualties were not agricultural vehicle drivers 
but the crash opponent (an average of 13 fatalities and 89 seriously injured a year). The number of 
road casualties involved in accidents with self-propelled construction equipment is unknown since 
accidents involving this vehicle category are not registered separately.

40 Source: Off-Highway Research (2009), The Market for Construction Equipment and Agricultural Tractors 
in the Netherlands, November 2009. This section only includes equipment capable of travelling on 
public roads (no caterpillar tracks), which falls in the agricultural tractor or limited-speed motor vehicle 
category.

Vehicle Driver Infrastructure

Place 
Date View Visibility and recognisability 

in the dark Width Crash aggressivity Risk perception and risk ac-
ceptance Driving speed Road design and separation

Passenger car crashes 
into tractor (driver of 
passenger car seriously 
injured)

Wieringerwerf
4 Feb. 2010

- - The tractor with the cultivator 
(4.5 metres wide) does not 
have enough room to swerve 
on a 6.20-metre wide bridge.

The cultivator is a crash-ag-
gressive implement (caused 
in part by its height of one 
metre).

On account of the driver’s 
limited perception of risk, 
the driver chose to drive the 
4.5-metre wide cultivator, 
which was mounted too high, 
to school.

Absence of a service road for 
agricultural and construction 
traffi c, on account of which 
the tractor and passenger 
car were driving on the same 
road.

Passenger car crashes 
head-on into a Unimog 
when overtaking (driver 
of passenger car dies)

Swifterbant
29 Jan. 2010

- - - Front underrun protection for 
the Unimog similar to that of 
lorries could possibly have 
resulted in a less serious 
crash, provided that the 
underrun protection is strong 
enough.

On account of his limited 
perception of risk, the driver 
chose to drive the Unimog to 
school instead of using ano-
ther, safer mode of transport.

Unimog driver drove 60km/h 
instead of 25. If the Unimog 
and/or the commercial 
vehicle had observed the 
speed limit, the accident is 
not expected to have occur-
red, or would have been less 
serious.

Head-on collision as a result 
of the absence of a no-pas-
sing sign or a no-entry sign 
for slow traffi c.

Passenger car crashes 
into the rear of a turning 
tractor towing a trailer 
during darkness (driver 
injured)

Aerdt
24 Jan. 2010

- The tractor driver was pro-
bably slowing down when 
turning. As a result, the 
brake lights were not visible. 
The rear of the dark red 
forage wagon was not visible 
in the dark.

- - The driver was not paying 
attention and had not slept 
well on account of personal 
circumstances. 

The passenger car was 
driving too fast, as a result 
of which he had less time to 
brake, and the collision had a 
greater impact.

Passenger car crashes into 
trailer because there is no 
left-turn lane. In addition, 
there is no service road for 
agricultural and construction 
traffi c.

Wheeled loading sho-
vel stops suddenly for a 
cyclist causing the clamp 
with stones to swing and 
hit the cyclist (cyclist in a 
coma)

Beilen
24 Nov. 2009

The driver of the wheeled 
loading shovel does not give 
way because the vehicle’s 
arm and sign above the 
clamp carrying stones restrict 
the driver’s view. 

- - The clamp carrying stones 
is a protruding element that 
moreover was able to swing.

The cyclist is unaware that 
the driver of the wheeled loa-
ding shovel cannot see her.

- The road authority had 
not cordoned off the road 
or deployed a road traffi c 
controller.

Tractor crashes head-on 
into a car (driver injured)

Poortvliet
21 Oct. 2009

- The driver of the passenger 
car may possibly have cut 
the corner on account of the 
limited visibility of the tractor 
in darkness, and crashed 
head-on into the tractor.

- The passenger car hit the 
left tyre of the tractor, which 
broke off. Underrun protecti-
on on the front of the tractor 
might possibly have had a 
positive effect.

- The driver of the passenger 
car drove up to 20km/h too 
fast. If a lower speed had 
been driven, the crash would 
have been less serious.

-

Excavator runs over a 
walker (walker dies)

Overveen
15 Sept. 2009

The excavator driver does 
not see the walker as a result 
of the vehicle’s arm (blind 
spot).

- - - On account of both the driver 
and employer’s poor per-
ception of risk and high risk 
acceptance level, the driver 
decides to drive the excava-
tor on the public road.

- The vehicle could have been 
transported on a semi-trailer.

Tractor crashes head-on 
into a passenger car (dri-
ver of passenger car dies)

Erp
19 Nov. 2008

- The passenger car may pos-
sibly not have been driving 
suffi ciently to the right on 
account of the limited re-
cognisability of the tractor in 
darkness and crashed head-
on into the tractor.

- The tractor drove over the 
left side of the car with its 
left tyre and consequently 
seriously damaged the pas-
senger car. Front underrun 
protection could probably 
have had a positive effect.

- If the passenger car had not 
driven too fast, the results of 
the accident are expected to 
have been less serious.

-

Tractor towing a dump 
trailer runs over cyclist 
(cyclist dies)

Woldendorp
30 Aug. 2008

- - The width of the tractor (2.95 
metres) in relation to the 
road (3.15 metres) leaves 
little room for the cyclist.

Side underrun protection on 
the dump trailer could very 
likely have prevented the 
accident, or considerably 
reduced the severity of the 
injuries sustained. 

- - No cycle path, as a result 
of which the tractor and the 
cyclist were driving on the 
same road.

Tractor crashes head-on 
into a car (driver of pas-
senger car dies)

Horn
12 May 2008

- The driver of the passenger 
car may possibly have cut 
the corner on account of 
the limited recognisability of 
the tractor in darkness, and 
crashed head-on into the 
tractor.

- If front underrun protection 
had been installed in front of 
the counterweight, this might 
possibly have had a positive 
effect.

- - -

Tractor towing a dump 
trailer collides with a 
mobility scooter (driver of 
mobility scooter dies)

’s-Gravenpolder
10 April 2008

The front-loader restricts the 
view of the tractor driver. As 
a result, the driver does not 
see the mobility scooter.

- - Front underrun protection 
near the tractor wheels could 
have prevented the wheel 
from running over the mobi-
lity scooter driver.

On account of the driver’s 
limited perception of risk, the 
driver is unaware of the poor 
view caused by the front-
loader. 

- -

Tractor collides with a 
passenger car on an inter-
section (driver of passen-
ger car dies)

Nunspeet
21 March 2008

- - - An unnecessary counter-
weight was mounted to the 
front of the tractor. This 
signifi cantly contributed to 
the severity of the accident 
outcome.

The driver did see the car but 
believes that he can still pass 
the front of the car (high risk 
acceptance). The use of alco-
hol may have played a role.

- -
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Car or delivery van 50

Moped 18

Bicycle 17

Motor cycle or scooter 12

Agricultural or construction vehicle 14

Other 5

Total 116

Table 3:  Average number of seriously injured casualties (fatalities or hospital admissions) a yearper 
mode of transport involved in accidents with agricultural vehicles41

The number of fatalities resulting from accidents involving agricultural vehicles has been fluctuating 
around 16 each year for over 20 years. The number of casualties admitted to hospital has similarly 
remained stable and amounts to around 100 casualties a year. The number of road casualties 
resulting from accidents involving agricultural and construction vehicles forms a small portion of 
the total number of road casualties (approximately 2% of the 750 fatalities in 2008). Accidents 
involving agricultural and construction vehicles do, however, pose a problem, for the following 
reasons. Overall road safety has improved significantly over the last 20 years (the total number 
of fatalities and hospital admissions fell by over 30% in that period). However, the number of 
casualties (both fatalities and hospital admissions) resulting from accidents involving agricultural 
and construction vehicles has remained stable over the last 20 years (the figure has neither improved 
nor deteriorated).

Accidents involving an agricultural vehicle are thrice as fatal as accidents involving a passenger car 
and one and a half times as fatal as accidents involving a heavy commercial vehicle (lorry, tractor 
towing a trailer or a bus). This can be explained by the characteristics of agricultural vehicles: large, 
heavy and hardly crash-friendly for other road users.

2.6 decIsIon-makIng on agrIcultural and constructIon vehIcles 

The industry has put the agricultural and construction vehicle dossier on the official and political 
agenda on several occasions. To date, this has not resulted in any measures being taken to improve 
the safety of agricultural and construction vehicles. An outline of how the process has progressed 
to date is provided below. Appendix G contains a timeline and more details of decision-making on 
agricultural and construction vehicles.

41 Source: National Road Accident Register BRON. See Appendix C - Explanation of the investigation based 
on agricultural and construction vehicle road accident statistics.
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End of 1999 The Dutch Road Traffic Safety Association (VVN) organises a meeting with the parties 
involved in the road safety of agricultural vehicles (agricultural and horticultural 
sector organisation LTO Nederland, CUMELA Nederland42, the Public Prosecutor and 
the Ministry of Transport, Public Works and Water Management). Outcome: legislation 
is not keeping pace with agricultural industry developments.

May 2001 LTO Nederland sends a letter to the Minister of Transport, Public Works and Water 
Management, on behalf of the agricultural and construction sector organisations, 
containing a proposal to improve road safety as follows: a driving licence and registration 
number, and a periodic inspection for vehicles capable of travelling faster than 25km/h. 

July 2005 The Ministry of Transport, Public Works and Water Management (referred to as the 
Ministry further on in this section) implements the European type approval directive 
for agricultural tractors in the Motor Vehicle Regulations, except for the registration 
number and speed limit increase from 25 to 40km/h. The Ministry commissions an 
investigation into the effects of increasing the speed limit to 40km/h. Mandatory type 
approval takes effect in July 2009. 

April 2006 The Ministry publishes the results of the investigation: increasing the speed limit would 
barely have any impact on road safety. The introduction of a registration number, 
driving licence and more stringent enforcement is expected to have a positive effect. 

June 2006 The Ministry commissions Road Transport Agency RDW to conduct an implementation 
test on the introduction of a mandatory registration number. The Ministry proposes 
introducing a mandatory registration number.

June 2006 The Dutch Government, Balkenende II, becomes a caretaker government.

November 2006 The Dutch Government, Balkenende III, becomes a caretaker government (due to 
election outcome).

December 2006 The Lower House of Dutch Parliament carries a motion put forward by Dutch MP 
Atsma, proposing not to introduce a mandatory registration number for agricultural 
and construction vehicles. 

June 2007 The Ministry confirms to the Lower House that it will implement the Atsma motion: no 
mandatory registration number for agricultural and construction vehicles. However, 
the Ministry commissions an investigation into accidents involving agricultural and 
construction vehicles.

April 2008 The Ministry publishes the results of the investigation: 16 and 17-year-olds are more 
frequently involved in accidents with agricultural and construction vehicles.

May 2008 The Dutch Road Traffic Safety Association (VVN) establishes the Agricultural Traffic 
Initiative Group (comprising LTO Nederland, CUMELA Nederland, the Regional Traffic 
Safety Body in Zeeland ROVZ and VVN).

June 2008 In response to the investigation the Ministry proposes introducing a sliding age group 
scale for agricultural and construction vehicle drivers and awaits the Initiative Group’s 
recommendation.

December 2008 The Agricultural Traffic Initiative Group submits the following recommendation: a 
voluntary registration number for agricultural and construction vehicles capable of, 
and aiming to travel 40km/h, increase the speed limit to 40km/h and introduce a 
tractor driving licence.

November 2009 The Ministry responds to the recommendation put forward by the Agricultural 
Traffic Initiative Group and proposes the following to the Lower House: introduce a 
category B/E driving licence for agricultural and construction vehicles, no mandatory 
registration number but a speed sign42, and increase the speed limit to 45km/h.

December 2009 As a result of the proposal, the Lower House asks the Ministry 47 parliamentary 
questions.

February 2010 The Dutch Government, Balkenende IV, becomes a caretaker government.

March 2010 The Agricultural Traffic Initiative Group submits a supplementary recommendation: 
introduce a tractor driving licence for 16 and 17-year-olds and for those aged 18 or 
above who do not hold a category B or higher category driving licence, a voluntary 
identification plate and increase the speed limit to 40km/h. 
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May 2010 The Ministry responds to the supplementary recommendation submitted by the 
Initiative Group and proposes the following to the Lower House: introduce a tractor 
driving licence, increase the speed limit to 40km/h and leave the decision on the 
identification plate or speed sign to the Lower House (given the Atsma motion). The 
General Consultation with the Standing Parliamentary Committee for Transport, 
Public Works and Water Management does not lead to a decision.

July 2010 The Minister sends a letter to the Lower House which states, among other things, that 
he has initiated preparations for introducing a category T or tractor driving licence.

October 2010 The Lower House carries the motion stipulating that a tractor driving licence exemption 
should only apply to all those aged 18 or above on the implementation date, holding a 
category B driving licence.

Table 4: Overview of decision-making on agricultural and construction vehicles.44

The terms ‘registration number’, ‘identification plate’ and ‘speed sign’ are used in the above overview. 
These means of identification are designed to help identify agricultural and construction vehicles 
in a certain manner. The table below contains an image and a number of features for each type of 
means of identification to help clarify their similarities and differences.

42 CUMELA Nederland is a sector organisation representing agricultural and construction suppliers and 
contractors in the Netherlands. These businesses are engaged in earthmoving and land development 
projects, landscaping and maintenance, and agricultural contracting and fertiliser distribution.

43 A consequence of this proposal is that the speed sign will have to be removed if a vehicle is only permitted 
to travel 25km/h. For example, when the 16 or 17-year-old owner’s son drives the vehicle. 

44 The investigation was concluded on 6 October 2010.
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Registration number Identification plate Speed sign

The Road Transport Agency RDW 
has data on the vehicle owner

The Road Transport Agency RDW 
has data on the vehicle owner

Vehicle owner data unknown

A check on whether the vehicle 
holds type approval 

A check on whether the vehicle 
holds type approval 

No check on whether the vehicle 
holds type approval 

The technical specifications are 
available, including the maximum 
design speed

The technical specifications are 
available, including the maximum 
design speed

No technical specifications are 
available and as a result it cannot 
be ascertained whether a higher 
speed would be appropriate for 
the vehicle 

A registration number is issued 
after a technical inspection has 
taken place

A registration number is issued 
after an administrative check has 
taken place; no technical inspec-
tion

No administrative check takes 
place; no technical inspection of 
the vehicle is performed before 
registration number is issued

This was to become mandatory 
for all agricultural and construc-
tion vehicles (Ministry proposal, 
June 2006)

This was only to become manda-
tory for agricultural and con-
struction vehicles aiming to travel 
40km/h instead of 25km/h (Initia-
tive Group proposal, March 2010)

This was only to become manda-
tory for agricultural and con-
struction vehicles aiming to travel 
40km/h instead of 25km/h (Minis-
try proposal, November 2009)

Table 5: A summary of the possible means of identification for agricultural and construction vehicles.
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3 REFERENCE FRAMEWORK

3.1 IntroductIon

The Dutch Safety Board uses an reference framework during its investigations. On the basis of this 
framework the Safety Board analyses events and backgrounds linked to the incidents. Identifying 
deviations from the reference framework enables the Safety Board to clearly set out where 
improvements can be made or whether they are necessary.

The reference framework in this report comprises three parts as follows:
1. The relevant current laws and regulations that apply to the activities relating to the accidents 

involving agricultural and construction vehicles;
2. The standards, guidelines and industry views that apply to vehicles, the drivers and the road 

infrastructure; 
3. The Dutch Safety Board’s own reference framework comprising a number of internationally 

recognised principles, which sets out the Dutch Safety Board’s expectations relating to the way 
in which the parties involved fulfil their individual responsibility for safety.

This chapter examines each of these three parts in greater detail.

3.2 laws and regulatIons

This section outlines the laws and regulations that apply to the activities relating to the accidents 
involving agricultural and construction vehicles. Appendix H contains a more detailed description 
of the relevant laws and regulations. Road traffic safety is regulated in the Road Traffic Act 1994. 
The Motor Vehicle Regulations apply to vehicles driven on public roads. In addition, agricultural and 
construction vehicles also fall within the scope of the machinery regulations. The Motor Vehicle 
Regulations and the machinery regulations are partially based on European directives. Member 
states are obliged to transpose European directives into national legislation. Since agricultural and 
construction vehicles are mainly used in work situations, the Working Conditions Act also applies.

3.2.1 Road Traffic Act 1994 and Roads Act
The Road Traffic Act 1994 and the regulations based on the act relate to traffic on public roads and 
contain rules that also govern traffic safety. These rules relate to both the vehicle and the driver.

Vehicles
The Road Traffic Act 1994 contains rules governing the inspection and admission of vehicles set 
out in the Motor Vehicle Regulations, in which the Minister of Transport, Public Works and Water 
Management has designated which vehicles and accompanying components require approval before 
being permitted to travel on public roads. Only certain agricultural and construction vehicles require 
approval, and this obligation does not apply to self-propelled equipment at all (for more information, 
see section 3.2.2 which covers the Motor Vehicle Regulations).

In addition, the Road Traffic Act 1994 prescribes that when driven on public roads, motor vehicles or 
trailers should display a registration number issued by Road Transport Agency RDW. This excludes 
agricultural and construction vehicles, which are therefore not required to display a registration 
number.

The Road Traffic Act 1994 also contains the option to lay down rules for the requirements with 
which vehicles should comply when used on public roads. Consequently, requirements have been 
laid down with which vehicles should comply when permitted to travel on public roads, and traffic 
requirements with which vehicles should furthermore comply have been laid down. Motor vehicles 
and trailers having a registration number are required to hold a valid certificate of approval (which 
can be obtained after a periodic inspection). Since agricultural and construction vehicles do not have 
a registration number, a mandatory (periodic) inspection does not apply to these vehicles. 
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Drivers
The Road Traffic Act 1994 stipulates that when driving on roads a motor vehicle driver is required to 
hold a driving licence for that particular type of vehicle. In the Netherlands separate driving licences 
apply to passenger cars, lorries, buses, trailers above a certain weight, motor cycles, mopeds 
and one-seat cars with a moped engine. The minimum age for driving a motor vehicle is 18 years 
(and 21 years for transporting more than eight people). However, an exception has been made 
for agricultural and construction vehicle drivers, to whom a minimum age of 16 years applies45. 
A driving licence is not required for driving agricultural and construction vehicles but a tractor 
certificate does however exist.

The tractor certificate is not a driving licence in the usual sense but a document granting exemption 
to young employees (16 and 17-year-olds) to enable them to ‘perform work involving driving 
tractors on public roads and, directly in connection with this, coupling and decoupling trailers or 
implements.’46 Tractor certificates are issued under the auspices of the Ministry of Social Affairs and 
Employment. The Working Conditions Decree (Arbeidsomstandighedenbesluit) forms the relevant 
statutory framework. Agricultural and construction vehicle drivers who are of age do not require 
a certificate nor do 16 and 17-year-olds who are not performing work (for example, when they are 
driving the vehicle to school). In addition, 16 and 17-year-old drivers of self-propelled equipment do 
not require a tractor certificate.

Infrastructure
Pursuant to the Road Traffic Act 1994, rules may be laid down for maintaining roads and guaranteeing 
their operability. The Roads Act also stipulates that ‘the Dutch state, provincial and local government 
and the water boards are obliged to maintain roads if that public body has designated these roads 
as public roads’. In this context they are required to ensure that the road is ‘in good condition’. A 
definition has not been given of when the condition is found to be ‘good’. In addition, the correct 
information about the public road (number, name, paving, length, width, structures and so on) 
should be established and documented.

3.2.2 Motor Vehicle Regulations
Pursuant to the Road Traffic Act 1994, the Motor Vehicle Regulations stipulate which vehicles require 
approval before being permitted to travel on the road. The following applies to agricultural and 
construction vehicles47:
• Agricultural tractors, types T1 to T3 (standard tractors that are not capable of travelling faster 

than 40km/h) require an EC type approval, national type approval or individual approval;
• Agricultural tractors, type T4.2 (wide agricultural tractors) and type T5 (agricultural tractors 

that are capable of travelling faster than 40km/h) require national type approval or individual 
approval;

• Special-purpose self-propelled equipment and agricultural tractors (type T4.1 high-clearance 
tractors and T4.3 low-clearance tractors) do not require approval. 

In addition, the Motor Vehicle Regulations stipulate the requirements with which each vehicle 
category should comply. These requirements can be broken down into admission requirements, 
permanent requirements and practical requirements.48 Table 6 details these requirements. 

45 An exception has also been made for drivers of invalid vehicles and mopeds.
46 Employment of Young Persons Decree (Arbeidsbesluit jeugdigen), articles 14b and 21 
47 See Appendix E for details of the agricultural tractor vehicle category.
48 Source: Road Transport Agency RDW (also based on the Motor Vehicle Regulations: Chapter 3 (Admission 

Requirements), Chapter 5, Divisions 7 and 8 (Permanent Requirements) and Chapter 5, Division 18 (User 
Requirements).
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Type of vehicle requirement Description Example
Admission requirement49 Requirements the vehicle 

should satisfy after 
manufacture in order to be 
permitted on public roads. 
These requirements are 
systematically inspected 
during an admission 
inspection, based on which 
a registration number is 
issued.50, 51

The vehicle is required to have 
dipped headlights, wide-beam 
lights and so on. The vehicle 
should be designed to provide 
the driver an adequate view.

Permanent requirement Requirements imposed on the 
vehicle’s condition, and which 
the vehicle should satisfy at 
all times. These requirements 
are systematically inspected 
during a periodic inspection 
(such as the periodic motor 
vehicle test for passenger 
cars),52 which is a requirement 
for retaining the registration 
number. Occasional 
inspection involves the police 
stopping vehicles that do not 
comply with the permanent 
requirements, which may 
result in a fine or cancelling 
the registration number.

The lights should work. 
The driver should have an 
adequate view. No unsafe 
adjustments should be made 
to the vehicle (such as sharp 
spoilers on passenger cars).

Practical requirement Requirements imposed on the 
manner in which the vehicle 
should be used on public 
roads. These requirements are 
only monitored occasionally: 
the police can stop vehicles 
driven on public roads that 
do not comply with practical 
requirements and book them.

The weight and dimensions of 
the combined vehicle (i.e., in 
combination with a possible 
load, coupled trailers and/or 
implements). The load should 
not cover the lights or obstruct 
the view. Maximum number of 
passengers.

Table 6: Different types of vehicle requirements

Notes to table 6

Admission requirements
Admission requirements (also referred to as approval requirements53) are the requirements with 
which a vehicle should comply in order to obtain approval to be permitted on public roads. The majority 
of the admission requirements are detailed technical requirements for various components of which 
are formulated in European directives. The aim of these components (apart from maintenance) is 
to ensure safety throughout the vehicle’s useful life. With respect to standard agricultural tractors 

49 Admission requirements do not apply to self-propelled equipment in the Netherlands but they do apply 
to agricultural tractors.

50 A mandatory admission inspection does not apply to agricultural and construction vehicles but it does 
apply to other motor vehicles.

51 Mandatory vehicle registration does not apply to agricultural and construction vehicles.
52 A mandatory periodic motor vehicle inspection does not apply to agricultural and construction vehicles 

but it does apply to most other vehicles.
53 Admission requirements are also referred to as approval requirements. Both terms are used in the Motor 

Vehicle Regulations. The term admission requirements has been chosen for this report.
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(types T1 to T3), the Motor Vehicle Regulations refer to the detailed European requirements as 
formulated in a European directive for agricultural tractor54 type approval, and to specific European 
directives with respect to all vehicle components to which this directive refers. The Motor Vehicle 
Regulations incorporate the admission requirements for other agricultural tractors (types T4.2 and 
T5), which are subject to mandatory type approval. Admission requirements do not apply to self-
propelled equipment since these vehicles do not require approval to be permitted on public roads.

Permanent requirements 
Permanent requirements are those with which the vehicle should comply to ensure that safety is 
maintained. The basic principle for vehicles requiring approval before being permitted on public roads 
is that the admission requirements as such are no longer included as a permanent requirement since 
these particular vehicle aspects are usually no longer changed during the useful life of the vehicles. 
However, a number of admission requirements do come back in a broader, more understandable form 
as permanent requirements. For non-approved vehicles, such as self-propelled equipment as well as 
agricultural tractors that are not subject to mandatory approval, the permanent requirements offer 
the only opportunity to impose and check compliance with requirements. Systematic inspection and 
enforcement of the permanent requirements initially occur during a periodic inspection conducted 
by a company approved by the Road Transport Agency RDW (for example a garage performing a 
motor vehicle test on a passenger car) and occasional police checks. 

A mandatory periodic inspection does not apply to agricultural and construction vehicles. For 
this reason, only the police are able to monitor and enforce these requirements with respect to 
agricultural and construction vehicles.

Practical requirements
Practical requirements are rules of conduct associated with the use of vehicles, such as regulations 
governing vehicle load. Since this involves road use only the police are able to enforce compliance 
with practical requirements.

3.2.3 Machinery regulations
Pursuant to the Commodities Act, the Machinery (Commodities Act) Decree incorporates regulations 
with which machinery manufacturers are required to comply to ensure health and safety. The 
European Machinery Directive55 has been implemented in the above decree, among other things. 
Just as the European Machinery Directive, the Machinery (Commodities Act) Decree does not apply 
to agricultural tractors to the extent this concerns the risks that fall within the scope of the European 
Directive on agricultural tractors56. These are mainly the risks involved in driving on public roads. 
Self-propelled equipment, however, does fall within the scope of the Machinery (Commodities Act) 
Decree and the European Machinery Directive. 

Pursuant to the Machinery (Commodities Act) Decree manufacturers are obliged to undertake the 
following:
• Ensure that the machine complies with the essential health and safety requirements as 

incorporated into the Machinery Directive;
• Ensure that a technical file is available in accordance with the Machinery Directive;
• Provide the user the necessary information (in any event directions for use);
• Draw up an EU declaration of conformity in accordance with the Machinery Directive and issue 

this together with the machine;
• Affix a CE marking to the machine before it is sold.

Under the Commodities Act, the Minister of Social Affairs and Employment is only empowered to 
monitor compliance with the Machinery (Commodities Act) Decree for professional machinery.
 

54 Directive 2003/37/EC.
55 Machinery Directive 2006/42/EC.
56 Directive 2003/37/EC on type-approval of agricultural or forestry tractors. 
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3.2.4 Working conditions legislation 

Legislation governing working conditions includes the following: 
• the Working Conditions Act (Arbeidomstandighedenwet);
• the Working Conditions Decree (Arbeidsomstandighedenbesluit); 
• the Working Conditions Regulations (Arbeidsomstandighedenregeling). 

Pursuant to the above legislation, employers are obliged to ensure the health and safety of their 
employees as well as pursue a policy aimed at achieving the best possible working conditions. 
This includes the employer’s obligation to prepare a risk assessment and evaluation (RI&E) that is 
required to contain, among other things, a description of the hazards and measures taken to reduce 
risk. If necessary, the RI&E should be adjusted in line with changing circumstances. Employers 
should ensure that they effectively communicate to their employees the work to be performed as 
well as the risks associated with the work, and the measures taken to reduce these risks. Employers 
should ensure that employees receive training and/or instructions on the working conditions in line 
with their tasks. Employees are obliged to act in accordance with the training and/or instructions 
they receive to ensure their own health and safety as well as that of other parties. 

The Working Conditions Act also includes an article on the responsibility of employers to protect 
persons other than employees (third parties) against the potential hazards resulting from the work: 
‘In the event the health and safety of persons other than employees should be endangered as a 
result of, or directly associated with the work employees perform on behalf of their employer in 
a business or establishment or in the immediate vicinity thereof, employers are required to take 
effective measures to prevent such danger.’57 In the RI&E referred to above, employers do not 
need to deal with the dangers arising for third parties (only) and with measures to prevent these 
from occurring. However, employers who do have employees performing work on their behalf are 
required to include in the RI&E specific measures that will be taken with respect to third parties 
should an accident occur while these activities are being performed.58 In such situations a sufficient 
number of in-company emergency response staff should be available who are sufficiently qualified 
and equipped to ensure that they fulfil their tasks properly59. 

The term ‘business’ referred to in the previous paragraph should be viewed in a broader context: 
this also covers other locations where work is performed or is usually performed60, such as on public 
roads. ‘Persons other than employees’ also include passers-by and road users61 for example. This 
means that the hazards for other road users as a consequence of driving on public roads in certain 
cases may fall with the scope of the Working Conditions Act. This applies if driving when performing 
work or when usually performing work, for example in connection with paving activities, driving 
between a section of farmland and a property, or when driving to and from a parking area.

3.2.5 Laws and regulations in an international context
This section describes the differences in vehicle requirements and traffic regulations for agricultural 
and construction vehicles between the Netherlands and other European countries. This analysis 
is based on surveys conducted by the European organisation of agricultural and rural contractors 
(CEETTAR)62 and the Association of European Vehicle and Driver Registration Authorities (EReg)63. 
Table 7 contains an overview of the rules governing agricultural and construction vehicles in the 11 
countries that were involved in both the CEETTAR and EReg surveys.

57 Working Conditions Act, Article 10.
58 Working Conditions Act, Article 5 (in conjunction with Article 3) and Article 3 (1 sub e).
59 Working Conditions Act, Article 15.
60 Working Conditions Act, Article 1 (4).
61 Explanatory Memorandum to the Working Conditions Act, Article 10.
62 CEETTAR (2008). Free circulation of machinery. The survey covered France, Belgium, the Netherlands, 

Portugal, Sweden, Germany, Denmark, United Kingdom, Poland, Slovakia and Italy.
63 EReg (2009), The Vehicle Chain in Europe 2008, a survey of vehicle and driving license procedures. This 

survey covered Austria, Belgium, Estonia, Finland, France, Germany, Gibraltar, Iceland, Ireland, Italy, 
Latvia, Lithuania, Luxembourg, the Netherland, Norway, Slovenia, Spain, Sweden, Switzerland and the 
United Kingdom.
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Vehicle registration 
In the Netherlands there is no registration system for either agricultural tractors or self-propelled 
equipment. Vehicle registration is mandatory for agricultural tractors and self-propelled equipment 
in Belgium but not for towed implements. In France, Sweden and Germany agricultural tractors that 
travel faster than 6km/h are registered but registration does not apply to self-propelled equipment. 
On the other hand, in Germany self-propelled equipment capable of travelling more than 20km/h is 
registered and registration numbers are issued. All vehicles travelling on public roads are required 
to be registered in the United Kingdom, Italy and Poland. CEETTAR has not received any information 
relating to the other countries on this point. 

Driving licence
A driving licence is not mandatory for driving agricultural and construction vehicles in the Netherlands. 
However, a driving licence is mandatory in the other countries. In Portugal a mandatory driving 
licence relates to the weight and dimensions of agricultural and construction vehicles. In Belgium a 
driving licence is mandatory for individuals born after 1 October 1982.

The type of driving licence required to drive agricultural and construction vehicles differs for each 
country. In France, for example, a category B driving licence is required for vehicles weighing less 
than 3.5 tons. This also applies to Sweden, Denmark, Poland and Italy. For vehicles weighing over 
3.5 tons a category E driving licence is required in France, and a category G, C or E driving licence 
in Belgium. In Sweden a category C driving licence is required and in Poland and Slovakia a category 
T driving licence. In Germany drivers aged 16-18 require a category T driving licence where a speed 
limit of 40km/h applies. Drivers aged 18-21 are permitted to drive an agricultural vehicle up to a 
speed of 60km/h. Drivers aged 21 holding a category C or C/E driving licence are permitted to drive 
lorries and other vehicles.

Weight and dimensions
In six countries the permissible vehicle width for driving on public roads is 2.55 metres (France, 
Belgium, Portugal, Sweden, Denmark and Italy) or 2.60 metres (Sweden). The permissible width in 
Germany, Poland and the Netherlands is three metres. In addition, in Portugal, Sweden, Germany, 
Denmark, Slovakia, Italy and the Netherlands special permission from the road authority is required 
if individuals wish to drive agricultural and construction vehicles exceeding a width of three metres 
on public roads.

The permissible weight of agricultural and construction vehicles differs between countries. In the 
United Kingdom, for instance, the maximum weight is 24 tons. In the Netherlands the maximum 
weight is 50 tons and in Portugal 60 tons. 

Road safety
The discrepancies in road safety between the various European countries resulting from differences 
in vehicle registration, driving licences and vehicle dimensions have not been evaluated. Multiple 
factors and circumstances would need to be taken into account if such a survey were to be conducted, 
including road safety policy and the design of the infrastructure. A survey of this nature would be 
very extensive and falls outside the scope of the Safety Board’s investigation.

64 
65 
66 
67 
68 
69 
70 
71 
72 
73 
74 
75 
76 
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Table 7:  Overview of laws and regulations governing agricultural and construction vehicles in the 
European countries included in the survey
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3.3 standards, guIdelInes and Industry vIews

3.3.1 Drivers
Agricultural and construction vehicle drivers do not require a driving licence and therefore do not 
follow driving training. However, training courses do exist for operating agricultural tractors and 
self-propelled equipment. For comparative purposes, this section closes with a summary of the 
German textbook entitled Traktor Fahren or Driving a Tractor.

Training for drivers of agricultural tractors
The book entitled Werken met de trekker77 or Working with a tractor is used in training programmes 
at agricultural colleges to teach students how to work with agricultural tractors. In the introduction 
the book states that after having studied the subject matter and having gained sufficient practical 
experience students are capable of safely operating a tractor combined with implements and trailers, 
as well as driving these vehicles safely on public roads. 

The book describes a range of subjects, including the tractor components and how to prepare the 
tractor for driving, combined with a trailer and coupled implements or otherwise. The requirements 
described in these chapters are derived from the requirements stipulated in the Motor Vehicle 
Regulations (see section 3.2.2).

The book explains how to manoeuvre on public roads when a trailer is coupled to the vehicle. The 
terms in the Road Traffic Act 1994 and the Traffic Code are also explained. On the topic of the risks 
to other road users, the book states that based on the width of their tractor drivers should maintain 
an adequate distance to the right to allow their vehicles to be overtaken more easily (‘but watch 
out for slow traffic that is also driving to the right’). Furthermore, drivers of agricultural tractors are 
required to drive with sound judgement, in other words:
• drive at an adjusted speed so that they have time to oversee everything and can make the right 

decisions;
• drive with foresight and put themselves in the position of other road users. 

To supplement the tractor certificate, and given that a tractor certificate is not mandatory for 
drivers above the age of 18, the Foundation for the Promotion of Road Traffic Education (Stichting 
Bevordering Verkeerseducatie, SBV) organises a Safety Training Programmes for Agricultural 
Vehicles. The safety training programme comprises two parts, one on location and the other at 
the road traffic education centre. Employees receive theory lessons for two hours on location at an 
agricultural contractor’s business, on the following subjects:
• traffic participation, traffic rules and traffic signs;
• viewing behaviour;
• speeds;
• vehicles, dimensions and mass;
• safety provisions;
• safety while driving and performing work;
• points to bear in mind while driving in day-to-day practice;
• damage and road traffic accidents.

The theory lessons also cover black spots in the vicinity of the agricultural contracting business.  
A two-hour practical training session is also given at the same location and comprises the following:
• a talk about occupational health and safety regulations;
• vehicle inspection;
• coupling a trailer or implement;
• performing, measuring and practising special driving activities;
• practising driving on public roads, focusing on the New Driving Force (Het Nieuwe Rijden, HNR) 

and safety;
• parking and decoupling vehicles on the industrial premises;
• evaluation based on an instruction card.

77 Source: Ontwikkelcentrum Ede (Ede Development Centre), (2007), Werken met de trekker.
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The safety training programme incorporates a two-hour safety training session at a road traffic 
education centre comprising the following:
• operating theory
• an operating module, focusing on handling heavy agricultural contracting implements in specific 

situations
• the basic principles of braking, stopping in an emergency and swerving

Training for drivers of self-propelled equipment
There are many different types of self-propelled equipment. People working with the equipment are 
called operators. There are training programmes for operators of excavators and wheeled loading 
shovels. Among other things, the examination requirements for these training programmes state 
that candidates should be capable of moving the excavator or wheeled loading shovel on their own.

In summary, the course book about working with a wheeled loading shovel states the following 
about driving on public roads:78 
‘You have read under which conditions you are permitted to drive your wheeled loading shovel on 
public roads in this chapter. We repeat the key provisions: 
• maximum width: 3 metres
• maximum height: 4 metres
• speed limit: 25km/h
You are aware that it would be preferable to switch on the flashing light at all times. This is safer. 
You should also ensure that your lights are working and are switched on. You are aware that you are 
driving a vehicle with extremely poor road-holding ability. You should therefore maintain low speed. 
You should also ensure that you hold the steering wheel firmly and that you always put the trailer 
in transport position.’

The course book about working with a hydraulic excavator includes the following about driving the 
excavator on public roads:79 
‘When driving on public roads, you are required to observe statutory and safety regulations. The 
following aspects are important here:
• Know the traffic rules and apply them80.
• Regularly offer traffic travelling behind your vehicle the opportunity to overtake. Do not let the 

traffic queue become too long. 
• Take account of the machine’s braking distance in each situation and at every speed.
• Always switch on your lights and the flashing light since this will increase your visibility. After 

all, in terms of speed you are a very different type of road user compared to other road traffic.
• Be very well aware of the fact that you are driving a vehicle with extremely poor road-holding 

ability.
• On public roads, you are only permitted to park in the designated parking spaces. Should 

this not be possible, park as close as possible along the right-hand side of the road. Observe 
the prescribed safety measures when doing so. Moreover, you should take steps to prevent 
unauthorised parties from setting the vehicle in motion.’

In respect of road conduct, the course book offers directions including the following:
‘When driving on public roads, you conduct is important. A mobile excavator develops a reasonable 
speed on the road. However, please bear in mind that this type of machine should be considered 
a vehicle with extremely poor road-holding ability. This is because of the machine’s construction. 
...
You may occasionally need to carry a number of additional items in the trailer. This will only 
make the situation more difficult. Items are also not allowed to fall out. Since the machine only 
gains its elasticity from the tyres, it will bounce up and down practically all the time. Under these 
circumstances it is difficult to control the machine. You should therefore adjust your driving speed 
in line with the quality of the road surface.

78 Source: SBW, Werken met de wiellaadschop (Working with a wheeled loading shovel).
79 Source: SBW, Werken met de hydraulische graafmachine (Working with a hydraulic excavator).
80 It also states that the excavator is not permitted to drive faster than 25km/h on public roads, the 

maximum dimensions and the applicable lighting requirements. 
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...
You will often drive a mobile excavator on narrow roads. This is because of the nature of the work, 
for example agricultural contracting. When passing oncoming vehicles, you may occasionally need 
to swerve. However, be careful when driving the side of the machine on a shoulder with a roadside 
ditch a short distance away. This small, sloping shoulder will offer little support, the ground will cave 
in and the machine will sink into the ground sideways. And since this often happens at some speed, 
the machine may overturn.’

Traktor fahren (Germany)
There are two categories of driving licences for agricultural tractors and self-propelled equipment 
in Germany (categories L and T). Category L applies to drivers aged 16 years and above for 
agricultural tractors with a maximum design speed of 32km/h and self-propelled equipment with 
a maximum design speed of 25km/h. Category T applies to drivers aged 16 years and above 
for agricultural tractors and self-propelled equipment with a maximum design speed of 40km/h. 
Hence it is interesting to see what the German textbook includes about driving on public roads, 
in particular as regards the risks to other road users. 

One notable aspect is that the German textbook pays greater attention to the risks to other 
road users on account of the features of the agricultural and construction vehicles than Dutch 
textbooks written for drivers of agricultural tractors, wheeled loading shovels and excavators. 
The textbook also includes warnings about the following:
-  During darkness and with wet windscreens, oncoming vehicles may not be able to see oncoming 

agricultural and construction vehicles;
-  Some vehicles may have an inadequate view and cannot see traffic coming from the right 

(which has priority);
-  If agricultural or construction vehicle drivers have an inadequate view, they should ask 

someone else to guide them, and they should be able to see the person guiding them at all 
times; 

-  Agricultural and construction vehicles need twice or thrice as much time to cross intersections 
and it is therefore exceedingly dangerous to cross obscure intersections without having 
stopped beforehand and looked to see whether it is safe;

-  When overtaking, a side distance of at least one metre should be maintained from cyclists and 
pedestrians;

-  When overtaking, the width of the vehicle and the fact that implements and equipment could 
swing out or swerve should be taken into account;

-  Agricultural and construction vehicles should drive on emergency lanes and shoulders as 
much as possible.

3.3.2 Infrastructure
Apart from laws and regulations, various guidelines apply to road design. These guidelines have 
been incorporated into CROW publications82. The CROW website states the following about the 
status of these guidelines. Guidelines are not as ‘firm’ as legislation and standards. However, road 
designers are not simply permitted to deviate from guidelines. Road designers are required to 
indicate why they wish to depart from the applicable guidelines and why they have chosen another 
solution. They are also required to prove that that particular solution is equally safe.83 

There are also CROW publications that do not carry the status of guidelines. The purpose of these 
publications, for example, is to provide road designers examples of layouts for specific situations or 
to pool knowledge about a specific topic. 

81 Source: Degener Lehrmittel (5th edition), Traktor fahren.
82 CROW is the knowledge centre for traffic, transport and infrastructure in the Netherlands.
83 Source: www.crow.nl (consulted on 29 April 2010). 
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The following CROW publications are important for analysing accidents involving agricultural and 
construction vehicles:
• The Road Design Manual (Handboek Wegontwerp) and Recommendations for road traffic 

provisions in urban areas (Aanbevelingen voor verkeersvoorzieningen binnen de bebouwde 
kom, ASVV);

• Essential Recognisability Characteristics Guideline (Richtlijn Essentiële Herkenbaarheids-
kenmerken);

• A guide for agricultural traffic (Handreiking landbouwverkeer).

The Road Design Manual and Recommendations for Traffic Provisions in urban areas
The Road Design Manual84 does not carry the status of a guideline. The Manual states that it offers 
‘the greatest common denominator’ of potential solutions. This does not mean that a solution is 
provided for each situation. The Manual allows roads designers some leeway in developing good 
solutions given the local circumstances. However, according to the Manual, it is not desirable to 
deviate significantly since this will impact the recognisability and uniformity of the road category. 

Officially the Road Design Manual was published on behalf of the Dutch State. However, it does 
not carry the status of a guideline because the Directorate General for Public Works and Water 
Management and the road authorities who have joined forces in the Interprovincial Consultation 
(IPO), the Association of Netherlands Municipalities (VNG) and the Association of Regional Water 
Authorities (UvW) have not officially conformed to the Manual. 

For comparative purposes: following on from the Motorway Design Guideline (Richtlijn Ontwerp 
Autosnelwegen, ROA), the Department of Public Works introduced the New Motorway Design 
Guideline (Nieuwe Ontwerprichtlijn Autosnelwegen, NOA), which is binding for road designers. 

The precursor to the Road Design Manual did however carry the status of a guideline. The Non-
Motorway Design Guideline (Richtlijn Ontwerp Niet-Autosnelwegen, RONA) in any event had to be 
viewed as providing direction in the construction or reconstruction of non-motorways outside urban 
areas. The sections in the above guideline were officially signed by the Director General of the 
Directorate General for Public Works and Water Management and the Chair of the meeting of the 
Heads of the Provincial Water Board Services.

The Road Design Manual relates to roads outside urban areas and is based on roads grouped in 
road categories. The Manual defines a road category as the classification of a road based on its road 
traffic function within the total network of roads, which can be easily recognised as such by the road 
user. The following three different functions have been highlighted and described as follows in the 
Manual:
• Flow function: a continuous flow of traffic with a speed limit of 100 or 120km/h. The primary 

aim of the flow function is to service traffic and through traffic for long distances.
• Area distributor function: roads with an area distributor function form the ‘middle category’ 

of the road system. Traffic exchange only occurs on intersections whereas the traffic flows 
continuously (80km/h speed limit) on the stretches of road in between intersections. These 
roads form the connecting roads between:
 – two residential areas (that do not border each other);
 – a residential area and a road with a flow function.

• Access function: roads providing a property access function, provide access for instance 
to individual homes, offices, businesses, farms, sports grounds and similar grounds and to 
agricultural properties in an area. Traffic exchange on access roads occurs on both the stretches 
of road (property access) and intersections.

The Road Design Manual comprises four sections: one section for each traffic function (i.e. Roads, 
with a flow function, Distributor Roads and Access Roads) and a general section (Basic Criteria). 
The Road Design Manual imposes functional and operational requirements on road design for each 
road category. Appendix I describes the operational requirements for the road categories on which 
the accidents involving agricultural and construction vehicles occurred (distributor roads and access 

84 CROW publication 164, published in 2002.
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roads). In addition, the Manual describes the various road design elements, such as alignment85, 
cross-sectional profile86 and intersections. Road layout and equipment (such as signs, signals, 
markings, shoulders, lighting and signposting) are also discussed. 

ASVV,87 a CROW publication, contains recommendations for road traffic provisions in urban areas.

The accident analysis in this investigation has examined to what extent the roads comply with the 
requirements defined in the Road Design Manual and the ASVV.

Essential Recognisability Characteristics Guideline
The Essential recognisability characteristics of road infrastructure guideline: implementation 
guide (Richtlijn essentiële herkenbaarheidskenmerken van weginfrastructuur: wegwijzer voor 
implementatie)”88 was published after the Road Design Manual. The guideline was drawn up because 
the road authorities and CROW expected it would take a considerable time for roads to comply with 
the principles of ‘Sustainable Safety’, as rendered in the Road Design Manual. For that reason, it was 
in any event decided to prioritise the recognisability of the road categories. Essential recognisability 
characteristics have been developed for this purpose.

According to the Essential Recognisability Characteristics Guideline three characteristics have been 
highlighted as an ‘Essential Recognisability Characteristic’ (Essentieel Herkenbaarheidskenmerk, 
HRK) of sustainably safe roads, i.e. separation of direction, edge markings and a speed limit sign. 
All other road characteristics (see Appendix I) were not deemed essential. The National Mobility 
Consultation (Nationale Mobiliteitsberaad, NMB), representing the road authority representatives 
referred to earlier plus the collaborative partnership of the seven metropolitan areas within the 
framework of traffic and transport (SkVV), conformed to the guideline in December 2003. However, 
it has emerged that the provincial road authorities have developed their own interpretations of the 
guideline and that the other road authorities (except for the Dutch State) also do not always follow 
the guideline when constructing or reconstructing roads.89

Appendix J illustrates the ideal situation and the Essential Recognisability Characteristics for each 
road category. The accident analysis in this investigation examines the extent to which the roads 
fulfilled the ideal situation.

A Guide for Agricultural Traffic
CROW90 published A Guide for agricultural traffic (Handreiking landbouwverkeer)91 in 2006. This 
publication does not carry the status of a guideline and is initially designed for road authorities, 
consulting agencies and engineering consultancies. In addition, the publication can also be used by 
agricultural and construction sector organisations as well as by educational institutions. 

The purpose of the publication is as follows:
• to update users on agricultural traffic-related developments;
• to provide users insight into current laws and regulations and road design guidelines;
• to offer practical guidance when seeking solutions for agricultural traffic. 

In terms of developments, the publication also examines the increase in agricultural traffic and 
tourism traffic in rural areas. The relative unsafety of agricultural traffic compared to other traffic is 
also highlighted. The publication also discusses Motor Vehicle Regulations and Working Conditions 
legislation.

85 Alignment refers to the horizontal and/or vertical course of a road, railway or waterway. Source: CROW 
(2001), Nomenclatuur van weg en verkeer (Road and traffic nomenclature, publication 156). 

86 The cross-sectional profile is the vertical section perpendicular to the axis of the road, railway or 
waterway. Source: CROW (2001), Nomenclatuur van weg en verkeer (publication 156).

87 ASVV stands for Recommendations for traffic provisions in built-up areas (Aanbevelingen Stedelijke 
Verkeersvoorzieningen, CROW, 2004).

88 CROW publication 203, published in 2004.
89 SWIV (2005), Denkend over Duurzaam Veilig (Thinking about Sustainable Safety), collection of essays.
90 CROW is the knowledge centre for traffic, transport and infrastructure in the Netherlands.
91 CROW publication 240, published in 2006.
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In addition, the publication deals with the unsafety of agricultural vehicles on public roads in relation 
to Sustainable Safety road design. It was established that current agricultural vehicles contravene 
a key basic Sustainable Safety principle, which is that hazardous encounters between two or more 
road users should not occur. On account of their weight and powerful structure agricultural vehicles 
pose a hazard to both slow traffic and passenger car traffic. It is argued that the requirements 
Sustainable Safety imposes on drivers, vehicles and the infrastructure should also apply to 
agricultural traffic. They are as follows:
• Driver: driving training and a minimum age of 18 years;
• Vehicle: vehicle registration number and safety provisions;
• Infrastructure: either do not mix with fast road traffic having an 80km/h speed limit and do 

not mix slow traffic (in other words a separate, service roads for agricultural traffic, which 
are costly and take up a huge amount of space) or mix fast traffic and allow other traffic to 
overtake on passing lanes.

The publication provides examples of charts outlining considerations road authorities can weigh up 
to determine where they should allow agricultural traffic to drive: on the main carriageway or on a 
service road, mixed with slow traffic or otherwise. In addition, the publication contains examples of 
measures focusing on infrastructure, behaviour and communication.

3.4 safety management

It has previously emerged that the structure of a safety management system and the implementation 
thereof by organisations and staff play a crucial role in demonstrably managing and continuously 
improving safety. This applies to all organisations that are either directly or indirectly involved in 
activities where danger could potentially arise for citizens in the Netherlands. This concerns various 
types and sizes of organisations having different roles and responsibilities, such as ministries, the 
provincial and municipal authorities and private companies. 

Assessing the way in which organisations fulfil their individual responsibility with respect to safety 
depends on the context. The context is determined by the nature, size and the responsibilities of the 
parties involved. In addition, the life cycle phase (focus on design, implementation, management 
and so on) determines the context. These aspects should therefore be incorporated into the 
assessment. Although the formation of an opinion may differ for each incident, the thought process 
remains identical.

In principle, various lines of approach may be employed to review and assess the way in which 
organisations fulfil their individual responsibility for safety. A universal manual designed to apply to 
all situations therefore does not exist. Based on national and international legislation and a large 
number of widely accepted and implemented standards, the Safety Board has defined a number 
of safety priorities that would need to be implemented in the safety management systems of the 
organisations involved. The relevant safety priorities are as follows:

Insight into risks serving as a basis for the safety plan 
The starting point for achieving the required level of safety is as follows:
• conduct a review of the system; 
• followed by an assessment listing the associated risks. This will serve as a basis for establishing 

which hazards need to be managed and which preventive and repressive measures should be 
taken to achieve this.

Demonstrable and realistic safety plan 
In order to prevent and manage undesirable events, a realistic and practicable safety plan or safety 
policy, including the associated starting points, should be defined. This safety plan should be adopted 
and controlled at management level, and is based on the following:
• relevant current laws and regulations; 
• applicable industry standards, guidelines and best practices, the organisation’s own views and 

experiences and the safety objectives drawn up specifically for that organisation.
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Implementing and enforcing the safety plan 
The safety plan is implemented and enforced, and the identified risks are managed by means of the 
following:
• a description of the way in which the defined safety plan is implemented, focusing on the 

specific objectives and plans, and including the resulting preventive and repressive measures;
• a transparent, clearly-defined assignment of responsibilities relating to safety on the ‘shop 

floor’ in respect of the implementation and enforcement of safety plans and measures, which 
information is available to all;

• a clear definition of the required staff and necessary expertise in the various roles;
• clearly defined and active centralised coordination of safety activities.

Tightening the safety plan 
The safety plan should be continuously assessed and tightened based on the following: 
• periodic risk analyses, observation rounds, inspections and audits, which activities should in 

any event be performed whenever changes to basic principles are made (proactive approach);
• a system for monitoring and investigating incidents, near accidents and accidents, and an 

expert analysis of these incidents (reactive approach). This will serve as a basis for carrying 
out evaluations and for adjustments to the safety plan by management, where applicable. In 
addition, improvement areas will be identified which can be actively managed. 

Management guidance, involvement and communication 
The management of the parties and organisations involved should ensure the following:
• that internally expectations regarding the safety objectives are clearly defined and realistic, 

and that the ‘shop floor’ is receptive to the idea of making continuous improvements to safety, 
in any event by leading by example and, to conclude, by making available a sufficient number 
of people and resources for this purpose;

• clear external communications regarding the general procedures, how these are assessed, 
procedures to be used in the event of deviations and so on, based on clearly defined and 
documented arrangements with the local community.
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4 PARTIES INVOLVED AND THEIR RESPONSIBILITIES

4.1 IntroductIon

This chapter describes the main parties involved and their responsibilities in relation to accidents 
with agricultural and construction vehicles. Appendix K elaborates on these responsibilities, and 
refers to the applicable laws and regulations, where relevant. Apart from the parties involved, as 
discussed in this chapter and in Appendix K, more organisations are associated with agricultural and 
construction vehicles. Appendix L contains a flow chart of these parties and illustrates their mutual 
relationships. 

4.2 vehIcle drIvers

Pursuant to the Road Traffic Act 1994, just as all other road users, drivers of agricultural and 
construction vehicles are responsible for ensuring that they do not endanger other parties. 
Endangering other parties can be caused by driving an unsafe vehicle, or by unsafe behaviour. This 
responsibility arises from the fact that is an offence to act in such a manner as to cause a hazard (or 
potential hazard) on public roads or to obstruct road users in any way.92 Furthermore, all road users 
are forbidden to behave in such a way that a traffic accident attributable to them occurs in which 
another person is killed or sustains serious physical injury or physical injury such that temporary 
illness occurs or that a person is prevented from engaging in normal activity.93

Vehicle drivers are required to ensure that their vehicle is in good condition, offers an adequate 
front and side view and complies with both the permanent and practical requirements applicable 
to the vehicle’s relevant category (see section 3.2.2 for details of these requirements). This applies 
to all vehicle drivers, including those of agricultural and construction vehicles. In addition the 
vehicle should be approved if it is subject to mandatory admission approval. Mandatory approval for 
agricultural and construction vehicles only applies to agricultural tractors in the T1, T2, T3, T4.2 or 
T5 vehicle categories and not to self-propelled equipment. 

With respect to driving skills and a driving licence, a motor vehicle driver is required to hold a driving 
licence for driving motor vehicles in the relevant motor vehicle category.94 However, a driving licence 
is not required for driving agricultural tractors and self-propelled equipment,95 among other vehicles. 
A minimum age requirement of 18 years applies to driving motor vehicles. If the motor vehicle is 
equipped to transport more than eight people (excluding the driver), a minimum age requirement of 
21 years applies.96 However, a minimum age requirement of 16 years applies to driving agricultural 
tractors and self-propelled equipment.97

The following rules apply to agricultural and construction vehicle drivers. Drivers of agricultural 
tractors aged 16 or 17 driving on public roads to perform work are required to have successfully 
followed a driving course and passed the final examination. They are required to hold a tractor 
certificate as proof thereof. This obligation does not apply to drivers of self-propelled equipment 
aged 16 or 17 and drivers of agricultural tractors aged 16 or 17 who are not performing work. Drivers 
of agricultural and construction vehicles aged 18 or above do not require a tractor certificate.

92 Road Traffic Act 1994, Article 5.
93 Road Traffic Act 1994, article 6.
94 Road Traffic Act 1994, Article 107(1).
95 Road Traffic Act 1994, Article 108 (1a).
96 Road Traffic Act 1994, Article 110.
97 Driving Licences Regulations, Article 5.
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4.3 vehIcle owners/holders

Vehicle owners/holders are similarly prohibited from driving or allowing a vehicle to be driven for 
which admission has not been granted and/or is unsafe, as stated in the first paragraph of section 
4.2. In addition, under civil law the vehicle owner/holder will in principle be held liable for conduct 
when allowing another person to drive their vehicle.

4.4 emPloyers, busIness owners and commIssIonIng PartIes

Employers are responsible for ensuring the health and safety of their employees. Employers are 
required to pursue a policy aimed at achieving the best possible working conditions. They are also 
required to organise the work in such a way so as to avoid any detrimental effect on the health 
and safety of their employees. Employers are furthermore required to draw up a risk assessment 
and evaluation (RI&E). Employers are required to take measures to communicate the work to be 
performed and the risks associated with the work to their employees. In addition, they are required 
to communicate these risks and the risk management measures taken to their employees. 

Apart from the above, employers are required to take measures to protect persons other than 
employees against potential hazards that may arise while performing work at or in the immediate 
vicinity of the business. Employers are not required to include the measures taken to prevent 
danger to third parties in an RI&E. However, they are required to incorporate the measures to be 
taken after an accident has occurred while performing work (including measures for third parties). 
As stated in section 3.2.4, driving on public roads within the context of work or performing work on 
public roads may fall under the employer’s responsibility with respect to preventing danger to third 
parties. This means that in these situations employers are also required to protect other road users 
from potential dangers arising when agricultural and construction vehicles are driven on public 
roads. 

Employers are required to take additional measures for young employees (under the age of 18) 
since they have less work experience, are not capable of fully assessing the dangers and have not 
yet reached their full intellectual and physical maturity. Employers, who are also the vehicle owner/
holder, are moreover required to comply with the obligations described in section 4.3.

Business owners and employers using agricultural and construction vehicles in the agricultural and 
civil engineering industries have joined forces in the Agricultural and Horticultural Organisation LTO 
Nederland, CUMELA Nederland (agricultural and building suppliers and contractors)98, Bouwend 
Nederland (building contractors), Transport and Logistics Netherlands (TLN) and Trade Organisation 
for Logistics and Transport EVO99. These business owners are sometimes contracted and work for 
farmers, building contractors and the government authorities, among other parties. Commissioning 
parties may impose additional (safety) requirements on contractors, for instance they may require 
that contractors hold a safety certificate, or commissioning parties may prescribe that certain 
safety measures be taken while the work is performed.

4.5 manufacturers/ImPorter/dealers

Manufacturers, importers and dealers are responsible for manufacturing and selling machinery 
that complies with the Motor Vehicle Regulations and the Machines (Commodities Act) Decree 
(see sections 3.2.2 and 3.2.3). They are not permitted to sell agricultural tractors in the T1-T3100 

98 CUMELA Nederland: sector organisation representing agricultural and building suppliers and contractors 
in the Netherlands. These businesses are engaged in earthmoving and land development projects, 
landscaping and maintenance, agricultural contracting and fertiliser distribution.

99 When established, EVO was an abbreviation for Eigen Vervoerders Organisatie (Dutch Association of 
Transport Users and Transport on Own Account) but is now an acronym. 

100 See Appendix E for vehicle category details under the Motor Vehicle Regulations. Please note that in 
addition to being prohibited from selling non-approved agricultural tractors, driving non-approved 
agricultural tractors is also prohibited, see sections 4.3 and 4.6.
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vehicle category or put these on the market if they do not carry EC type approval. In addition, 
manufacturers are required to ensure that agricultural tractors (except for the risks that fall within 
the scope of directive 2003/37/EC) and self-propelled equipment comply with the requirements of 
the Machines (Commodities Act) Decree101.

Manufacturers, importers and dealers of agricultural tractors and other agricultural equipment 
have joined forces in sector organisation Federatie Agrotechniek. Manufacturers of self-propelled 
equipment used in the construction and civil engineering industries have joined forces in FMIB102 
and BMWT103. 

4.6 PolIce and PublIc Prosecutor

The police are responsible for enforcing law and order in accordance with the applicable laws and 
regulations, and on behalf of the competent authorities. The competent authority responsible for 
enforcing law and order in a municipality is the mayor, while the public prosecutor is the competent 
authority responsible for enforcing criminal law. 

Police priorities are determined annually at national level by the Minister of the Interior and Kingdom 
Relations and the Minister of Justice within the national police policy framework. At local level police 
priorities are determined in a tri-partite consultation (involving the mayor, public prosecutor and 
chief of police). In terms of safety, the government has prioritised combating crime and public order 
in certain disadvantaged urban districts. This means that relatively little police capacity has been 
allocated to areas that fall outside these areas (other urban areas and rural areas).

The police have the authority to enforce regulations preventing the following offences which are 
punishable under road traffic legislation, specifically in respect of agricultural and construction 
vehicles:
• driving without a driving licence (however agricultural and construction vehicle drivers in the 

Netherlands do not require a driving licence);
• a person under the age of 16 driving an agricultural or construction vehicle on public roads;
• driving agricultural and construction vehicles that are not in good condition on public roads, 

which vehicles have an inadequate front and side view and/or do not comply with the permanent 
and practical requirements applicable to the relevant vehicle category;

• driving a non-approved vehicle to which mandatory admission approval applies, such as an 
agricultural tractor in the T1, T2, T3, T4.2 or T5 vehicle categories;

• acting in such a manner as to cause a hazard (or a potential hazard on public roads) or to 
obstruct road users in any way;

• all road users are forbidden to behave such a way that a traffic accident attributable to them 
occurs in which another person is killed or sustains serious physical injury or physical injury 
such that temporary illness occurs or that person is prevented from engaging in normal activity.

Police officers have general investigative powers. From a strictly legal point of view, they are 
permitted to investigate all offences, including those that fall within the scope of the Working 
Conditions Act. The police may therefore draw up an official report. Based on agreements made 
with the Public Prosecutor, in such cases the police may always involve the Health and Safety 
Inspectorate.

101 See section 3.2.3 and Appendix H.
102 FMIB is a sector organisation representing manufacturers of machinery and systems for the 

constructionindustry. 
103 BMWT is a sector organisation representing importers and/or manufacturers of construction 

machinery,warehouse design, road construction machinery and transport equipment.
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4.7 road transPort agency (rdw)

In 1996 the RDW became an independent administrative body. Since that time the RDW is no longer 
referred to as the Government Road Transport Agency (Rijksdienst voor het wegverkeer) but as 
the RDW. With the government agency becoming an autonomous body, the responsibilities of the 
Minister of Transport, Public Works and Water Management and the RDW were segregated. The 
Minister is accountable for policy development and vehicle legislation (see section 4.10), while the 
RDW104 is charged with the implementation thereof.

The responsibilities of the RDW105 include the following:
• Admission: allowing vehicles and vehicle components access to the Dutch and European 

markets;
• Supervision and monitoring: supervising RDW-approved businesses and monitoring the 

technical condition of vehicles;
• Vehicle registration and information provision: collecting, storing, editing and managing data 

on vehicles, their owners and vehicle documents and providing information on the data to 
interested parties; 

• Issuing documents: issuing documents required by vehicles or owners, such as registration 
certificates, driving licences and the periodic motor vehicle test form. 

Since agricultural and construction vehicles do not require admission, are not required to undergo 
periodic inspection and do not require a driving licence or vehicle registration, the RDW does not 
monitor these aspects, does not register any data and does not issue any documents. However, the 
RDW registers European type approvals for agricultural tractors in the T1-T3 vehicle categories.106 
In addition, the RDW issues registration certificates for agricultural tractors and self-propelled 
equipment driven on international roads. These vehicles may obtain a border traffic registration 
number (a GV-kenteken or grensverkeerkenteken). Without this particular registration number, 
these vehicles might (possibly) not be permitted to travel in another member state.107

In addition, the RDW is the designated body which, within the scope of defined frameworks, is 
permitted to grant exemptions on behalf of the road authorities for driving non-compliant vehicles 
- in terms of the dimensions stipulated in the Motor Vehicle Regulations - on public roads, including 
agricultural and construction vehicles exceeding a width of three metres.108 

4.8 central offIce for motor vehIcle drIver testIng (cbr)

The Central Office for Motor Vehicle Driver Testing (Het Centraal Bureau Rijvaardigheidsbewijzen, 
CBR) is a foundation that performs a number of tasks on behalf of the Ministry of Transport, Public 
Works and Water Management within the context of driving skills, driving courses and developing 
professional competence standards. The Minister of Transport, Public Works and Water Management 
supervises the CBR.

The CBR assesses the driving skills, professional competence and the driving aptitude of drivers of 
passenger cars, motor cycles, mopeds, lorries, buses, aircraft and inland vessels. Since a driving 
licence is not required for agricultural and construction vehicles, the CBR does not have a role 

104 Source: www.rdw.nl (consulted on 28 May2010), Key tasks. The tasks as formulated in the Road Traffic 
Act 1994 are described in Appendix K.

105 Source: www.rdw.nl (consulted on 28 May2010), Key tasks. The tasks as formulated in the Road Traffic 
Act 1994 are described in Appendix K.

106 See Appendix E for vehicle category details as defined in the Motor Vehicle Regulations.
107 Up to 1 August 2002 the Minister of Agriculture, Nature and Food Quality carried responsibility for 

this topic and the Institute for the Mechanisation of Agroculture (Instituut voor Mechanisatie in de 
Agrocultuur, IMAG) was appointed as the implementing type approval authority. Ministerial responsibility 
for agricultural tractor policy was transferred from the above ministry to the Ministry of Transport, Public 
Works and Water Management effective 1 August 2002 (Government Gazette 146, 2002). Following on 
from this, on 10 August 2002 the RDW was asked to assume IMAG’s activities, including the certification 
and testing of agricultural and forestry vehicles. (Government Gazette 147, 2002).

108 Regulations governing the Road Transport Agency’s tasks, article 2, (c) and (d).
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with respect to the driving skills and driving aptitude of, and driving courses for agricultural and 
construction vehicle drivers.

4.9 road authorItIes

Under the Roads Act the provinces, municipalities and water boards are obliged to maintain the 
public roads they manage and ensure that they are in good condition. The municipalities are required 
to draw up a register for each road situated outside urban areas stipulating which parties are 
responsible for carrying out which road maintenance aspects unless the Dutch state or provincial 
authorities maintain these roads.

Under the Traffic and Transport Planning Act (Planwet Verkeer en vervoer), the municipalities 
and provinces are required to pursue a traffic and transport policy. This policy requires that they 
observe the essential elements of the National Traffic and Transport Plan (Nationaal Verkeers- en 
Vervoersplan). Municipalities are moreover required to take account of the Provincial Traffic and 
Transport Plan and the policy pursued by neighbouring municipalities.

4.10 mInIstry of transPort, PublIc works and water management109

The Minister of Transport, Public Works and Water Management is responsible for developing road 
traffic legislation. In this context, the Minister is also bound to European Union (EU) directives, 
such as Directive 2003/37/EC Directive 2003/37/EC on type-approval of agricultural tractors and 
Machinery Directive 98/37/EC. 

The Minister has the authority to assign tasks to and supervise the RDW and CBR, among other 
bodies.

The Minister may stipulate which vehicles require approval in order to be permitted on public roads. 
The obligation applies to all motor vehicles, except for certain types of agricultural tractors and self-
propelled equipment.

In addition, the Minister may stipulate which vehicles are subject to a mandatory driving licence. A 
mandatory driving licence does not apply to agricultural and construction vehicles.

Under the Roads Act, the Minister is furthermore obliged to maintain roads that fall under the 
supervision of the Dutch state (state roads). Under the Traffic and Transport Planning Act the 
Minister is obliged to draw up a National Traffic and Transport Plan in coordination with the provinces 
and municipalities. 

4.11 mInIstry of socIal affaIrs and emPloyment and the health and safety InsPectorate

The Minister of Social Affairs and Employment is responsible for Working Conditions legislation and 
for monitoring compliance thereof by the Health and Safety Inspectorate. The Health and Safety 
Inspectorate forms part of the Ministry of Social Affairs and Employment and is charged with 
monitoring compliance with occupational protection legislation. The most important legislation in 
this context is the Working Conditions Act (and the Major Accidents [Risks] Decree) and the Working 
Hours Act. In implementing this legislation, the inspectorate’s tasks include verifying the presence 
of certificates, risk assessments and evaluations (RI&Es) and specific operating instructions. 

The inspectorate is also charged with assessing the enforceability and feasibility of proposed laws 
and regulations. 

109 In this report the division of policy areas across the ministries is based on the situation existing on 6 
October 2010. 
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In addition to monitoring compliance with laws and regulations, the Health and Safety Inspectorate 
investigates:
• reports of occupational accidents requiring notification;
• reports of serious accidents involving hazardous substances (major hazards);
• complaints made by employees or third parties about their working conditions and/or working 

hours;
• complaints/tips regarding labour market fraud (illegal employment and payment below the 

statutory minimum wage). 

The Health and Safety Inspectorate takes enforcement measures where these investigations reveal 
infringements or criminal offences.

As stated earlier, employers are also required to take measures to protect persons other than 
employees against any potential danger that may arise while performing work at the business or 
in the immediate vicinity thereof110. The term “business” should be viewed in a broader context.111 
For example, when driving on a public road while performing work or in connection with work, or 
when performing work on a public road, measures are required to be taken for instance to protect 
road users against the potential hazards arising from the work. Situations where business owners 
themselves are driving form an exception to the above.

Road traffic accidents occurring on public roads, involving one or more employees who were 
performing their work at the time of the accident, in principle fall under the notification requirement 
within the framework of the Working Conditions Act. In day-to-day practice, however, the Health 
and Safety Inspectorate does not investigate these accidents because they are investigated by 
the police pursuant to the Road Traffic Act 1994. The Health and Safety Inspectorate does not 
enforce the notification requirement relating to occupational accidents that occur on public roads. 
However, should road traffic accidents nevertheless be reported, for instance by a casualty, these 
are registered by the Health and Safety Inspectorate but are not dealt with. Since road traffic 
legislation also applies, the investigation is passed on to the police112

110 Working Conditions Act, Article 10 (1).
111 Working Conditions Act, Article 1 (4).
112 Instructions relating to the enforcement policy of the Health and Safety Inspectorate under the Working 

Conditions Act, section 1.4.
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5  ANALYSIS

5.1 IntroductIon

The Tripod method (see Appendix A for more details) was used to analyse the eleven accidents in 
this investigation. A list of accident factors was drawn up on the basis of this analysis. These accident 
factors can be broken down into factors relating to the vehicle, the driver and the infrastructure. As 
already stated in the introduction, many of these factors were also identified in the analysis of the 
five accidents the Safety Board investigated in spring 2009. 

The following diagram shows the factors identified in the analysis of all 11 accidents. Section 2.3 
incorporates a detailed overview of the factors relating to each accident.

Figure 26: Diagram of accident factors

This chapter describes the definitions that apply to each accident factor as well as the information 
available on these accident factors in literature. The manner in which the relevant accident factor 
came into play in the investigated accident is subsequently discussed. Where possible, the scope 
of the issues surrounding these accident factors has also been assessed. The assessment is based 
on the National Road Accident Register (BRON113) and the Dutch Safety Board’s own analysis of 73 
police reports of fatal accidents involving agricultural and construction vehicles in the period 2004-
2008.114

Apart from the factors shown in figure 26, this chapter also examines the parties that played a role 
in the different accident factors. The STAMP method (see Appendix A for more details) was used to 
analyse the role of the parties involved.

113 BRON stands for National Road Accident Register (Bestand geRegistreerde Ongevallen in Nederland). 
Source: Ministry of Transport, Public Works and Water Management. See Appendix C for an explanation 
of the accident statistics based on the above road accident register.

114 See Appendix D for an explanation of the analysis of 73 police reports of fatal accidents involving 
agricultural and construction vehicles.
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The structure of this chapter is as follows:
• Section 5.2 describes the accident factors relating to the agricultural or construction vehicle;
• The accident factors relating to the driver and the driver’s employer are described in section 

5.3;
• To conclude, section 5.4 contains the accident factors relating to the infrastructure.

Each section always closes with an analysis of the parties involved and the contribution or 
contributions they made, or could have made to the relevant accident factors.

5.2 vehIcles

5.2.1 View

What definition applies to view?
To enable safe driving on public roads, it is essential that drivers have a good view of the situation 
surrounding their vehicle from the driver’s seat. This is the view relevant to the vehicle’s road traffic 
function. For this reason, the Motor Vehicle Regulations (see Chapter 3) stipulate that vehicles 
provide an adequate view. The limited view of other vehicles, such as lorries,115 is known to lead to 
accidents. The driver’s view of the situation surrounding the vehicle is reduced on account of the 
lorry’s size. The view when agricultural or construction vehicles are used as implements (machine 
function) is an aspect that falls beyond the scope of this investigation.

The blind spot is the area around the vehicle, which the driver cannot see directly or can only see 
indirectly. A direct view applies if the driver can see the area through one of the windows. Mirrors 
or cameras provide the driver an indirect view. The size and position of the blind spot depends 
on the type of vehicle, including the height of the cabin and the presence of mirrors or cameras. 
Just as lorries, agricultural and construction vehicles are huge in size and they therefore also have 
a restricted view around the vehicle (large blind spot). In addition, agricultural and construction 
vehicles are often equipped with implements required for working on the land or on the construction 
site and these can restrict the direct view to such an extent that fellow road users become largely 
invisible to the agricultural and construction vehicle driver. 

The Safety Board defines an inadequate view as follows116. A view that would be inadequate for 
participating in traffic applies if the vehicle has been built or designed in such a way as to render 
the driver’s front or side view inadequate so that he or she cannot see other road users in time in 
order to give way or to swerve.

In what way did the accident factor inadequate view play a role in the investigated  
accidents?
In three of the eleven accidents investigated, the inadequate view of the agricultural or construction 
vehicle driver was identified as an accident factor. Different causes may be attributable to an 
inadequate view:
1. Vehicles are produced with an inadequate view, for example the excavator arm in the Overveen 

accident (see figure 27 and section 2.2.6);
2. Vehicles are adjusted after purchase by fitting an additional (permanent) component to them, 

such as the agricultural tractor with the front-loader in the ‘s-Gravenpolder accident (see figure 
28 and section 2.2.10);

3. When used, vehicles (temporarily) provide an inadequate view resulting from the presence 
of a load or an interchangeable implement, such as the wheeled loading shovel with a clamp 
containing stones in the Beilen accident (see figure 29 and section 2.2.4).

115 Source: SWOV fact sheet Dodehoekongevallen (Accidents resulting from blind spots, 2009). 
116 The Motor Vehicle Regulations governing agricultural and construction vehicles do not define when the 

driver’s view is inadequate. However, the admission requirements that only apply to certain agricultural 
tractors do include quantitative requirements (maximum size of obstacles obstructing the view).
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Re 1. Vehicles produced with an inadequate view are not permitted to travel on public roads. 
After all, they do not satisfy the permanent requirement117 imposed on view118. The fact that this 
nevertheless occurs has various reasons: 
• Vehicles are designed with a poor view. Machinery design focuses on user functionality, and 

not on the road traffic function.119 In other words: safe driving on public roads is subordinate to 
machine functionality;

• From the start, the government has not regulated prohibiting agricultural and construction 
vehicles which have a poor view from being driven on public roads. The Motor Vehicle 
Regulations do not impose any admission requirements120 on self-propelled equipment, and 
this therefore means that no admission requirements have been imposed on the view. Under 
the Motor Vehicle Regulations, self-propelled equipment is not required to be approved before 
being permitted to travel on public roads (in other words: manufacturers are not required to 
produce vehicles that provide an adequate view, and this is also not monitored). However, the 
user/owner is not permitted to use the vehicle on public roads because it does not satisfy the 
permanent requirements laid down in the Motor Vehicle Regulations;

• Certain types of agricultural tractors (T4 and T5121) are not approved in day-to-day practice 
before being permitted to travel on public roads.122 The Motor Vehicle Regulations do not 
prescribe any check whether approval or type approval (in other words the admission) of 
agricultural tractors and self-propelled equipment took place;

• The permanent requirement stipulating that a vehicle should provide an adequate view, in 
practice has proven difficult for the police to enforce where self-propelled equipment produced 
as such is concerned. The fact is that these vehicles are not approved before being permitted 
to travel on public roads (type approval or individual approval). In the case of other motor 
vehicles, which do require approval, the inspection authority (for instance the RDW) measures 
and determines the view when performing type approval. Since agricultural and construction 
vehicles do not require approval, police officers themselves would need to determine where the 
line is drawn between having a view that is adequate, and a view that is inadequate. The fact is 
that this is not specified in the permanent requirement imposed on view.123 

  
Figure 27: The direct right front view and right side view from the excavator

117 Permanent requirements are requirements the vehicle should satisfy to ensure that vehicle safety 
continues to be maintained after it has been put into use (for instance view and compliance with the 
admission requirements). Apart from permanent requirements, the Motor Vehicle Regulations lay down 
admission and user requirements. For more details on the different types of requirements see section 
3.2.2.

118 Motor Vehicle Regulations, article 5.1.1 (1b). 
119 Source: Interview with construction equipment sector organisation BMWT. 
120 Admission requirements are requirements the vehicle should satisfy in order to obtain approval to be 

permitted to drive on public roads, see section 3.2.2. 
121 For an exact description of the agricultural and forestry tractor categories see Appendix E.
122 Source: interview with the RDW. 
123 To illustrate how complex it is to establish a vehicle’s field of vision, an extract from Directive 2008/2/

EC has been included in Appendix M describing how the field of vision should be determined during the 
admission inspection of agricultural tractors.
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In Germany excavators are classified as selbstfahrende Arbeitsmaschinen (sfA) or self-propelled 
equipment. Pursuant to the StVZo124 a special Merkblatt applies to these vehicles regulating 
view requirements. If the excavator satisfies these requirements a Betriebserlaubnis125 is issued 
permitting the machine to be driven on public roads.126

Re 2. Vehicles fitted with an additional component after purchase and having an inadequate view 
as a result are not permitted to travel on public roads. This nevertheless occurs on account of the 
following:
• approval or new approval does take not place when vehicles have been adjusted because of the 

following:127

 – self-propelled equipment is not required to be approved under the Motor Vehicagricultural
 – tractors are not registered and therefore it cannot be verified whether any adjustments 

were made after the original approval was granted;
• a periodic inspection does not take place in which these types of vehicle adjustments would 

come to light. A periodic inspection is not mandatory for agricultural tractors and self-propelled 
equipment under the Road Traffic Act 1994;

• the permanent requirement stipulating an adequate view as described above is difficult for the 
police to enforce.

Figure 28:  The driver of the agricultural tractor was unable to see the mobility scooter at a distance 
of less than 15 metres from the front of the vehicle.

Re 3. The Safety Board investigated why agricultural and construction vehicles drive around with 
an interchangeable implement (or load) on the front, which obstructs the view. The Safety Board 
examined to what extent drivers of these vehicles are aware of the degree to which the view is 
restricted and the risks associated with an inadequate view, what their thoughts are about driving 
with a poor view (risk perception) and what role the police play in preventing agricultural and 
construction vehicles from driving around with implements or a load that obstructs the view. It has 
emerged from interviews that the following factors play a role:
• drivers are insufficiently aware that the implement (or the load) obstructs the view;
• drivers assume that other road users are aware that their agricultural or construction vehicle 

has an inadequate view and they also assume that other road users take this into account;
• as stated above, the permanent requirement stipulating an adequate view is difficult for the 

police to enforce.

124 Straßenverkehrs-Zulassungs-Ordnung (literally: Regulations governing the admission of road traffic), 
similar to the Motor Vehicle Regulations in the Netherlands.

125 A Betriebserlaubnis is a vehicle type approval. The German system stipulates that all vehicles driven 
on public roads require type approval. An allgemeine Betriebserlaubnis is issued for a series of 
vehicles. However, an Einzelbetriebserlaubnis also applies to individual vehicles. EC type approval can 
also be regarded as a Betriebserlaubnis. A registration certificate is subsequently issued based on a 
Betriebserlaubnis or EU type approval. There is no EU type approval for self-propelled equipment and 
these vehicles are therefore required to hold a Betriebserlaubnis. Mandatory registration does not apply 
to self-propelled equipment having a maximum design speed of 20km/h. These vehicles are required to 
display a white sign indicating ‘20’; the Betriebserlaubnis is required to accompany the vehicle. However, 
self-propelled equipment having a design speed exceeding 20km/h is required to display a registration 
number.

126 Source: Günter Heitmann, a German road traffic law expert, specialised in agricultural and construction 
vehicles.

127 Source: Interview with the RDW. 
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Figure 29:  The direct front view as seen from the wheeled loading shovel. The middle image shows 

that the pedestrian walking in front of the vehicle (in the orange jacket) has completely 
disappeared behind the clamp carrying the stones.

What is the relevance of this accident factor?
The National Road Accident Register (BRON)128 does not contain any information about the view 
from the relevant vehicles. In the Safety Board’s own analysis of 73 police reports of fatal accidents 
involving agricultural and construction vehicles129 an obstructed view was identified as a factor that 
caused the accident in 24% of these accidents. In half of these accidents (in 12% of all accidents) 
the front view was obstructed by an implement (among the 12%, 4% involved excavators, 2% 
wheeled loading shovels, 2% forklifts and 4% agricultural tractors) while in the other half (12% of 
all accidents) the rear view was obstructed, for instance by a trailer or incorrect adjustment or the 
absence of mirrors (among the 12%, 2% were road rollers, 2% road sweepers and 8% agricultural 
tractors).

It has emerged from the accidents investigated and police reports that an inadequate view lies at 
the root of the increased unsafety of agricultural and construction vehicles. The Safety Board is of 
the opinion that an inadequate view is a structural problem because the driver is unable to solve 
this by driving slowly and carefully or by looking a great distance ahead. There is a valid reason for 
prohibiting vehicles that do not provide the driver an adequate view from travelling on public roads 
simply because the vehicle does not comply with the requirements laid down in the Road Traffic 
Act 1994. However, an option allowing short distances to be driven on public roads would be for 
someone else to accompany the vehicle. In Germany, novice drivers are instructed to do so in the 
German tractor driving licence course book, which describes how to work with a guide (see section 
3.3.1). Another option is to attach aids to help improve the view, such as blind spot mirrors and 
blind spot cameras.

5.2.2 Visibility and recognisability of agricultural and construction vehicles during darkness

What definition applies to visibility and recognisability during darkness?
Visibility refers to the ability to detect an object physically. The visibility of agricultural and 
construction vehicles, which carry mandatory lights and markings, during darkness plays a key role 
in being able to assess the correct distance to the vehicle, and the vehicle’s size and speed. 130

128 See Appendix C - Explanation of the investigation relating to agricultural and construction vehicle 
accident statistics.

129 See Appendix D - Explanation of the investigation relating to the analysis of 73 police reports of fatal 
accidents involving agricultural and construction vehicles. 

130 TNO report, the investigation was carried out on behalf of the Dutch Safety Board. Zichtbaarheid van 
tractoren, literatuurstudie, modelberekeningen en veldexperiment. (Tractor visibility, literature study, 
calculation models and a field experiment). J.W.A.M. Alferdinck and E.S. Wilschut, 2010. Appendix N 
contains a summary of this report.
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For the purpose of agricultural tractor131 visibility the Motor Vehicle Regulations contain permanent 
requirements for vehicle lights. These requirements stipulate that at least two dipped headlights 
and two wide-beam lights (the term side lights is used in legislation132) should be visible on the 
front of the agricultural tractor. The wide-beam lights are not permitted to be mounted more than 
40cm from the exterior of the tractor (see figure 30). The dipped headlights are required to have 
a maximum luminous intensity of 437.5cd133 per lamp, the wide-beam lights are required to have a 
minimum luminous intensity of 4cd and a maximum luminous intensity of 60cd. 

Figure 30:  Diagram showing the front of an agricultural tractor with dipped headlights and wide-
beam lights. The dimensions indicate where the lights should be mounted. 

A width marking in the form of a retroreflective sign with red and white diagonal stripes (see figure 
31) is mandatory for an inseparable load or interchangeable implements if their width protrudes 
more than 0.10m from the side of the vehicle. 134

Figure 31: Example of a width marking

Pursuant to the Traffic Code (Reglement verkeersregels en verkeerstekens, RVV 1990) agricultural 
tractors exceeding a width of 2.60m performing work on or alongside public roads are required to 
carry a flashing light. Agricultural tractors that are less wide and are not performing work are not 
permitted to carry a flashing light because this would otherwise detract from the level of attention 
paid to a flashing light.

Recognisability relates to interpreting correctly (in line with reality) what is observed. This 
investigation focuses primarily on the width, the distance to and the speed of the agricultural and 
construction vehicle. The driver of an oncoming passenger car or a passenger car coming from 

131 Since the investigated accidents in which visibility/recognisability may possibly have played a role are 
all accidents involving agricultural tractors, only the requirements for agricultural tractors are included 
here.The Motor Vehicle Regulations also contain permanent requirements imposed on the lights of 
self-propelled equipment. 

132 The term wide-beam lights has been chosen for this report because it more accurately reflects the 
function of these lights. As opposed to passenger cars, the side lights and dipped headlights on 
agricultural tractors are not found in the same location.

133 Cd stands for candela, a unit of luminous intensity.
134 Motor Vehicle Regulations, 5.18.22 (3).
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the rear will not immediately recognise the lights visible during darkness as those of a certain 
type of vehicle, the vehicle dimensions and the speed at which the vehicle is travelling, and this 
certainly is the case if these vehicles deviate from what the driver would normally expected, namely 
another passenger car. However, this information is essential in order to adjust driving behaviour 
appropriately so as to avoid an accident, for instance by moving to the side, driving on the shoulder 
or reducing speed. This is particularly important for agricultural and construction vehicles since they 
are usually wider than passenger cars and lorries, which means that the driver of the passenger car 
has less room to pass the agricultural or construction vehicle.

In what way did the accident factor poor visibility and recognisability play a role in the 
accidents investigated?
Based on the investigation findings, in four of the eleven accidents investigated the Safety Board 
believes it is plausible that the other road user did not see or recognise the agricultural and 
construction vehicle in time. This relates to the three head-on collisions with an agricultural tractor 
and one rear-end collision where a passenger car ran into the rear of the trailer attached to the 
agricultural tractor. All of these accidents occurred at dawn or when darkness had fallen.

In the rear-end collision in Aerdt (see section 2.2.3) the motorist saw the agricultural and construction 
vehicle driving in front of him too late to be able to avoid a collision. The agricultural tractor carried 
the following lights and retroreflectors, which were visible on the rear of the vehicle:
• On the lighting panel: two reflecting triangles, two rear lights and the left direction indicator. 

The brake lights were probably not on because the driver of the agricultural and construction 
vehicle was probably not braking but was letting the vehicle slow down on its own accord;

• Mid-rear: a slow vehicle triangle;
• There were no other retroreflectors. A width marking in the form of a retroreflective sign with 

red and white diagonal stripes was not mandatory;
• The flashing light was not switched on. Flashing lights are only permitted and required to be 

switched on if the vehicle exceeds a width of 2.60 metres, or if the vehicle is performing work 
while being driven alongside or on a public road. Neither case applied here.

The limited visibility of the trailer’s lights may have possibly contributed to the occurrence of the 
accident. The motorist only recalled seeing a dark patch and the reflector of the slow vehicle triangle 
at the last minute. He did not see any lights. 

In the three head-on collisions in Poortvliet, Erp and Horn (see sections 2.2.5, 2.2.7 and 2.2.9), 
before the collision the other road user, in all cases a motorist, did not swerve sufficiently in order 
to pass the agricultural tractor (even though there was sufficient room for a passenger car to pass). 
It is not known why the motorist did not swerve in any of the accidents because the motorist died 
as a result of the accident, or does not remember it. 

The police investigation established that the agricultural tractors involved in these accidents were 
carrying the following lights and retroreflectors, which were visible on the front of the vehicle (and 
therefore were not dirty):
• Poortvliet:

 – Two dipped headlights;
 – Two wide-beam lights;
 – The flashing light was not switched on. This was also not required because the combined 

vehicle was less than 2.60 metres wide and was not performing any work on or alongside 
the road.

 – The trailer was not wider than the tractor. The lights and width marking on the front of the 
trailer were not essential.

• Erp:
 – Two dipped headlights;
 – The left wide-beam light;The right wide-beam light was broken;
 – The flashing light was not switched on. It was mandatory to display a flashing light in this 

situation because the combined vehicle exceeded a width of 2.60 metres (namely 2.80 
metres).

 – There were no lights on the front of the trailer whereas this is in fact mandatory because 
both sides of the trailer were 10cm wider than the tractor.
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 – A width marking in the form of a retro-reflective sign with red and white diagonal stripes 
was not present and was not mandatory.

• Horn:
 – Two dipped headlights;
 – It is not known whether the wide-beam lights were switched on;
 – The flashing light was not present. It was in fact mandatory to carry a flashing light in 

this situation because the combined vehicle exceeded a width of 2.60 metres). The sowing 
machine was in fact protruding in relation to the 2.60-metre wide agricultural tractor;135

 – The sowing machine had front lights. It is not known whether these were switched on;
 – There was no width marking (see figure 31) on the front of the sowing machine, which was 

in fact mandatory in this situation.
To be able to assess the distance and speed of agricultural tractors during darkness, the lights 
should immediately be recognised as those of an agricultural tractor.

The Safety Board’s hypothesis is that the road user did not correctly assess the width and distance 
and this occurred because the dipped headlights (the headlights) on the agricultural vehicle are 
positioned closely together (see figure 30) and the dipped headlights outshone the wide-beam 
lights.136 To verify this hypothesis, the Safety Board commissioned an investigation by Dutch 
research organisation TNO.137 TNO determined the detection distance (the distance at which the 
lights on the vehicle are visible) and the recognition distance (the distance at which the agricultural 
vehicle is recognised as such) during darkness by means of a literature study, calculation models 
and a field experiment. The results of the study are discussed in the following paragraphs.

The TNO literature study has shown that a small distance between the dipped headlights can lead 
to overestimating the distance to the oncoming vehicle. Other road users believe that the vehicle is 
farther away than is actually the case. 

Dipped headlights on agricultural tractors are permitted to radiate more light by a factor of 100 
than wide-beam lights. If this is the case, the wide-beam lights could be outshone, thus reducing 
the recognisability of the agricultural tractor.

TNO’s calculation models show that wide-beam lights on the front of an agricultural tractor, which 
complies with the statutory requirements, are visible at a distance of at least 500 metres. However, 
they should be mounted at sufficient distance from the dipped headlights.

The TNO field experiment found that the wide-beam lights on agricultural tractors and coupled 
implements are visible at distances ranging between 400-650 metres. However, even then the 
vehicle is still not recognisable as an agricultural tractor. Only when the dipped headlights are 
detected separately and more details of the agricultural tractor and the implement are visible, were 
the subjects certain that it was an agricultural vehicle. This occurs at distances ranging between 
70-160 metres, depending on the luminous intensity of the lights and the presence of an operating 
flashing light. In cases where wide-beam lights having a low luminous intensity are combined 
with dipped headlights having a high luminous intensity, the recognition distance falls below the 

135 It is not known how far the sowing machine was protruding. The police only measured the width of the 
agricultural tractor, which was 2.60 metres. The images show that the sowing machine is wider than the 
agricultural tractor.

136 Outshone means that on account of the presence of bright lights in the field of vision, other objects, 
which are less bright (or which have a lower luminous intensity or luminance) are either less visible, 
or not visible. In the case of agricultural and construction vehicles, the dipped headlights blanket the 
observer’s eye causing the contrast of all objects in the field of vision to be reduced. Objects having a 
low luminous intensity (such as wide-beam lights) will first no longer be visible. Source: CIE (2002). CIE 
equations for disability glare (CIE Publication 146, TC 1-50 report, part of Collection on glare, 2002). 
Vienna: International Commission on Illumination CIE.

137 TNO report, study conducted on behalf of the Safety Board. Zichtbaarheid van tractoren, literatuurstudie, 
modelberekeningen en veldexperiment (Tractor visibility, literature study, calculation models and field 
experiment). J.W.A.M. Alferdinck and E.S. Wilschut, 2010. Appendix N contains a summary of this report.
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required stopping distance138 of 93 metres. The presence of an operating flashing light contributes 
to achieving a longer recognition distance (up to 70% longer). 

 

Agricultural tractor 1 Agricultural tractor 2 towing an 
 automatic planter

Figure 32: Agricultural tractors during darkness (at a distance of 50 metres)

In the four accidents investigated the flashing light was not operating on any of the agricultural 
or construction vehicles (in two of the accidents it was also not mandatory). An operating flashing 
light could have ensured that the agricultural vehicle was detected earlier and consequently could 
possibly have prevented the accident.

Based on TNO’s investigation, the Safety Board has concluded that situations in which:
1. the luminous intensity of the wide-beam lights on agricultural tractors is low,
2. the luminous intensity of the dipped headlights is high, and
3. no other lights are present,
pose a risk to the recognisability of the vehicle.139

These situations occur when:
• wide-beam lights become obsolete or are dirty. It is plausible that this regularly occurs, for two 

reasons. Firstly, because no periodic inspection takes place in which it could be established 
that the wide-beam lights have become obsolete and are no longer compliant140 and secondly, 
because vehicles get dirty when used. The luminous intensity of wide-beam lights may be 
too low when these have become obsolete or dirty and have fallen below the lower threshold 
of 20cd (as found during the experiments). The wide-beam lights may also not have met the 
minimum required luminous intensity when the vehicle was purchased; 

• the luminous intensity of dipped headlights is higher than permitted by law. It cannot be ruled 
out that agricultural tractors are sold with dipped headlights having a luminous intensity that is 
higher than permitted.141 In addition, after the vehicle has been put into use dipped headlights 

138 Stopping distance is the distance that a vehicle needs to come to a complete stop when the brakes have 
been applied, including response time.

139 A similar problem applies to the recognisability of combined tractor and trailer units during darkness. 
The Safety Board published a report on this topic in 2002 entitled Ongevallen met manoeuvrerende 
vrachtauto’s bij duisternis (Accidents involving lorries manoeuvring during darkness). To improve 
recognisability a European directive entered into force from 2008 prescribing retroreflective contour 
markings for new lorries weighing over 7.5 tons.

140 In order to ensure compliance with safety requirements, the police check for broken lights. It is difficult 
to check for dirty lights since it is difficult for the average police officer to determine when lights are too 
dirty. Source: interviews with the RDW, the police, the National Traffic Team of the Public Prosecutor’s 
Office (LPTV) and the CJIB register.

141 While conducting the practical experiment TNO established that a new agricultural tractor carried dipped 
headlights having a luminous intensity six times higher than permitted (the agricultural tractor in figure 32).
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are sometimes replaced with those having a higher luminous intensity.142 Vehicles can be found 
driving around with dipped headlights that are too bright for the following reasons: 
 – Approval of self-propelled equipment and certain types of agricultural tractors (categories 

T4 and T5143) does not take place;
 – periodic inspection does not take place because it is not mandatory;
 – the police do not check for the luminous intensity of lights to ensure compliance because 

this cannot be determined by the naked eye (a photometre is required). 

Furthermore, if the dipped headlights are incorrectly adjusted this can cause glare and as a result 
lead to incorrectly assessing a vehicle’s dimensions and the distance to a vehicle. Lights can only be 
adjusted using equipment whereas replacing a lamp can in fact negate the correct setting. 

What is the relevance of this accident factor?
Based on the National Road Accident Register (BRON) 144 database it was found that on average 30 
of the 116 serious accidents involving agricultural vehicles occur at dawn or during darkness. The 
majority, on average 20 accidents, involve collisions with a passenger car or delivery van (see table 8). 

Average per year Of which during darkness

Passenger car or delivery van 54 20 37%

Moped 19 5 26%

Bicycle 17 1 6%

Motor cycle or scooter 12 1 8%

Other 14 3 21%

Total 116 30 26%

Table 8:  Number of serious accidents between agricultural and other vehicles, broken down into 
numbers and share of accidents occurring during darkness.145 

Collisions between agricultural vehicles and passenger cars or delivery vans occur more frequently 
during darkness than collisions between agricultural vehicles and other road users (mopeds, 
bicycles, pedestrians, and so on). This mainly applies to head-on collisions and rear-end collisions 
between agricultural vehicles and passenger cars or delivery vans (41% and 53% during darkness 
respectively), see table 9. During darkness collisions occur less frequently among passenger cars 
only or delivery vans only (34% and 28% respectively). It can be deduced from these figures that 
these types of accidents occur more frequently with agricultural and construction vehicles than 
with passenger cars and delivery vans. Darkness plays a key role in serious head-on and rear-end 
collisions between passenger cars or delivery vans and agricultural and construction vehicles. The 
information in the National Road Accident Register (BRON) does not state whether visibility and 
recognisability come into play in these accidents.

142 It is mandatory to use approved lighting units. During the approval process, the luminous intensity of 
these lighting units is tested in a laboratory to check whether they satisfy the requirements. However, 
non-approved lighting units are also on sale, some of which have a luminous intensity that is higher than 
permitted. Checking luminous intensity does not form part of the periodic motor vehicle test for other 
motor vehicles (source: interview with the RDW). 

143 For an exact description of agricultural and forestry tractors and the relevant categories, please refer to 
Appendix E.

144 See Appendix C – Explanation of the investigation relating to agricultural and construction vehicle 
accident statistics.

145 Source: National Accident Register BRON. See Appendix C - Explanation of the investigation relating to 
agricultural and construction vehicle accident statistics.
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Share of accidents 
during darkness

Type of accident

Head-on Rear-end Other

Delivery van or passenger car 
and agricultural vehicle 41% 53% 27%

Delivery van or passenger car 
and delivery van or passenger 
car 34% 28% 33%

Table 9:  Share of accidents during darkness among serious accidents between agricultural vehicles 
and passenger cars or delivery vans, and between passenger cars only or delivery vans 
only broken down into different types of accidents146

The analysis of the 73 police reports found that the lights on the agricultural and construction 
vehicle were not in order (they were either not working or not switched on) in almost a quarter 
of the accidents that occurred during darkness. In a third of the accidents that occurred during 
darkness, the lights of the agricultural and construction vehicle were in order but the recognisability 
of the agricultural and construction vehicle played a role in causing the accident (13% head-on 
collisions with a passenger car and 20% rear-end collisions in which the passenger car driving 
behind the agricultural tractor crashed into the implement or the trailer coupled to the rear of the 
agricultural tractor). 

It has emerged from the National Road Accident Register (BRON), which is maintained by the 
Ministry of Transport, Public Works and Water Management and from the Safety Board’s analysis of 
the 73 police reports that head-on and rear-end collisions between passenger cars or delivery vans 
and agricultural vehicles occur more frequently during darkness than between passenger cars or 
delivery vans only. This indicates that the visibility and recognisability of agricultural vehicles during 
darkness is a relevant accident factor.

In order to resolve the problems surrounding the recognisability of agricultural and construction 
vehicles the minimum required luminous intensity of wide-beam lights should be increased to at 
least 20cd (it is currently 4cd). However, the police are not able to enforce this measure because 
the naked eye is unable to determine luminous intensity (a photometre is required). In addition, this 
measure will only help prevent head-on collisions. A retroreflective marking, which is mandatory for 
lorries, may provide a solution for rearend collisions.

5.2.3 Width

What definition applies to width?
Width refers to the physical width of agricultural and construction vehicles, including coupled trailers, 
load and implements. The width of agricultural and construction vehicles as such does not need to 
pose a problem but this should be seen in relation to the width of the road on which the vehicle is 
driven.147 During interviews, agricultural and construction vehicle drivers stated that the fact that 
the road infrastructure has not been designed to accommodate the dimensions of their vehicle 
sometimes causes problems. A road may happen to contain a series of curves in short succession, 
which drivers are not able to follow properly in succession. Roundabouts are sometimes difficult too.

When designing new infrastructure a 2.60m-wide vehicle model is used (the maximum width of a 
lorry). The desired width of the road depends on the type of road, 4–4.5 metres or 7.5 metres.148 

146 Source: National Accident Register BRON. See Appendix C - Explanation of the investigation relating to 
agricultural and construction vehicle accident statistics.

147 The width of the vehicle in relation to the width of the road is a factor that can be classified both as a 
vehicle accident factor and an infrastructure accident factor. It was decided to classify width as a vehicle 
accident factor for the purpose of this investigation. 

148 4–4.5 metres for access roads and 7.5 metres for distributor roads. Source: Road Design Manual 
(CROWpublication 164, 2002). 
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Rural roads are often not as wide (3-4.5 metres wide). The width of rural roads depends on the 
traffic volume and the bearing force of the shoulder.149 The design of rural roads has often grown 
historically and external factors, such as dikes, ditches or canals, make it difficult to widen the road. 
Agricultural and construction vehicles are often too wide to overtake other road traffic safely on 
these types of roads.

The maximum permissible width of agricultural tractors and self-propelled equipment is 3.00 metres150 
and 3.50 metres if the road authority or the RDW151, has granted exemption and, occasionally (5-10 
times a year) even wider152. This is wide compared to the following:
• the width of other motor vehicles, which have a permissible maximum width of 2.60 metres in 

the Netherlands;
• the maximum dimensions of agricultural and forestry tractors in other European countries.153 

Exemptions are issued for a period of three years. They are not issued to the vehicle, but are issued 
in a person’s name. Several vehicles may therefore travel on the road under the same exemption. 
Since an admission requirement and a mandatory registration number do not apply, exemptions 
cannot be granted per vehicle. In addition, from a practical point of view it is unfeasible for the RDW 
to technically assess the dimensions or other aspects before granting the exemption.154 

The dimensions permitted in the Netherlands rank among the largest maximum permissible 
dimensions. Since agricultural and construction vehicles are not required to be approved to be 
permitted on public roads, a substantial difference has arisen between Dutch vehicles and German 
vehicles, for instance. Based on the lack of admission requirements, manufacturers take advantage 
of the opportunity to build wider vehicles. This is particularly important for row widths, and so on. In 
Germany vehicles are designed for smaller row widths. Wide tyres also cause vehicles to be wider. 
In the Netherlands vehicles are usually driven with tyres wider than those in neighbouring countries, 
making agricultural and construction vehicles wider than three metres. In neighbouring countries, 
vehicles travel on standard tyres and thus remain within the maximum permissible width of three 
metres.155

There is a marked difference between the Netherlands and its neighbouring countries, considering 
the fact that the traffic situation in the Netherlands is extremely heterogeneous involving a multitude 
of weak road users combined with a high population density and high traffic volumes as a result. As 
a consequence, different types of vehicles and road users encounter one another on public roads 
more frequently.

In what way did the accident factor width of the agricultural and construction vehicle play 
a role in the accidents investigated? 
In two of the eleven incidents investigated, the agricultural or construction vehicle’s width and/or 
the coupled implement or trailer in relation to the width of the road came into play in the occurrence 
of the incident. 

In Woldendorp limited room was available for a 2.95-metre wide agricultural tractor that wanted to 
overtake two cyclists on a 3.15-metre wide road (see section 2.5.8). The agricultural tractor involved 
in this accident complied with the vehicle requirements but was too wide in relation to the road.

149 If a large number of wide vehicles travel on rural roads, and have to swerve on the shoulder for other 
traffic, the shoulder should be appropriate for this purpose. Grass pavers can be applied for instance. 
These are concrete slabs comprising a pattern of regular openings through which roadside grass and 
flora can grow.

150 A permanent requirement stipulated in the Motor Vehicle Regulations.
151 Source: RDW (2010), Long-term exemption facilities – effective 1 March 2010. Each year the RDW issues 

300-350 exemption documents.
152 Applications for exemptions for equipment exceeding a width of 3.50 metres are occasionally made (five 

to ten times a year). In these cases, the RDW coordinates which provisions should be incorporated in the 
exemption with the road authority. (Source: interview with the RDW).

153 See paragraph 3.2.5 for an international comparison.
154 Source: interview with the RDW.
155 Source: interview with the RDW.
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In Wieringerwerf a 4.5-metre cultivator coupled to an agricultural tractor crashed into an oncoming 
passenger car on a 6.20-metre wide bridge (see section 2.1.1). The vehicle involved in this accident 
did not comply with the vehicle requirements. During the interview, the company involved stated 
that they often drove around on service roads with equipment that was too wide and had never 
experienced the police taking action against this.

What is the relevance of this accident factor?
The National Road Accident Register database (BRON) 156 maintained by the Ministry of Transport, 
Public Works and Water Management does not contain any information on the width of the road or 
the width of the vehicle. The analysis of the 73 police reports157 found that in 13% of the accidents 
investigated the width of the agricultural or construction vehicle exceeded 2.60 metres. The width 
of the vehicle exceeded three metres in 2% of the accidents investigated.

Since the width of the agricultural or construction vehicle itself does not need to pose a problem 
and since this concerns the vehicle’s width in relation to the width of the road (see the Woldendorp 
accident, for example) the relationship between the two widths has been analysed. In 40% of the 
accidents the agricultural or construction vehicle was wider than half of the road. In 18% of the 
accidents, the width of the agricultural or construction vehicle exceeded 2.60 metres and, moreover 
was wider than half of the road. In 11% of the accidents, the width of the agricultural or construction 
vehicle was wider than 80% of the road. In 7% of the accidents, the width of the agricultural and 
construction vehicle exceeded 2.60 metres and moreover was wider than 80% of the road.

Based on the statistics, it can be concluded that the width of the vehicle in relation to the width of 
the road is a recurring problem in accidents involving agricultural and construction vehicles. In half 
of the accidents, this problem is caused by the vehicle (being wider than the maximum dimensions 
of other motor vehicles, that is, wider than 2.60 metres) and in the other half of the accidents 
the cause lies in the width of the road (which is unsuitable for vehicles exceeding a width of 2.60 
metres).

5.2.4 Crash aggressivity

What definition applies to crash aggressivity?
The term crash aggressivity is used to describe the extent to which a vehicle forms a hazard to other 
road users in the event of a crash. In other words, crash-aggressive vehicles offer relatively little 
protection to the party into which it crashes (partner protection). The term (crash) compatibility 
is also often used. Vehicles having high crash aggressivity are relatively incompatible with other 
road users. Familiar examples are passenger cars and pedestrians, lorries and passenger vehicles 
and large passenger vehicles, such as SUVs and small, light urban cars. Within the context of this 
investigation crash aggressivity refers to the crash aggressivity of agricultural and construction 
vehicles relative to other road users, particularly passenger cars and delivery vans, cyclists and 
pedestrians.

The following three different aspects determine a vehicle’s crash aggressivity:
• weight;
• stiffness;
• geometric compatibility.

The heavier weight of a vehicle, in day-to-day practice, means higher aggressivity relative to other 
road users. The weight of agricultural and construction vehicles often is heavier than that of a 
passenger car. In the Netherlands, the maximum permissible laden weight of an agricultural or 
construction vehicle combined with one or more trailers is 50,000kg. This is high compared to other 
European countries.158 A car usually weighs 1,000-2,000kg. Compared to the weight of their most 

156 See Appendix C - Explanation of the investigation relating to agricultural and construction vehicle 
accident statistics.

157 See Appendix D - Explanation of the investigation relating to the analysis of 73 police reports of fatal 
accidents involving agricultural and construction vehicles.

158 See section 3.2.5 for more details.
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common crash opponents, namely passenger cars and weak road users (pedestrians, mopeds, 
cyclists and motor cyclists), most agricultural and construction vehicles are heavier in weight. 
Counterweights may be fitted to the vehicle to improve roadholding when towing a load. Such 
counterweights, which can weigh over 1,000kg, are sometimes also carried – to save time and work 
– without any load, causing the agricultural tractor’s weight to exceed the weight needed to carry 
out the work at that particular time.

Stiffness is a parameter that receives ample attention, particularly in the case of passenger cars. 
Generally speaking, the stiffer the vehicle, the greater the decelleration will be in a crash and 
the more serious the damage and injury sustained by the crash opponent. The stiffness of the 
section of the vehicle that crashes into another object largely determines the decelleration the 
vehicle experiences in a crash, and it therefore forms a key parameter for occupant self-protection. 
However, stiffness also influences crash opponent protection. An example is the protection of weak 
road users involved in a head-on collision with a passenger car. Reduced stiffness of the front of 
the vehicle will considerably reduce the risk of injury to pedestrians and cyclists. Consequently, 
statutory requirements have meanwhile been imposed on the front of passenger cars. 

The third parameter that comes into play in crash aggressivity is geometric compatibility. This 
means that the dimensions and design (for example the bumper height) of different vehicle types 
have been aligned making them compatible in the event of a crash and will cause each other less 
damage. Figure 33 illustrates the geometric incompatibility of the large passenger car compared to 
the small car in a head-on collision, resulting from the large differences in the bumper height of the 
two vehicles.159 

Figure 33: Example of geometric incompatibility in the event of a head-on collision

As illustrated in figure 34, the geometric incompatibility of agricultural and construction vehicles has 
a considerable impact on the severity of the accident outcome. 

Figure 34:  Geometric incompatibility between an agricultural or construction vehicle and a passenger 
car160

159 Incidentally, statutory requirements for passenger cars are meanwhile being discussed to prevent 
similar forms of geometric incompatibility.

160 Smith, T. (TRL): Agricultural vehicle safety on the road - assessing priorities in relation to other large 
vehicle types, Agricultural Transport Conference, 12 March 2008. 
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The geometric incompatibility of agricultural and construction vehicles in relation to other vehicles 
is caused by the way in which agricultural and construction vehicles have been constructed. They 
require higher ground clearance161 to enable them to be used effectively on the land. Protruding 
components, coupled implements as well as counterweights pose a more serious risk in the event of 
a crash. The Motor Vehicle Regulations162 impose a number of requirements on sharp and protruding 
parts. In addition, few statutory requirements are geared towards the geometric compatibility of 
agricultural and construction vehicles. 

However, requirements do apply to the geometric compatibility of lorries. Consequently, lorries 
manufactured from a certain date are required to be fitted with side, front and rear underrun 
protection to limit the damage in the event of collisions with passenger cars and to prevent 
pedestrians and cyclists from being caught under the wheels. No such requirements apply to 
agricultural and construction vehicles, however. To ensure underrun protection works effectively, 
it should be mounted sufficiently low. The distance between the botom of the underrun protection 
and the road should not be any longer than the distance between the bumper of a passenger car 
and the road. 

Effective underrun protection for agricultural and construction vehicles will pose problems when 
the vehicle is deployed on the land, which means that practical application will only be feasible 
if underrun protection can be fitted and removed rapidly for use on public roads. The structural 
requirements for collisions involving passenger cars will be so high that it will probably not be 
feasible to combine these with the requirement for rapidly fitting and removing underrun protection. 
The position of the wheels on agricultural tractors, which usually protrude in relation to the vehicle’s 
body, forms an additional complicating factor. In order to work effectively underrun protection 
should be placed in front of the wheels. This differs in the case of protection for weak road users. 
Gains can however be made in this area. Protective solutions for pedestrians and cyclists, such as 
mandatory side underrun protection for lorries, do not (yet) exist for agricultural and construction 
vehicles and trailers towed by these vehicles.

In what way did the accident factor vehicle aggressivity play a role in the accidents 
investigated?
In all the accidents involving agricultural and construction vehicles, the weight of agricultural and 
construction vehicles is a factor influencing the severity of the accident outcome with the vehicle’s 
weight being heavier than that of the crash opponent. Reducing the current permissible weight 
of agricultural and construction vehicles without seriously affecting their functionality (in other 
words without having to reduce the load carried) is not expected to have a huge impact on road 
safety. To have any impact on road safety, the vehicle’s weight would need to be reduced to such 
an extent that it would severely impact the vehicle’s functionality. For this reason, this factor has 
subsequently been discounted. 

The factor stiffness primarily came into play when protruding counterweights and other protruding 
components, particularly sharp components, were involved. In two of the accidents a counterweight 
played a role (in Horn and Nunspeet, see sections 2.2.9 and 2.2.11 respectively). In the Nunspeet 
accident this factor had a huge impact on the severity of the accident outcome. Moreover, in this 
particular case the counterweight was used unnecessarily because when the accident occurred no 
implement was being towed.163 The analysis of the deformation of the passenger car caused by the 
counterweight shows that if the counterweight had not been present, the accident outcome might 
possibly have been less severe. 

161 Ground clearance refers to the room between the lowest point on the undercarriage of a vehicle and the 
ground surface. The vehicle will get stuck easily if the distance is too small. Vehicles that need to travel 
across rough terrain, such as agricultural tractors, trial bikes, cross-country motor cycles and four-wheel 
drives have higher ground clearance than vehicles designed solely for use on paved roads (source: 
Wikipedia).

162 See Appendix H.2 - Motor Vehicle Regulations.
163 Counterweights are coupled to an agricultural tractor if it needs to tow a heavy implement or trailer. 

Counterweights prevent the front of the agricultural tractor from moving upwards (source: Werken met 
detrekker, Ontwikkelcentrum Ede (Working with a tractor, Ede Development Centre).
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Apart from the counterweights, in five of the accidents protruding and/or sharp components were 
involved. In three accidents this did not have any consequences for the severity of the accident 
outcome. In two other accidents it was clear that protruding components had a huge impact on the 
accidents on account of their crash aggressivity: the cultivator, which was too wide, coupled to the 
rear of the agricultural tractor (Wieringerwerf, see section 2.2.1) and the wheeled loading shovel 
with the front clamp containing stones (Beilen, see section 2.2.4.).

Agricultural and construction vehicles fitted with sharp and/or stiff protruding components are not 
permitted on public roads. This happens nevertheless on account of the following:
• Users need these components when performing work and they find it difficult to decouple the 

implements afterwards, before driving their vehicle onto public roads (see also section 5.3.4 
about the choice of equipment);

• It is difficult for the police to ensure compliance with safety requirements by checking for 
protruding sharp and/or stiff components on account of the following:
 – vehicle requirements relating to sharp components are not specific enough;
 – no requirements have been imposed on the stiffness of protruding components. 

The most important measure taken to improve the geometric compatibility of other large vehicles, 
primarily lorries, is underrun protection. 

In one accident underrun protection was present, and that was at the rear of a trailer (Aerdt, section 
2.2.3). No underrun protection was present in the other accidents.

If underrun protection had been fitted in two of the three accidents involving vulnerable road users 
(Woldendorp, ‘s-Gravenpolder, see sections 2.2.8 and 2.2.10 respectively), it would probably have 
had a positive effect on the accident outcome. In all three cases, the accidents involved weak road 
users. It is conceivable that underrun protection would have prevented the casualties from being 
caught under the wheels. In one accident, side underrun protection was not fitted to the dump 
trailer, and in another accident an agricultural tractor did not carry any front underrun protection 
(in front of the wheel).

In three accidents involving head-on collisions with passenger cars (Swifterbant, Poortvliet and 
Erp, see sections 2.2.2, 2.2.5 and 2.2.7 respectively) the lack of sufficiently strong, front underrun 
protection on the agricultural and construction vehicle adversely affected the accident outcome. In 
two other accidents involving passenger cars (Horn and Nunspeet, see sections 2.2.9 and 2.2.11), 
the lack of front underrun protection had a negative effect. In these accidents, any front underrun 
protection should have been fitted in front of the counterweight. However, this is difficult to carry 
out, or the counterweight should have been removed. As stated above, this is only feasible if a 
counterweight is not needed to tow a heavy implement or a trailer (see footnote 162).

What is the relevance of this accident factor?
The National Road Accident Register database (BRON) maintained by the Ministry of Transport, 
Public Works and Water Management does not contain any information on vehicle crash aggressivity. 
The analysis of the 73 police reports shows that in 12% of the accidents investigated the presence of 
sharp components influenced the accident outcome. In 10% of the investigated accidents involving 
an agricultural tractor a counterweight was present, and in half of these accidents this also influenced 
the accident outcome.164

Based on the investigation findings, the Safety Board has concluded that crash aggressivity forms 
a relevant accident factor. The absence of underrun protection is particularly important in these 
cases. Incidentally, as opposed to lorries, underrun protection is not mandatory for agricultural 
and construction vehicles. The statistics and investigation findings reveal that interchangeable 
equipment contributes to higher crash aggressivity.

164 This was established by the police within the context of the technical accident analysis, which forms part 
of the police report.
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5.2.5 Contributions to agricultural and construction vehicle safety by the parties involved

European Union and the Minister of Transport, Public Works and Water Management
The European Union (EU) does not recognise self-propelled equipment165 as a separate vehicle 
category and therefore does not impose any admission requirements on these vehicles. Similarly, 
the EU does not impose admission requirements on the geometric compatibility of agricultural 
tractors. 

The Minister of Transport, Public Works and Water Management does not impose any requirements 
on the approval of self-propelled equipment in the Road Traffic Act 1994 or the Motorvehicle 
regulations and does not impose any additional admission requirements on crash aggressivity, view, 
visibility, recognisability and the width of agricultural tractors. More stringent national requirements 
are not permitted for agricultural tractors because a European type approval directive166 applies to 
this vehicle type. However, national governments themselves are permitted to stipulate admission 
requirements for self-propelled equipment. Consequently, other European countries, including 
Germany167, have done so. Furthermore, in terms of permanent requirements, the Ministry of 
Transport, Public Works and Water Management does not impose a mandatory periodic inspection 
on agricultural tractors and self-propelled material. However, the admission requirements that have 
been imposed on agricultural tractors only relate to the basic vehicle. After the basic vehicle has 
been manufactured importers, dealers, suppliers and owners fit other parts to the vehicle. The final 
configuration as such is not assessed.

Due to the absence of vehicle registration, monitoring and inspection, there is an increased risk of 
imported defective and unsafe equipment. In addition, self-constructed and/or adjusted agricultural 
and construction vehicles are not checked. This does not benefit road safety.

The accident analysis shows that a number of requirements the EU and the Ministry of Transport, 
Public Works and Water Management have imposed on agricultural tractors and self-propelled 
equipment do not help prevent accidents with these vehicles. The three requirements are as follows:
1. View: the (national) permanent requirement stipulating that vehicles are required to provide an 

adequate front view. It is difficult to determine whether agricultural and construction vehicles 
may or may not be permitted to travel on public roads since the Motor Vehicle Regulations do 
not provide a definition of adequate view; 

2. Recognisability: European requirements imposed on agricultural tractor lights (provisions 
relating to headlights and wide-beam lights). A field experiment conducted by Dutch research 
organisation TNO on behalf of the Safety Board has shown that agricultural tractors that do 
satisfy these requirements during darkness are difficult for oncoming traffic to recognise, and 
this increases the risk of head-on collisions; 

3. Width: the (national) permanent requirement imposed on the width of agricultural and 
construction vehicles. These requirements do not match the roads on which these vehicles 
are driven. The maximum width of agricultural tractors and self-propelled equipment is three 
metres. Moreover, vehicle owners are usually granted exemption if they wish to drive vehicles 
up to 3.50 metres. However, the standard stipulates that road infrastructure be designed for 
vehicles having a maximum width of 2.60 metres. The desired width of the road depends on the 
type of road, namely 4-4.5 metres or 7.5 metres wide.168 Rural roads (from 3-4.5 metres wide, 
inclusive) are often not appropriate for 2.60-metre wide vehicles.

165 In the Netherlands, self-propelled equipment is categorised as a limited-speed motor vehicle under the 
Motor Vehicle Regulations.

166 Directive 2003/37/EC on type-approval of agricultural or forestry tractors.
167 The German system stipulates that all vehicles used on the road require type approval (Betriebserlaubnis). 

An allgemeine Betriebserlaubnis is issued for a series of vehicles. However, an Einzelbetreibserlaubnis 
also applies to individual vehicles. EC type approval can also be regarded as a Betriebserlaubnis. A 
registration certificate is subsequently issued based on a Betriebserlaubnis or EU type approval. There 
is no EU type approval for self-propelled equipment and these vehicles are therefore required to hold 
a Betriebserlaubnis. The Straßenverkehrs-Zulassungs-Ordnung (StVZo), the German equivalent of the 
Dutch Motor Vehicle Regulations incorporate admission requirements for self-propelled equipment.

168 4–4.5 metres for access roads and 7.5 metres for distributor roads. Source: Road Design Manual (CROW 
publication 164, 2002). 
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The European Directive on the type approval of agricultural tractors169 stipulates that member states 
should maintain a registration system for agricultural and construction vehicles. This section has 
not been implemented in Dutch national legislation (the Motor Vehicle Regulations); in other words 
the Ministry of Transport, Public Works and Water Management has not regulated the admission 
and registration of agricultural and construction vehicles. As a result, no checks - admission to 
be performed by the Road Transport Agency (RDW) – are performed on the type approval of 
agricultural tractors, and the RDW does not register any type-approved agricultural tractors. The 
Netherlands therefore does not comply with this aspect of this Directive. The EU has not asked 
the Netherlands to take any corrective measures in this area. According to the above Ministry, this 
implies that the EU agrees with the way in which the Netherlands has implemented the directive.170

The Minister of Transport, Public Works and Water Management (together with the RDW as the 
implementing body) has not implemented a monitoring system for the approval or type approval of 
agricultural and construction vehicles. Approval and the monitoring thereof would prevent unsafe 
agricultural and construction vehicles from travelling on public roads. The monitoring of approval for 
other vehicles is regulated in the admission inspection that takes place when the vehicle registration 
number is issued. In November 2006171 the minister announced his intent to close the relevant 
gap by introducing a mandatory registration number for agricultural tractors. However, the Lower 
House of Dutch Parliament carried the motion put forward by Dutch Member of Parliament Atsma,172 
proposing not to introduce a registration number on account of the large administrative burden 
this would entail.173 In July 2007 the Minister informed the Lower House that the motion would be 
actioned.174 This was reconfirmed in a letter to the Lower House dated 11 May 2010.175 However, in a 
number of different European countries, namely in Belgium, Germany, Sweden, France and Poland, a 
registration number and vehicle registration is mandatory for agricultural tractors, see section 3.2.5.

Apart from the fact that there is no conclusive system aimed at preventing unsafe agricultural and 
construction vehicles from entering the road, whether these vehicles in fact continue to be safe is 
not monitored after they have been put into use. The Ministry of Transport, Public Works and Water 
Management has not introduced a periodic inspection system (a periodic motor vehicle test) for 
agricultural and construction vehicles.

Manufacturers
Manufacturers are responsible for ensuring that the design of agricultural and construction vehicles 
is legally compliant. The Safety Board’s’ investigation has found that manufacturers (as well as 
importers and dealers) do not always comply with the vehicle requirements imposed by the EU 
and the Ministry of Transport, Public Works and Water Management. Consequently, the permanent 
requirement stipulating that a vehicle should provide an adequate front and side view is not 
always satisfied. Since approval is not required for self-propelled equipment, it was found that 
Dutch importers are able to sell vehicles that do not comply with the Motor Vehicle Regulations.176 
Agricultural and construction vehicles are thus designed and produced with an inadequate view. 
It has emerged from the Safety Board’s investigation as well as an inspection of agricultural and 
construction vehicles performed by the RDW and the police that vehicles that do not comply with 
vehicle requirements177 are using public roads.

169 Directive 2003/37/EC on type-approval of agricultural or forestry tractors.
170 This is a tacit agreement, which is evidenced by the fact that it has not been protested. Source: Ministryof 

Transport, Public Works and Water Management. 
171 Letter from the Minister of Transport, Public Works and Water Management to the Lower House of Dutch 

Parliament dated 20 November 2006 (Parliamentary documents II 2006/07 30800 XII and 21109, no. 46). 
172 Parliamentary documents II 2006/07 30800 XIV, no. 47, dated 7 December 2006.
173 The Atsma motion was put forward during the budget discussions with the Ministry of Agriculture, Nature 

and Food Quality, and not during the discussions on the road safety of agricultural traffic. This may 
possibly have played a role in decision-making. 

174 Letter of the Minister of Transport, Public Works and Water Management to the Lower House of Dutch 
Parliament dated 3 July 2007 (Parliamentary documents 2006-2007, 30800 XII, no. 78). 

175 Parliamentary document 2010, 29398, no. 228, 11 May 2010. 
176 An example is the restricted view of excavators as a result of the arm on the vehicle. For that reason, in 

Germany excavator arms contain a mandatory, additional buckling point.
177 Regional Twente Police and the RDW (2009), Controle landbouwvoertuigen en werktuigen door de 

Regiopolitie Twente en RDW Almelo (Inspection of agricultural vehicles and implements performed by 
the Twente Regional Police and RDW in Almelo).
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All agricultural tractors require approval before being permitted on public roads. However, this is 
not monitored since vehicle registration does not apply to agricultural tractors. Under European 
regulations mandatory type approval does not apply to certain types of agricultural tractors. 
National type approval, however, does apply to types178 T4 and T5. In day-to-day practice, however, 
it appears that manufacturers and dealers never seek RDW approval for these vehicles. Most 
category T4 and T5 agricultural tractors are imported from Germany and have in fact usually been 
approved in Germany. However, to be permitted on public roads in the Netherlands, a comparison 
should be made with Dutch requirements and this does not happen.179

If an agricultural tractor holds type approval, the manufacturer affixes a type plate to the vehicle. 
This is a manufacturer’s plate displaying a number of technical features. From 1 July 2009 type 
approval became mandatory for types T1, T2 and T3 agricultural tractors. This means that a 
mandatory type plate can be incorporated in the permanent requirements.

The sector organisations representing agricultural tractor and agricultural equipment manufacturers 
(Federatie Agrotechniek) and construction equipment (sector organisation of importers and/
or manufacturers of construction machinery, BMWT) themselves do not impose any additional 
requirements on their members, by means of guidelines for instance. Federatie Agrotechniek 
and BMWT do however communicate to their members that new legislation will enter into force 
(communication of vehicle requirements).

Under the Machines (Commodities Act) Decree180 it is mandatory for manufacturers to supply 
directions for use together with each machine manufactured. The Safety Board believes that 
manufacturers should inform their customers of the extent to which the vehicles they manufacture 
comply with the Motor Vehicle Regulations and whether these vehicles are permitted to travel 
on public roads. Interviews conducted with the sector organisations representing agricultural and 
construction vehicle manufacturers, and the examination of directions relating to the use of an 
excavator have revealed that this does not happen in practice. The relevant directions for use state 
that the vehicle should comply with national regulations when used on public roads. No mention is 
made of the rules with which the vehicle is non-compliant (namely the requirements stipulated in the 
Motor Vehicle Regulations). It is therefore not clear to the vehicle owner whether any supplementary 
measures should be taken, and if so, what measures, to be permitted on public roads.

Drivers and vehicle owners
Driving agricultural and construction vehicles that are non-compliant with the permanent 
requirements stipulated in the Motor Vehicle Regulations on public roads contravenes the Road 
Traffic Act 1994. An example is self-propelled equipment that does not provide an adequate driver 
view. In addition, users sometimes couple implements to a basic vehicle and as a result it no longer 
complies with the requirements, for instance on account of sharp and/or protruding components, or 
on account of the driver’s restricted view. Additional safety provisions that are required to enable 
safe driving on public roads, such as protective covering for sharp components, often need to be 
purchased separately. However, this does not always happen.

If admission requirements do not apply, as is the case with self-propelled equipment, no check takes 
place before the vehicle is sold. The owner and/or driver are entirely responsible for determining 
whether a vehicle can be driven safely on the road. Similarly, no check is performed on agricultural 
tractors to determine whether they comply with the admission requirements whereas such checks, 
however, are performed on other vehicles, such as passenger cars. Manufacturers do, however, affix 
a manufacturer’s plate denoting type approval to type-approved agricultural tractors. This allows 
buyers of agricultural tractors to check whether their newly purchased vehicle has been approved. 
During interviews with the agricultural and construction vehicle owners involved in the accidents, it 
emerged that they did not realise that as a result of not holding type approval, as the vehicle owner 
they carry responsibility for compliance with the vehicle requirements. They assumed that when 
purchasing an agricultural or construction vehicle, these vehicles would automatically be suitable 

178 Appendix E provides more details of the agricultural and forestry tractor categories.
179 Source: interview with the RDW. 
180 See section 3.2.3 and Appendix C for more details.
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for driving on public roads. Moreover, owners of agricultural and construction vehicles do not realise 
that these vehicles are required to undergo inspection and approval once again, if any adjustments 
are made to their vehicle. To conclude, they are not aware that agricultural and construction 
vehicles that are not equipped with implements do comply with the Motor Vehicle Regulations but 
that vehicles equipped with implements do not always comply with these regulations and are not 
permitted to be driven on public roads. 

Sector organisations representing employers and business owners
The sector organisations Land- en Tuinbouw Organisatie Nederland (LTO Nederland), CUMELA 
Nederland, Bouwend Nederland, TLN and EVO do not impose any additional vehicle safety 
requirements on their members, for instance in the form of industry guidelines. LTO does not 
organise any specific information meetings on road safety. However, road safety features regularly 
on the agenda of its various departments. In addition, sector organisations feature road safety 
and vehicle regulations in their membership magazines.181 During regional meetings CUMELA 
Nederland provides information about road traffic legislation, road safety and accidents. Bouwend 
Nederland does not provide any specific information about driving on public roads, but it does 
provide information on safety in general and safety on a company’s own business premises.

Commissioning parties
In a number of the accidents investigated, the agricultural or construction vehicle drivers were 
performing work on behalf of a commissioning party. In the cases investigated this was a province 
and a municipality but other commissioning parties are also conceivable. The relevant commissioning 
parties did not impose any vehicle safety requirements on the contractors.

Police
The police are only able to perform enforcement of matters laid down in laws and regulations. This 
means that it is not feasible to perform enforcement of crash aggressivity, for which no statutory 
requirements have been stipulated. Other vehicle requirements, such as view, width, equipment 
and lights have, however, been laid down by law. When performing the enforcement of view and 
equipment, the police are impeded by the fact that these requirements have not been adequately 
specified, which means that they are difficult to enforce as a result.182 Moreover, the police are the 
final link in the vehicle legislation chain. If there are too many gaps in the system, as is the case 
here due to the absence of admission and periodic inspections, the Safety Board is of the opinion 
that the police should not be expected to fill the gaps by means of enforcement.

However, the police are able to establish more basic and unambiguous non-compliance with vehicle 
requirements, such as broken lights, missing retroreflective markings (for instance a slow vehicle 
triangle) and an unsecured load. The police do indeed perform checks on these aspects. In the 
period 2007-2009, the police established around 1600 offences relating to lights and retroreflective 
markings and over 600 offences relating to unsecured loads.183 Due to the absence of registration 
numbers, enforcing vehicle requirements for agricultural and construction vehicles is a labour-
intensive activity, however, with each vehicle having to be stopped. This consumes a huge amount 
of police capacity.

181 An example is an article in the CUMELA Nederland membership magazine on the new Motor Vehicle 
Regulations, which among other things provided more information on equipment (Loonbedrijf 7, 2009).

182 Source: interviews with the police and the National Public Prosecutor’s Office (Traffic Enforcement Team, 
LPTV).

183 Out of a total of approximately 5450 offences relating to agricultural and construction vehicles. Source: 
CJIB register. It is noteworthy that only five out of the 1600 offences relating to vehicle lights (see figure 
31) concern the absence of width marking while the slow vehicle triangle was found to be absent for over  
750 times.
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5.2.6 Partial conclusions relating to vehicles
The following vehicle-related factors played a part in the accidents investigated and in accidents 
involving agricultural and construction vehicles in general:
• In three accidents, the view of the agricultural or construction vehicle driver was inadequate 

to enable safe driving on public roads. This concerned large areas of the field of vision that 
were obstructed by sections of the vehicle, implements or load. The investigation shows that 
this is a structural safety shortcoming. Firstly, because vehicles having an inadequate view are 
designed and produced that way. Secondly, because an inadequate view played a causal part in 
a quarter of the fatal accidents;

• Agricultural and construction vehicles, notably agricultural tractors, are hard to recognise by 
other road users during darkness. This is because the dipped headlights on an agricultural 
tractor are positioned close together and the dipped headlights outshine the wide-beam 
lights (side lights). As a consequence, motorists do not see that they are approaching a wide 
agricultural tractor and need to swerve out of its way in time;

• The permissible and actual width of agricultural and construction vehicles is large relative to 
the width of the road. Agricultural and construction vehicles have a permissible width of three 
metres (and 3.50 metres wide if an exemption is granted) and some do in fact have these 
dimensions. Particularly when travelling on 60km/h roads (rural roads) and on 30km/h roads 
(local roads in urban areas) agricultural and construction vehicles having these dimensions 
cannot overtake other traffic safely;

• The crash aggressivity of agricultural and construction vehicles with respect to other road 
users. Crash aggressivity is caused by the relatively large mass, stiffness and incompatible 
design of agricultural and construction vehicles in relation to other vehicles or road users. An 
‘incompatible’ design refers to the fact that the design of agricultural and construction vehicles, 
as opposed to a passenger car or lorry, is not geared to a potential collision with other vehicle 
types, cyclists or pedestrians. The bumper height of agricultural and construction vehicles 
deviates from that of other vehicles and they are not fitted with side underrun protection. This 
increases crash aggressivity.

Agricultural tractors have been made more suitable for use outside the agricultural industry on 
account of improved suspensiony, roadholding and a higher design speed. Increasing use is being 
made of these vehicles outside the agricultural industry and their use on public roads is increasing.184 
However, whereas key requirements have been imposed on other motor vehicles to ensure vehicle 
safety, no such requirements have been stipulated for agricultural and construction vehicles. The 
relevant requirements and the manner in which these are monitored are described below:

Admission requirements:
• Admission requirements only apply to standard agricultural tractors (based on European 

directives185). There are no European directives and similarly no national requirements for 
extra-wide, low and fast agricultural tractors and self-propelled equipment; 

• Agricultural and construction vehicles do not require a registration number to be permitted to 
travel on public roads. As a consequence, they are permitted to travel on public roads without 
any checks having been performed on whether they comply with the admission requirements.

Permanent requirements:
• A mandatory periodic inspection (such as the periodic motor vehicle test) does not apply to 

agricultural and construction vehicles. This means that once these vehicles have been put into 
use, a systematic inspection is not carried out to determine whether these vehicles comply with 
the permanent requirements;

184 In 63% of the journeys made by agricultural tractors, the journey is around 10km or more. Short journeys 
are therefore in the minority. Source: Directorate General for Public Works and Water Management 
(March 2006), Effecten verhoging maximumsnelheid land- en bosbouwtrekkers (The Effects of increasing 
the speed limit for agricultural and forestry tractors), attached to this report. 

185 Just as the European directives on other motor vehicles, the European directives on agricultural tractors 
only relate to the admission requirements. Permanent requirements fall under the responsibility of 
national governments. 
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• Permanent requirements do however apply to agricultural and construction vehicles. However, 
for a variety of reasons, these are not adequate in preventing the vehicle safety issues the 
Safety Board has identified: 
 – the requirements relating to the driver’s view are insufficiently specific;
 – the same applies to the protruding and sharp components of agricultural and construction 

vehicles;
 – as a result of the position and intensity of the vehicle lights under the current requirements, 

agricultural tractors are hard to recognise by other road users (mainly motorists) during 
darkness; 

 – vehicle width requirements are too generous.

Practical requirements:
• In addition to permanent requirements, practical requirements also apply to the width, 

protruding and sharp components of agricultural and construction vehicles. These relate to 
the combined configuration of the vehicle, for example with (temporarily) coupled implements, 
trailers and a potential load. These requirements are too generous and not sufficiently specific.

On account of the absence of specific vehicle requirements and the relevant monitoring, it is feasible 
to manufacture and sell agricultural and construction vehicles that do not comply with the safety 
requirements applicable to use on public roads.

Since vehicle requirements are not monitored during manufacture and since periodic inspections 
do not apply, agricultural and construction vehicle owners and drivers are not certain whether their 
vehicle is appropriate for driving on public roads. Any (safety) issues will only come to light when 
the police perform (occasional) checks. The Safety Board’s investigation has shown that this can, for 
instance, relate to view, visibility and crash aggressivity. As the authority responsible for enforcing 
the regulations, the police should be regarded as the final link in the vehicle legislation chain. As 
stated earlier, the Minister of Transport, Public Works and Water Management has not implemented 
any conclusive vehicle regulations that would prevent unsafe agricultural and construction vehicles 
from using public roads, or stipulated that these vehicles undergo periodic inspection to monitor 
compliance with the vehicle regulations. With this aspect of the regulations not having been 
implemented, or barely implemented in the Netherlands, the police are not able to adequately 
ensure compliance by checking for defects that have already arisen in the design and manufacture 
of the vehicle, such as an inadequate view. In addition, certain requirements in the Motor Vehicle 
Regulations are insufficiently specific and the absence of a registration number makes enforcement 
a labour-intensive activity.

In order to ensure that vehicle safety is continuously improved, the requirements imposed on 
agricultural and construction vehicles need to be continually updated, as is the case for other motor 
vehicles. It is often technically unfeasible for older vehicles to comply with current requirements. 
Currently, the overall trend is that it is not considered practicable to ban existing vehicles that are 
not capable of complying with current requirements. When new or tightened vehicle requirements 
are introduced, these requirements therefore only apply to new vehicles.186 Since agricultural and 
construction vehicles are not registered and do not hold a registration number, the registration year 
is not known and it therefore cannot be determined whether the vehicle should comply with the new 
requirements. Tightening the vehicle requirements for agricultural and construction vehicles would 
in this case hardly be effective. However, with a view to road safety various vehicle requirements 
would need to be tightened. It has thus emerged that the requirements imposed on vehicle lights 
(visibility and recognisability during darkness) are not stringent enough. This comes into play in 
collisions between passenger cars and agricultural and construction vehicles during darkness. It 
has similarly emerged that the requirements imposed on the width of agricultural and construction 
vehicles are not stringent enough: these vehicles are now permitted to exceed the width of other 
motor vehicles (lorries) while road design has not been tailored accordingly. No requirements have 
been imposed on the stiffness of protruding components on agricultural and construction vehicles 
whereas this affects the outcome of accidents involving agricultural and construction vehicles. 

186 When introducing new or tightened vehicle requirements for all other motor vehicles, these requirements 
only apply to new vehicles, or an extensive transitional arrangement may apply.
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Requirements now apply to passenger car bonnets and windscreens, aimed at preventing and 
limiting injury to pedestrians and other vulnerable road users (EU regulation 78/2009).187 It has now 
also not been prescribed that protruding elements, which are too stiff, require protective covering. 

5.3 drIvers

5.3.1 Risk perception and risk acceptance

What is risk perception and risk acceptance?
The terms risk perception and risk acceptance have different definitions. Safety theory defines risk 
perception as the subjective judgement that people make about the characteristics and severity of 
a risk.188 In this context, risk awareness is a separate, essential step in the ability to perceive risks. 
Another definition is that of Grayson et al,189 which is commonly used in road traffic psychology, 
and therefore is more consistent with the investigation issues (road traffic accidents). Grayson’s 
definition, which is used in the report, relates to both being aware of the risks involved and perceiving 
and assessing risks. 

Four different terms are distinguished in the relationship between risk and road user behaviour: 
risk perception, risk acceptance, risk experience and age-related risk. These are soft behavioural 
characteristics which unlike vehicle features (width, crash aggressivity and so on) are not precisely 
measurable. For this reason, these concepts can be less tangibly formulated.

Risk perception means perceiving and assessing the risk, for example the danger arising from 
a particular road traffic situation: ‘not only do you see it but you also see that it is dangerous.’ 
A person’s perception of risk does not need to be correct. In other words: it does not need to 
correspond to the actual, statistical risk that something could go wrong. An existing risk may 
not even be recognised or perceived at all. Correct risk perception can partially be learned but in 
current practice is mainly acquired through experience: people experience hazardous situations and 
learn to recognise these on a next occasion.

Risk acceptance means that the driver accepts the perceived risk, which may or may not have 
been correctly assessed and does not take any action to avoid it. In plain terms, a high level of 
risk acceptance means that people are careless and a low level of risk acceptance that people are 
careful. Personal characteristics, such as age and character, and specific circumstances, such as 
being in a hurry, anger and the use of alcohol determine the level of risk acceptance. 

If a risk has been perceived correctly and the driver fails to accept it, whether the driver will 
subsequently take adequate action to avoid risk, depends on the driver’s insight and skills. In 
general, adequate action means: timely action. This is not a last-minute emergency manoeuvre but 
a controlled action taken at an early stage, such as reducing speed and/or changing position on 
the road. This does not necessarily imply that controlling the vehicle under extreme circumstances 
would be the solution but rather actively being alert to risk, perceiving risk in good time and 
correctly assessing risk and to conclude, taking adequate action, if necessary. In this respect, 
experience again plays a key role.

In summary: risk perception involves perceiving and assessing danger, subsequently accepting it or 
not, and, to conclude, taking action to avoid risk in the case of non-acceptance.

187 During crash tests, the maximum acceleration of an object (representing a leg or a head, for instance) 
hitting the bonnet or windscreen is measured. Acceleration is reduced when windscreens and bonnets 
are less stiff, resulting in less serious injury. The measurement of maximum acceleration is called Key 
Performance Criterion (KPC value).

188 See for example Slovic, P., ed. (2000), The Perception of Risk. 
189 Source: Grayson, G.B., Maycock, G., Groeger, J.A., Hammond, S.M., Field, D.T. (2003). Risk, hazard 

perception and perceived control. Transport Research Laboratory. Different definitions are used for the 
term risk perception. 
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Poor risk perception as well as a high risk acceptance level come into play in the case of young 
novice drivers. By definition, novice drivers still have little experience; as a result they are not yet 
capable of properly detecting and accurately assessing risk. The increased risk to novice drivers is 
called risk experience. Poor risk perception therefore primarily is a matter of risk experience. Risk 
perception training can be provided during training programmes.190 In Germany, risk perception, 
risk acceptance and risk avoidance action forms part of the training programme for agricultural and 
construction vehicle drivers (see section 3.3.1).

Young drivers are apt to accept risk quickly. It is part of their dynamic lifestyle, their inclination to 
over-assess their own abilities, need for excitement and the need to impress their peer group. In 
addition, up to the age of 25, the part of the brain that enables the correct assessment of risk will 
not yet have fully developed. The sum total of these specific young people’s characteristics, which 
are relevant to risk, is called age-related risk. A high risk acceptance level primarily is a matter of 
age-related risk.

It should be clear that where young novice drivers are concerned, the effects of risk experience and 
age-related risk reinforce each other: many risks are not detected or are assessed as being low, and 
the risks that are indeed perceived are actually considered as exciting. This principally explains the 
high accident risk to young novice drivers.

The effects of age and experience are difficult to segregate in day-to-day practice. The fact that 
the risk to 18-24-year-olds is lower than 16-17-year-olds is also caused by the fact that a number 
18-24-year-olds in any event already acquired experience at the age of 16 to 17: Their risk experience 
has been reduced.

The graph in figure 35 illustrates the effects of 1) age, and 2) age and experience on the risk 
that a person will be involved in an accident in Great Britain. The graph shows that age-related 
risk (the black line) is only slowly decreasing. The combined risk of age and experience (the red 
line) decreased more rapidly during the first year. Since age-related risk is barely decreasing, the 
decrease should therefore mainly be attributed to risk experience.191 It can be concluded that risk 
experience plays a more important role for novice drivers than age-related risk. 

190 SWOV Fact Sheet: Trainen van gevaarherkenning (2010) (Hazard perception training, 2010). 
191 Information on young drivers and road safety has been collected and published in: OECD (2006), Young 

Drivers: the Road to Safety.
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Figure 35:  Age and driving experience – male and female novice drivers involved in an accident in 
Great Britain (taken from OECD, 2006).

In what way did the accident factors risk perception and risk acceptance play a role in the 
accidents investigated?
In one of the accidents investigated the high risk acceptance level of young drivers probably played 
a role. However, in other accidents an inadequate perception of risk and/or risk acceptance that was 
too high (possibly) applied to the more experienced drivers.

In one accident it was established that a young driver (aged 17) was involved and took huge risks. 
The driver of the agricultural or construction vehicle involved in this accident thought he could still 
pass in front of the passenger car on the priority road (Nunspeet, see section 2.2.11). 

The other accidents (including Beilen, Overveen, and ’s-Gravenpolder, see sections 2.2.4, 2.2.6 
and 2.2.10) involved more experienced drivers192 of agricultural or construction vehicles, who were 
insufficiently aware of the risks involved in driving the relevant vehicle (among other things, an 
inadequate view and the vehicle’s larger width). During interviews these drivers were, however, 
able to describe a few risks relating to their vehicle. However, they largely felt that other road 
users should take account of the limitations of agricultural and construction vehicles. An example 
of the above is the driver of the wheeled loading shovel whose view was rendered inadequate by a 
clamp filled with stones (Beilen, see section 2.2.4). The driver of the wheeled loading shovel was of 
the opinion that the cyclist, who had priority, should have stopped first and should have made eye 
contact with him before she continued cycling.

According to agricultural and construction vehicle drivers and owners, the lack of knowledge of 
agricultural and construction vehicles on the part of other road users poses the greatest risk for 
driving these vehicles on public roads. They are of the opinion that other road users insufficiently 
take them into account as a result. Consequently, there are occurrences where motorists pull out in 
front of an agricultural tractor on a roundabout. Motorists evidently do not take into account that an 
agricultural tractor cannot brake as a hard as a passenger car. The brochure published by the Dutch 
Road Traffic Safety Association (VVN) and the sector organisations (LTO Nederland and CUMELA 
Nederland) illustrates the view that the responsibility lies with other road users and explains how 

192 All had over ten years’ experience in driving an agricultural or construction vehicle and they were all 
over 30 years of age.
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German bicycle tourists in Zeeland should take account of overtaking agricultural tractors (see 
Appendix O).

The National Road Safety Research Institute SWOV advocates that attention be paid to risk 
perception and risk acceptance in driver training and in the driving examination requirements. 
This is not feasible for agricultural and construction vehicles because there are no tractor driving 
licences in the Netherlands. Incidentally, this contrasts with other European countries, such as 
France, Belgium, Portugal, Sweden, Germany, Denmark, the United Kingdom, Poland, Slovakia and 
Italy (see section 3.2.5).

The Netherlands does have a tractor certificate, which, incidentally, all young drivers involved in 
the accidents held. The tractor certificate examination devotes attention to working conditions 
and occupational safety (see section 3.2.1 for the examination requirements). Road safety too is 
discussed in the form of traffic rules and vehicle control. The examination comprises a theory test on 
traffic rules, knowledge of the tractor and legislation (knowledge of the rules) and a practical test. 
The practical test involves driving a few kilometres, which often is a route chosen by the individual 
candidate. In addition, the candidate is required to safely couple a trailer to the tractor and drive 
the tractor coupled to the trailer in reverse. Vehicle control is tested in this manner. According to 
Aequor193 and PTC+194 virtually all candidates pass the practical test since the majority have already 
experienced driving an agricultural tractor on land or on their own property. Apart from vehicle 
control and knowledge of the rules, other aspects, mainly the relevant road safety aspects, such as 
traffic insight, attitudes and risk perception are neither taught nor tested.

A supplementary road traffic training programme provided by the Foundation for the Promotion of 
Road Traffic Education (SBV) can be followed (voluntarily). This training programme places more 
focus on road safety than the tractor certificate training programme. However, the programme 
similarly hardly devotes any attention to risk perception and risk acceptance focusing on the risks 
involved in driving agricultural and construction vehicles for other road users. Most subjects dealt 
with in the theory component only scratch the surface and no examples are given. For instance, 
when discussing the subject view no examples are shown of vehicles built in such a way as to render 
the driver’s view inadequate, and no explanation is given on how the driver of the agricultural or 
construction vehicle should deal with this. Examples are similarly not shown of agricultural tractors 
with coupled implements or a load obstructing the driver’s view and potential solutions for these 
problems are not provided. The subject overtaking cyclists does not state how much room a cyclist 
requires and in what cases it is considered irresponsible to overtake a cyclist.

What is the relevance of this accident factor?
The National Accident Register (BRON)195 maintained by the Ministry of Transport, Public Works and 
Water Management does not record to what degree risk perception and risk acceptance come into 
play in accidents. 

However, the share of young male drivers, who were involved in the accidents, may be viewed as 
the indicator for the degree to which this age group’s high level of risk acceptance could play a part. 

The above register also shows that 99% of the drivers of agricultural vehicles involved in serious 
accidents were male. The following table provides a breakdown of the age groups of agricultural 
vehicle drivers involved in road traffic accidents and the total population.

193 Source: telephone interview with Aequor (Knowledge centre for the agricultural sector, responsible for 
the tractor certificate examination requirements and the certification of apprenticeship businesses).

194 Source: telephone interview with PTC+ (practical training programmes in agricultural education, 
including tractor certificate examiner.

195 See Appendix C - Explanation of the investigation relating to agricultural and construction vehicle 
accident statistics.



96

Age (in years) Agricultural vehicle driver Total population 

16-17 9% 4%

18-24 22% 17%

Table 10:  Age group breakdown of agricultural vehicle drivers involved in an accident and the total 
population (source: Statistics Netherlands (CBS)

The fact that young drivers drive agricultural or construction vehicles relatively often could possibly 
explain the high involvement of young drivers. However, this information cannot be retrieved since 
no figures are available on the number of kilometres driven on public roads.196 Another reason 
may lie in the fact that drivers aged 18 and above often hold a category B driving licence whereas 
younger drivers do not. The limited perception of risk and the large acceptance of risk on the part 
of young people could also play a role.

In view of the fact that drivers of most other motor vehicles are required to be at least 18 years 
of age, the Safety Board finds it odd that a 16-year-old is considered capable of driving an 
agricultural or construction vehicle – which poses a large risk to others - on public roads. However, 
the investigation has not revealed that age has had a causal influence on the occurrence of the 
accidents investigated. Incidentally, this does not rule out the assumption about age playing a 
role in road safety. However, the influence of age (and age-related risk acceptance) in individual 
accidents is difficult to prove from a methodological point of view. For this reason, the Safety Board 
has not conducted any further investigation into the role age plays in the road safety of agricultural 
and construction vehicles.

The investigation has nevertheless shown that risk perception and the attitude of drivers of 
agricultural or construction vehicles (irrespective of their age) are important accident factors. 
However, a training programme focusing on these aspects is currently not mandatory.

5.3.2 Driving speed

What is driving speed?
The current speed limit that applies to agricultural and construction vehicles is 25km/h. However, 
higher speeds are frequently driven. Only 6% of the 200 agricultural tractor drivers who participated 
in a survey conducted by the Directorate General for Public Works and Water Management 
stated that they observed the 25km/h speed limit. More than half of the drivers drive faster than  
40km/h.197 In addition, the trend is to manufacture even faster agricultural and construction vehicles. 
In the interim, 75-80% of new agricultural tractors sold falls in the T5 category and are capable of 
driving faster than 40km/h. The trend shows that this percentage is set to grow to 100%.198 There 
even is an agricultural tractor (the JCB Fasttrac) capable of travelling 80km/h.

Driving speed plays a role in the risk of a crash because driving speed determines the braking 
distance. Taking account of the response time, the braking distance of agricultural and construction 

196 A relevant question in this context is whether accident risk is higher among young drivers than other 
drivers of agricultural or construction vehicles. After all, young drivers of agricultural or construction 
vehicles may be more frequently involved in accidents because they drive comparatively more 
kilometres. To answer this question we need to know how many kilometres are driven by young 
drivers and other drivers of agricultural or construction vehicles. The Netherlands Mobility Survey 
(het mobiliteitsonderzoek Nederland, MON) lists the number of kilometres travelled on public roads 
by different modes of transport. The Directorate General for Public Works and Water Management 
conducts this survey annually. However, the survey does not include the number of kilometres driven by 
agricultural traffic and as a result it is not possible to determine the accident risk among young drivers of 
agricultural or construction vehicles.

197 Directorate General for Public Works and Water Management (March 2006), Effecten verhoging 
maximum snelheid land- en bosbouwtrekkers (The Effects of increasing the speed limit for agricultural 
and forestry tractors), attached to the report.

198 Please note that this excludes taking account of small track and compact tractors. Source: an estimate 
made by Federatie Agrotechniek based on a number of relevant assumptions.
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vehicles will generally double if speed increases, for instance from 25km/h to 40km/h.199 When 
braking distance doubles, the risk of a crash will increase significantly. In addition, driving speed 
also determines the severity of the crash outcome. Kinetic energy (which equals the collision speed 
squared) increases at higher speeds. Kinetic energy is released during a crash and is absorbed by 
the crash opponents, which is reflected in a difference in speed, deformation of the vehicle and/or 
occupant injury. 

A key indicator reflecting the severity of the outcome of the crash experienced by a vehicle, is the 
difference in speed between the speed shortly before and shortly after the crash. The weight of the 
vehicles involved plays a key role in this context.200 The difference in speed is usually expressed 
as Δv (delta v). For example, if a passenger car travelling at 50km/h crashes head-on into an 
agricultural or construction vehicle travelling at 50km/h, and weighing ten times as much as the 
passenger car, the difference in the speed of the passenger car (ΔV1) will be approximately 90km/h 
as a consequence of the crash (the car will then be travelling at 40km/h in reverse after the crash). 
Should both vehicles have the same weight, ΔV1 would be almost identical to the initial speed (V10), 
thus approximately 50km/h (both vehicles would be stationary and would be facing each another), 
and the load on the occupants would consequently be far lower. 

Speed is an important factor relating directly and indirectly to the crash aggressivity of agricultural 
and construction vehicles (see section 5.2.4). If accident opponents drive at lower speeds before 
an accident, in many cases this will lead to less serious crashes and, in a number of cases may also 
lead to preventing the accident.

In what way did the accident factor driving too fast play a role in the accidents investigated?
The Safety Board commissioned a crashworthiness expert (Safeteq) to assess the accident 
information. Full details of the speeds driven were not available for all accidents. The expert 
assessment was furthermore based on photographs and measurements of the accident, as well as 
statements made by the drivers involved and any witnesses about the speeds driven.

In three of the accidents the Safety Board deems it likely that the permissible speed limit was 
exceeded; in two of the accidents by the agricultural or construction vehicle. The investigated 
accident involving the Unimog on a provincial road (Swifterbant, see section 2.2.2) was a fatal 
head-on collision between a delivery van and a Unimog driving 60km/h, according to the vehicle 
driver. The driver of the delivery van was overtaking and was driving faster than 80km/h (the 
local permissible speed limit). In the Overveen accident (section 2.2.6) between an excavator and 
a pedestrian, the excavator was travelling at 40km/h, according to the driver. In the Poortvliet 
accident (section 2.2.5) the driver of the passenger car was probably driving around 20km/h too 
fast (up to 80km/h rather than 60km/h), whereas a 60km/h speed limit applied. According to the 
driver, the agricultural tractor was travelling slightly faster than 25km/h.

In view of the knowledge of collision speed, crash aggressivity and braking distance, it is plausible 
that the occurrence and/or outcome of the Swifterbant accident were influenced by the speed at 
which the agricultural or construction vehicle was travelling. In the Poortvliet accident, this applies 
to the speed at which the passenger car was travelling. In the Overveen accident it is not likely that 
the speed driven influenced the occurrence and/or outcome of the accident. The speed is unknown 
in six of the accidents.201 In two accidents (Beilen and Nunspeet, see sections 2.2.4 and 2.2.11) it 
was established that the speed limit was not exceeded. 

199 Braking distance is calculated using the following formula: Braking distance = ½ v2 / braking delay, with 
v being the vehicle’s speed just before the vehicle starts braking.

200 If two vehicles weighing m1 and m2, and travelling at speeds of V10 en V20 (just before the crash), 
crash head-on into each other, based on the law of inertia the difference in speed ΔV1 experienced by 
vehicle 1 is: 

   
201 It is not feasible to retrieve the speed driven by the agricultural or construction vehicles at the time of 

the accidents by performing measurements at a later date. If the agricultural or construction vehicle had 
been driven at an excessive speed, this will only be apparent from the driver’s statement.



98

Two of the six agricultural and construction vehicle drivers that were interviewed, and involved in 
the accidents investigated, stated that they drove the vehicle at the maximum speed at which the 
vehicle was capable of travelling. In these cases, speeds of up to 60km/h were driven. This ties 
in with the results of a previous investigation. The drivers do not take into account whether the 
road is suitable for driving at that particular speed (for instance, a road with cyclists cycling on 
the carriageway). They similarly do not ask themselves whether the vehicle is actually capable of 
travelling at that speed. Some vehicles, such as older tractors and self-propelled equipment, for 
instance excavators and wheeled loading shovels, usually have a maximum design speed of 25km/h. 
These vehicles have insufficient braking force or stability at higher speeds, although they are in fact 
capable of travelling faster. Problems may also arise when towing heavy trailers if the brakes of the 
towing vehicle are not designed for towing that particular weight at high speed.

What is the relevance of this accident factor?
In a survey conducted by the Directorate General for Public Works and Water Management202 over 
half of the 200 agricultural tractor drivers participating in the survey stated that they drove at 
speeds exceeding 40km/h. According to these drivers, this did not pose a real safety risk. The total 
number of accidents in which the higher speed of the agricultural or construction vehicle played a 
role are not recorded in the road accident statistics register (BRON)203 maintained by the Ministry of 
Transport, Public Works and Water Management, or shown in the analysis of the 73 police reports204, 
because the speed at which the agricultural or construction vehicle was travelling just before the 
accident in the majority of cases could not be retrieved by the police (it is not possible to make 
calculations based on braking tracks, a tachograph is absent). 

5.3.3 Functional use of agricultural and construction vehicles

What does the functional use of agricultural and constructions vehicle entail?
Sometimes agricultural and constructions vehicles need to travel on public roads for the purpose 
of performing work. This refers to the functional use of the agricultural or construction vehicle. 
In other cases a different mode of transport may be chosen. For instance, a lorry can be used to 
transport goods while public transport, a bicycle or a moped can be chosen as school transport. If 
an agricultural or construction vehicle is nevertheless deployed in these cases, this is referred to as 
the non-functional use of the agricultural or construction vehicle. 

Until 1993 the non-functional use of agricultural and construction vehicles was prohibited because 
until that year under the previous Traffic Regulations (Wegenverkeersregelement) these vehicles 
were only permitted to be driven on public roads if required for performing agricultural activities. 
When the Road Traffic Act 1994 was introduced, the Traffic Regulations (Wegenverkeersreglement) 
were transposed into the Motor Vehicle Regulations (Voertuigenreglement, now called Regeling 
Voertuigen), which however do not contain any rules of conduct. The Traffic Code (Reglement 
Verkeersregels en Verkeerstekens, RVV 1990) does indeed contain these rules of conduct. The RVV, 
however, does not contain any restrictions on the use of agricultural and construction vehicles on 
public roads and as a result the restriction on the use of these vehicles therefore ceased to apply 
in 1994.205

202 Directorate General for Public Works and Water Management (March 2006), Effecten verhoging 
maximumsnelheid land- en bosbouwtrekkers (The effects of increasing the speed limit for agricultural 
and forestry tractors), attached to this rapport.

203 See Appendix C - Explanation of the Investigation relating to agricultural and construction vehicle 
accident statistics.

204 See Appendix D - Explanation of the investigation relating to the analysis of 73 police reports on fatal 
accidents involving agricultural and construction vehicles.

205 Source: SWOV (1994), Wijziging in de regelgeving voor landbouwtrekkers (advies in opdracht van de 
Raad voor Verkeersveiligheid) (Amendment to legislation for agricultural tractors (Recommendation on 
behalf of the Road Safety Council).
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In Germany agricultural tractors are permitted to be deployed for non-agricultural activities 
(gewerbliche Zwecke) on public roads. In that case, however, several exemptions granted to 
agricultural activities cease to apply. Motor vehicle tax (Kfz-Steuer) is required to be paid. 
Payments can be made in monthly instalments. If the vehicles are used for haulage purposes, 
just as in the Netherlands the company is required to hold a commercial road haulage permit 
(Gükg-Erlaubnis). The driver is required to hold a category C or CE driving licence (usually 
the latter since a trailer is normally towed). Agricultural tractors that are permitted to travel 
faster than 40km/h when used for haulage purposes are required to carry a tachograph. If the 
agricultural tractor is driven faster than 45km/h the driver is also required to comply with the 
professional requirements (previously called the driver’s diploma).205

In what way did the accident factor vehicle choice- play a role in the accidents investigated?
In a number of the accidents investigated the agricultural or construction vehicle was used even 
though this was not essential for performing work. In these cases, another vehicle could have been 
chosen.

In one accident (Swifterbant, see section 2.2.2) the driver of the Unimog used his vehicle to travel 
to his apprenticeship address. He sometimes combined such journeys to the company where he was 
working as an apprentice with journeys to deliver goods on behalf of his father’s company.

It has emerged that young people regularly use agricultural or construction vehicles for private 
journeys, such as going to school. The reasons for doing so, for example, are the fact that they 
do not hold a driving licence and/or that their parents believe it is safer for them to drive the 
agricultural tractor rather than using a bicycle or a moped. At various agricultural colleges, many 
agricultural tractors and Unimogs can be found in the car park during school hours.207 

In another accident (Wieringerwerf, see section 2.2.1) the driver of the agricultural or construction 
vehicle that was towing a cultivator at the rear drove the vehicle to school for the purpose of 
repairing the cultivator as a school assignment. The cultivator could have also been transported on 
a trailer.

The excavator involved in the Overveen accident (see section 2.2.6) was driven on a public road 
after the work had been completed to return to the parking area. Another option would have been 
to transport this vehicle on a low loader or trailer. An example is shown in figure 36.

Figure 36: An excavator on a trailer

206 Source: Günter Heitmann, German road traffic law expert specialised in agricultural and construction 
vehicles.

207 Source: interview with the police. See also Appendix P, which discusses students driving agricultural 
tractors to school.
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Other businesses, such as earthmoving businesses, almost always travel on public roads. Lorries 
could also carry out this particular type of transport. Some companies do indeed own lorries. During 
the investigation CUMELA Nederland (sector organisation) stated that the competition forces them 
to compete on pricing. However, margins are low and this can therefore be a factor in considering 
whether to deploy an agricultural tractor (which in any case does not require a qualified driver). 
There are haulage companies who purchase agricultural tractors especially for this purpose.208 After 
all, laws and regulations offer this option.

What is the relevance of this accident factor?
It has emerged from the National Road Accident Register (BRON)209 maintained by the Ministry of 
Transport, Public Works and Water Management that although the total number of serious accidents 
involving agricultural vehicles remains stable, the number of accidents occurring on local roads in 
urban areas rose by around 20% in the period 1987-2000 up to around 30% in the period 2005-
2008. This could possibly indicate that the use of agricultural and construction vehicles is changing 
but may also be a consequence of prohibiting these vehicles from travelling on ring roads outside 
urban areas.

The analysis of the 73 police reports on fatal accidents210 has shown that half of the accidents 
involved an agricultural or construction vehicle owned by an agricultural or horticultural business 
(see table 11).

Agricultural and horticultural business 48%

Agricultural contractors 31%

Civil engineering contractors 8%

Other 12%

None 2%

Table 11:  Type of business that deployed the agricultural or construction vehicle involved in the 
accident (based on the analysis of 73 police reports)

The police reports were analysed to determine the purpose for which the agricultural or construction 
vehicle was deployed during the journey in which the accident occurred (see table 12). Thirty-
two percent of the journeys related to goods transport. A lorry could also have carried out these 
journeys. In 10% of the accidents (a private journey or passenger transport) the journey could 
have been carried out by a mode of passenger transport. Consequently, in 42% of the accidents the 
journeys could have also been carried out using another mode of transport. 

208 Source: TLN
209 See Appendix C - Explanation of the investigation relating to agricultural and construction vehicle 

accident statistics.
210 See Appendix D - Explanation of the investigation relating to the analysis of 73 police reports on fatal 

accidents involving agricultural or construction vehicles. 
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goods transport 32%210

transport between work area 29%

transport to and from the land 16%

work 8%

private 5%

passenger transport 5%

salvage 3%

maintenance 3%
 
Table 12:  The purpose of the journey made by the agricultural or construction vehicle involved in 

the accident (based on the analysis of 73 police reports)

The use of agricultural and construction vehicles, if these are not essential for performing work, 
could potentially be curbed by reducing the economic benefits. It has emerged from the interviews 
conducted with the businesses and sector organisations involved in the accidents that the choice 
of vehicle often is made for economic reasons. In this context, fuel and personnel costs play a role 
(a qualified lorry driver is more expensive than an unqualified driver aged 16 or 17). Deploying an 
agricultural or construction vehicle is an attractive option, particularly for short journeys. Lorries or 
low loaders, for instance, are chosen for longer journeys.

5.3.4 Removing and/or protectively covering equipment

What does removing and/or protectively covering equipment entail?
Apart from choosing a specific vehicle, agricultural and construction vehicle users choose to drive 
the agricultural or construction vehicle with coupled implements on public roads. Equipment refers 
to implements or counterweights that should perhaps have been removed or protectively covered.

Three circumstances may provide an explanation as to why agricultural and construction vehicle 
drivers do not remove or protectively cover equipment before driving their vehicle on public 
roads. The first circumstance lies in the fact that several people are required to help change 
some implements. Since agricultural and construction vehicle drivers often work on their own, 
this is impractical. Another circumstance lies in the fact that when removing equipment, such as 
agricultural mowers and augers, a derrick or a load-bearing frame is required on which to place the 
implements. For practical reasons, a load-bearing frame is only present on the business premises. 
A third circumstance lies in the fact that the equipment is used on multiple parcels of land. In 
these situations it is more practical for the driver to leave the equipment on the agricultural or 
construction vehicle while travelling from one parcel of land to the next. Some agricultural and 
construction vehicles are fitted with universal quick-detachable coupling systems, which facilitate 
easy removal of the equipment. However, this is not the case for all vehicles. 

In what way did the accident factor removing and/or protectively covering equipment 
play a role in the accidents investigated?
In two of the accidents a counterweight mounted on the front of the agricultural tractor came into 
play (in Horn and Nunspeet, see sections 2.2.9, 2.2.11 and 5.2.4). In Nunspeet the counterweight 
was used unnecessarily. In Horn the counterweight was required to balance the agricultural tractor 
because the agricultural tractor was towing an implement, namely a sowing machine, at the rear. It 
might have been an option to transport both the counterweight and the sowing machine on a trailer.

211 Two-thirds relates to goods transport carried out by agricultural and horticultural businesses; agricultural 
contractors carried out the remaining goods transport.
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Two accidents involved a protruding component (a piece of equipment), which had a considerable 
impact on the accident on account of its crash aggressivity: the cultivator, which was too wide, 
coupled to the rear of an agricultural tractor in Wieringerwerf (section 2.2.1) and the clamp filled 
with stones in Beilen at the front of the wheeled loading shovel (see sections 2.2.4 and 5.2.4). The 
driver in Wieringerwerf could have also carried out another assignment at school and would not 
have needed to take the cultivator to school. Someone could also have placed the cultivator on a 
trailer and taken it to school. The clamp filled with stones carried by the wheeled loading shovel was 
essential for the work, namely mechanical paving. From an occupational health and safety point of 
view, preference is given to mechanical paving rather than manual paving. From a road safety point 
of view (view restricted by the clamp filled with stones, see section 5.2.2), it would have been safer 
to use the clamp containing stones on an enclosed site or have someone accompany the wheeled 
loading shovel driver while driving. 

Apart from convenience and costs, the degree to which the police perform enforcement also plays a 
role as to whether or not the driver chooses to drive the vehicle together with a specific implement 
on public roads. This emerged from the interviews held with the businesses involved in the accidents. 
The smaller the estimated risk of police action, the sooner drivers will drive their vehicles with 
coupled implements on public roads. Interviews with sector organisations have brought to light that 
some agricultural and construction vehicle owners do not purchase any protective covering with 
their vehicles. These coverings are not sold as standard equipment accompanying the vehicle.

What is the relevance of this accident factor?
The National Road Accident Register database (BRON)212 maintained by the Ministry of Transport, 
Public Works and Water Management does not contain any information on vehicle crash aggressivity. 
The analysis of the 73 police reports of fatal accidents213 found that in 12% of the accidents 
investigated the presence of sharp components influenced the accident outcome. In 10% of the 
investigated accidents involving an agricultural tractor a counterweight was present and in half of 
the accidents, it also influenced the accident outcome. In the accidents in which a counterweight 
was present and which influenced the accident outcome, an implement was not being towed at the 
rear of the vehicle, and the counterweight therefore was not essential. In the other accidents, in 
which a counterweight was present, it was essential.

5.3.5  Contributions to the behaviour of agricultural and construction vehicle drivers by the Parties 
involved

EU
The EU has not drawn up any regulations for tractor driving licences. The current applicable «second» 
driving licence directive (Directive 91/439/EEC) and the «third» driving licence directive (Directive 
2006/126/EC), which is due to replace the second directive in the longer term, do not provide for a 
driving licence category for agricultural and forestry tractors.

Minister of Transport, Public Works and Water Management
The Minister of Transport, Public Works and Water Management has not imposed any road safety 
requirements (such as vehicle control, risk perception and risk acceptance) on agricultural 
and construction vehicle drivers.214 The only requirement imposed on drivers is an age-related 
requirement. Drivers are required to be at least 16 years of age to be permitted to drive an 
agricultural or construction vehicle on public roads. Under the Working Conditions Act drivers of 
agricultural tractors aged 16 or 17 are required to hold a tractor certificate. A special tractor driving 
licence does not apply in the Netherlands, as is the case in Belgium, Germany, France, the United 
Kingdom, Denmark, Sweden, Poland and Slovakia (see section 3.2.5).

212 See Appendix C - Explanation of the investigation relating to agricultural and construction vehicle 
accident statistics.

213 See Appendix D - Explanation of the investigation relating to the analysis of 73 police reports on fatal 
accidents involving agricultural or construction vehicles.

214 Except the general requirement under the Road Traffic Act stipulating that it is forbidden to cause a 
hazard on the road. 
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The Agricultural Traffic Initiative Group, which is part of the Dutch Road Traffic Safety Association 
(VVN), recommended that the Minister of Transport, Public Works and Water Management increase 
the speed limit215, since this would have a positive impact on road safety. Increasing the speed limit 
to 40km/h is in line with the European Directive on agricultural tractors216, which incorporates a 
maximum design speed of 40km/h (admission requirement). In Belgium, Germany, France, Sweden 
and Italy a speed limit of 40km/h already applies, see section 3.2.5. A simulation study carried out 
on behalf of the Ministry of Transport, Public Works and Water Management217 has shown that less 
overtaking manoeuvres occur if agricultural tractors travel at 40km/h on a provincial road rather 
than 25km/h. According to the above ministry’s study, fewer overtaking manoeuvres also mean 
that fewer accidents are likely to occur when overtaking. Moreover various experts in the study 
also estimate that increasing the speed limit would have a positive effect on road safety on account 
of the fact that fewer acts of aggression will occur and fewer dangerous overtaking manoeuvres 
will be made. Considering the above, road safety would benefit if agricultural tractors and self-
propelled equipment were to travel at 40km/h rather than 25km/h. The above ministry’s study 
has also revealed that agricultural tractors are already driven at speeds exceeding 25km/h (on 
average 30-40km/h). The report consequently states that once a higher speed limit is introduced, 
in practice little will change. The researchers expect that the differences in safety will be limited 
if the speed limit is increased to 40km/h. They do, however, maintain the condition that more 
stringent requirements be imposed on the vehicle and the user. A crucial aspect in this context is 
a mandatory registration number and a mandatory driving licence, according to the researchers. 
As described in section 2.6 the current status is that the Minister of Transport, Public Works and 
Water Management plans to increase the speed limit from 25 to 40km/h, without implementing a 
mandatory registration number. 

According to the above study performed on behalf of the Ministry of Transport, Public Works and Water 
Management, currently one third of agricultural tractor drivers drive at speeds exceeding 40km/h. 
In addition, the motor industry trend is to manufacture even faster agricultural and construction 
vehicles: today, agricultural tractors capable of travelling at 80km/h are on sale. In the interim 75-
80% of new agricultural tractors sold fall in the category capable of travelling at speeds exceeding 
40km/h. Should additional measures not be taken, the Safety Board consequently expects that the 
new speed limit of 40km/h will too be exceeded, with all the associated risks. 

As the analysis of the accident factor speed has shown, higher speeds lead to greater safety risks, 
such as having less time to respond and prevent the accident and a more serious accident outcome. 
This also comes into play in head-on collisions between an agricultural or construction vehicle and a 
passenger car, collisions with turning traffic and collisions with cyclists and pedestrians: ccurrently 
the crash aggressivity of agricultural and construction vehicles is so high that higher speeds 
negatively affect the severity of the outcome of accidents involving agricultural and construction 
vehicles, particularly if weak road users, such as cyclists or pedestrians are involved in these 
accidents. 

Police
The police perform limited enforcement of compliance with speed limits by agricultural and 
construction vehicles. Over 200 speeding offences were recorded218 in the period 2007-2009. The 
police reasoning behind this is that automatic speed enforcement is unfeasible: agricultural and 
construction vehicles cannot be captured on speed cameras when committing speeding offences 
and driving through red traffic lights because they do not hold a registration number. Furthermore, it 

215 Agricultural Traffic Initiative Group, which is part of the Dutch Road Traffic Safety Association (VVN, 2 
March 2010), Supplementary Recommendation Verbetering verkeersveiligheid land- of bosbouwtrekkers 
en motorvoertuigen met beperkte snelheid (Improve the road safety of agricultural and forestry tractors 
and limited speed motor vehicles).

216 Directive 2003/37/EC on type-approval of agricultural or forestry tractors.
217 Directorate General of Public Works and Water Management, Effecten verhoging maximumsnelheid land- 

en bosbouwtrekkers (The effects of increasing the speed limit for agricultural and forestry tractors, April 
2006).

218 Source: CJIB register. This means that each year on average one in every 1,000-2,000 agricultural 
tractors  (0.1-0.2%) are fined for exceeding the speed limit while a survey conducted by the Directorate 
General for Public Works and Water Management has found that 94% of drivers do not observe the 
25km/h speed limit and one third of the drivers have stated that they exceed a speed of 40 km/h.
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was found that when police officers perform speed checks on agricultural and construction vehicles, 
people in the area very soon know that speed checks are being conducted at that location. It 
emerged that in practice agricultural and construction vehicle drivers often subsequently take this 
into account and choose a different route.219 In addition, the fact that agricultural and construction 
vehicles do not hold a registration number forms an impediment when establishing other offences. 
It is not possible to issue a ticket to offenders ‘based on a registration number’, for instance for 
committing a speeding offence or ignoring a no-entry sign prohibiting a specific type of vehicle from 
using a certain road. The only option available to the police is to stop the vehicle. This approach 
consumes a relatively large amount of enforcement capacity. However, in other European countries, 
including Belgium, Germany, Sweden, France and Poland, a registration number and vehicle 
registration are already mandatory for agricultural and construction vehicles. This enables the 
police to perform enforcement more efficiently (see section 3.2.5).

The absence of a driving licence means that limited options are available for taking action against 
offenders, such as an Educational Measure on Behaviour and Alcohol and Traffic as imposed by the 
CBR220 or suspending the driving licence.

Employers and business owners
A variety of businesses own agricultural and construction vehicles. The largest groups are agricultural 
businesses, agricultural contractors and construction companies. Agricultural businesses are often 
family-owned businesses. An employer-employee relationship usually does not apply to these 
types of businesses. The business owner or one of the family members drives the agricultural or 
construction vehicle. Agricultural contractors and construction companies often are medium-sized 
or large companies, where the employer owns the agricultural or construction vehicle and the 
employer employs the driver of the relevant vehicle. The owners of these businesses rarely or never 
drive the agricultural or construction vehicle themselves.

The employer’s role was only examined in six of the accidents that occurred in 2009-2010. In three 
of these accidents, an employer-employee relationship applied: the agricultural contractor who 
employed the excavator driver (Overveen, see section 2.2.6), the arable farming business who 
employed the driver of the agricultural tractor as an apprentice (Poortvliet, see section 2.2.5) and 
the paving company who employed the driver of the wheeled loading shovel (Beilen, section 2.2.4). 
In two of the accidents a father owned the agricultural or construction vehicle driven by the son, and 
in one accident the vehicle was driven by the owner of a one-man business himself.

The employers involved in the accidents investigated only became aware of the road safety 
risks surrounding agricultural and construction vehicles after the accident had happened. This 
is exemplified by the businesses where an incident had already previously occurred, such as an 
agricultural business owner from Tholen (who was involved in the Poortvliet accident). He installed 
a warning sign highlighting two-way bicycle traffic at the exit to his property and built a private road 
adjacent to the provincial road after he had pushed a moped into a ditch when leaving his property. 
Various employers took measures after the accident had happened, such as installing a camera on 
a wheeled loading shovel carrying a clamp filled with stones, which obstructed the view.

The majority of agricultural businesses are one-man businesses. It has emerged from interviews 
with the agricultural businesses involved in the accidents and LTO Nederland  that it is not feasible for 
these businesses to draw up a safety plan as described in section 3.3. of this report. However, it was 
found that the basic safety aspects, such as safety instructions and an in-house emergency response 
team generally were in place. LTO organises emergency response courses for this purpose. Drivers 

219 Source: interview with the police
220 The Educational Measure on Behaviour and Alcohol and Traffic (Educatieve Maatregel Gedrag/Alcohol en 

Verkeer, EMG and EMA respectively) is a mandatory course for motorists who have shown dangerous 
driving behaviour (such as tailgating and speeding offences) or have driven under the influence of 
alcohol. If the police stop a driver in connection with a traffic  offence of this  nature, the police may 
inform the Central Office for Motor Vehicle Driver Testing thereof (CBR). The CBR will subsequently 
determine whether a mandatory course will be imposed on the driver. If the CBR imposes an EMA/EMG 
and the driver has either not followed the course, or has not adequately or constructively participated in 
the course, the driving licence will be declared invalid.
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of agricultural tractors have the opportunity to follow voluntary road safety training programmes 
(see section 3.3.1). The business owners involved in the accidents were unaware of these.

During the interviews with the business owners involved in the accidents it was found that businesses 
employing staff who were using agricultural and construction vehicles, such as the paving business, 
the agricultural contractor and the mechanisation business, have a safety plan in place, which 
includes performing Risk Assessments and Evaluations (RI&E) and toolbox meetings221. This is 
largely dictated by employment legislation and/or the requirements imposed by commissioning 
parties. The sector organisations (Bouwend Nederland, CUMELA Nederland and LTO Nederland) 
endorse this picture. The members of Bouwend Nederland and CUMELA Nederland and some of 
the LTO members who employ staff, perform an RI&E because it is mandatory under the Working 
Conditions Act. The sector organisations provide support in this context by making available working 
conditions brochures. In addition, the sector organisations stated that their members generally have 
a health and safety plan and hold an SSC certificate (only construction industry business owners) 
because the commissioning parties have made these mandatory. The Safety Board analysed the 
RI&Es of the employers involved in the accidents, to the extent these were available. The relevant 
RI&Es did not devote any attention to the risks involved in driving agricultural and construction 
vehicles for other road users (road safety).

The interviews with those involved in the accidents and sector organisations have revealed that 
both one-man businesses and companies employing staff do not discuss the topic of road safety as 
standard. One of the reasons given is that a safety plan traditionally focuses on the businesses’ own 
employees and the businesses’ own business premises or an enclosed work site. They were unaware 
that under certain conditions222 the hazards arising from driving agricultural and construction vehicles 
on public roads for other road users could also fall within the scope of the Working Conditions Act, 
and consequently under the employer’s responsibility. Employers are similarly not made aware of 
this responsibility by the government authorities. Arboportaal, a working conditions portal, does not 
highlight the risks to other road users. The supervisory authorities also do not incorporate the risks 
to third parties (see the section on the Health and Safety Inspectorate below). Sector organisations 
and the employers involved in the accidents stated during interviews that in hindsight they found 
it logical and essential based on their responsibility as an employer to take measures to prevent 
danger to other road users.

Sector organisations representing employers and business owners
The sector organisations do not provide their members any guidelines for driving agricultural and 
construction vehicles on public roads. CUMELA Nederland forms an exception. The organisation 
provides courses called Werken langs de weg (Working on the roadside) and Verbeteren rijvaardigheid 
(Improving driving skills), offering employers the opportunity to provide additional road safety 
training to their employees. 

Health and Safety Inspectorate
Pursuant to the Working Conditions Act, the Ministry of Social Affairs and Employment imposes 
requirements on agricultural and construction vehicle drivers aged 16 or 17. These are embedded 
in the tractor certificate. These requirements relate to occupational safety (safety and working 
conditions) and road safety to a lesser extent. The tractor certificate examination therefore only 
involves a test on vehicle control and knowledge of the rules (including the traffic rules). Further 
aspects, relevant to safety, such as traffic insight, attitudes and risk perception are not tested.

The Working Conditions Act furthermore stipulates that employers are required to take adequate 
measures to prevent danger arising from the work performed to third parties at or around the 
business. However, this does not describe how employers should fulfil this responsibility. Under 
the Working Conditions Act it is not mandatory for employers to specify measures for preventing 
danger to third parties in their risk assessment and evaluation (RI&E). The RI&E is only required to 

221 A toolbox meeting is a type of work planning meeting focusing on occupational safety. It forms a 
mandatory component of the SSC (the Safety, Health and Environmental Checklist for Contractors) 
certificate.

222 See section 3.2.4 and the observations on the Health and Safety Inspectorate, which follow.
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describe what action to take in respect of third parties after an accident has happened (for example, 
emergency assistance).

As explained in section 3.2.4 other road users could also be categorised as ‘third parties’ in situations 
where employees drive the agricultural or construction vehicle on public roads for the purpose 
of performing work. According to the Working Conditions Act employers should take adequate 
measures to prevent other road users from being endangered. The Working Conditions Act does 
not describe in what cases article 10 applies to driving on public roads and what measures should 
be taken. 

As described under Employers, employers do not take measures to manage the risks to other 
road users. They are not made aware of this responsibility in day-to-day practice. The Health and 
Safety Inspectorate, which is required to enforce the Working Conditions Act, moreover does not 
incorporate the risks to other road users in its enforcement activities (see section 4.11). According 
to an internal operating instruction, the Health and Safety Inspectorate does not investigate road 
traffic accidents that occur on public roads (even if these accidents involve employees who were 
performing work), and also does not monitor whether employers have adequately managed the 
risks to other road users (in other words the road safety risks). 

5.3.6 Partial conclusions relating to drivers
A substantial number of agricultural and construction vehicle drivers who were involved in the 
accidents investigated are insufficiently aware of the risks involved in driving agricultural or 
construction vehicles on public roads and/or do not adapt their behaviour to suit the risks. In the 
accidents investigated, this has been identified in the following ways:
• Agricultural and construction vehicle drivers expect other road users to take the limitations of 

these vehicles into account, such as a longer braking distance or a restricted view;
• Agricultural and construction vehicle drivers often drive at higher speeds than the maximum 

applicable speed of 25km/h. This poses a safety risk. Travelling at higher speed means that 
there will be less time to respond and prevent an accident. In addition, accidents occurring at 
higher speeds have a more serious outcome. Moreover, not all agricultural and construction 
vehicles have been built to drive faster than 25km/h and this affects braking capacity and 
vehicle stability;

• Agricultural and construction vehicles are also used for journeys where such vehicles need not 
be used (such as private use, transporting passengers and goods);

• Drivers drive agricultural or construction vehicles on public roads without removing or 
protectively covering the equipment beforehand. Not only can the presence of equipment 
without any protective covering exacerbate the accident outcome but if the equipment restricts 
the driver’s view, could also cause an accident.

A key guarantee that applies to drivers of all other motor vehicles and to drivers of agricultural 
or construction vehicles in other European countries, namely following a driving course, which is 
endorsed by means of taking a driving examination and the issue of a driving licence, does not apply 
to agricultural and construction vehicle drivers. Should a driving course and a driving examination 
be introduced for agricultural and construction vehicle drivers, it is key that these be geared towards 
preventing risks to other road users. 

Speed is a determining factor in these accidents (see section 5.3.2) since this factor influences 
the available time in preventing an accident and influences the severity of the accident outcome. 
Measures will therefore contribute to reducing speeds on roads used by a large number of agricultural 
and construction vehicles, and will have a positive impact on the severity of the accident outcome 
as well as contribute to reducing the risk of accidents involving agricultural and construction 
vehicles. Examples of measures are: more stringent enforcement, the provision of information and 
infrastructural measures.

The Agricultural Traffic Initiative Group, which is part of the Dutch Road Traffic Safety Association 
(VVN), recommended that the Minister of Transport, Public Works and Water Management increase 
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the driving speed from 25 to 40km/h.223 Increasing the speed limit to 40km/h falls within the 
scope of the European Directive on the type approval of agricultural tractors224 (a maximum design 
speed of 40km/h). Currently, there are no plans to introduce a mandatory registration number for 
agricultural and construction vehicles. The absence of a registration number makes it more difficult 
for the police to effectively and efficiently enforce compliance with speed limits. Since one third of 
agricultural and construction vehicle drivers currently already drive faster than 40km/h and the 
industry trend is to manufacture even faster agricultural and construction vehicles, the Safety 
Board consequently expects that the new speed limit will similarly be exceeded. The group that 
currently actually observes the 25km/h speed limit will also drive faster. The analysis of the accident 
factor speed shows that driving at higher speeds has a negative impact on the number and outcome 
of accidents involving agricultural and construction vehicles (see section 5.3.2). Furthermore, risks 
may arise if agricultural and construction vehicles start travelling at 40km/h while the relevant 
vehicle is designed to accommodate a speed of 25km/h (vehicle stability and brake problems, for 
instance). 

The proposals submitted by the Initiative Group and the response given by the Minister of Transport, 
Public Works and Water Management in any case do not incorporate an inspection to monitor whether 
the agricultural or construction vehicle is technically capable of travelling at a speed of 40km/h 
(in other words whether the operating speed does not exceed the maximum design speed). This 
aspect is in fact tightly monitored for mopeds while the consequences of an accident involving an 
agricultural or construction vehicle are no less severe than that of an accident involving a moped.225 

Using agricultural and construction vehicles on public roads has proven to be attractive to employers 
and business owners, especially for short journeys. This is because relatively few statutory 
regulations apply to agricultural and construction vehicles in comparison with lorries, for instance. 
Partly on account of the above, economic benefits are derived from using such vehicles, for instance 
lower taxes, and lower staffing and fuel costs.

The employers, business owners and relevant sector organisations involved in this study were 
generally working on assessing and managing the occupational safety risks because this is mandatory 
under Working Conditions legislation. Yet, little attention has been paid to the road safety risks in 
this approach. The Working Conditions Act stipulates that employers are required to take measures 
to prevent danger to third parties. The risks to other road users as a consequence of driving 
agricultural and construction vehicles on public roads could also fall within the scope of this article 
under certain conditions. Working conditions legislation, however, neither states how employers 
should fulfil their individual responsibility nor are they made aware of it in day-to-day practice. The 
Safety Board’s investigation has found that concrete options do exist for employers with respect 
to fulfilling their individual responsibility for safety. As vehicle owners, employers and business 
owners can for instance take their own measures to improve the vehicle safety of agricultural 
and construction vehicles and the drivers’ (their employees’) understanding of the risks involved 
in driving these vehicles. In addition, they can restrict the use of agricultural and construction 
vehicles to journeys for which a different type of vehicle cannot be deployed. It has emerged 
from the Safety Board’s investigation that employers and business owners are generally unaware 
of this responsibility and the options. In hindsight (after an accident has happened) employers 

223 Agricultural Initiative Group, which forms part of the Dutch Road Traffic Safety Association (VVN, 2 
March 2010), Supplementary Recommendation Verbetering verkeersveiligheid land- of bosbouwtrekkers 
en motorvoertuigen met beperkte snelheid (Improving the road safety of agricultural and forestry 
tractors and limited speed motor vehicles). 

224 Directive 2003/37/EC on type-approval of agricultural or forestry tractors.
225 The police tightly enforce an increase of the design speed for mopeds. This is because mopeds are not 

designed to travel at higher speeds (brakes, tyres, suspension, and so on) and drivers also do not yet 
have the traffic insight to enable them to drive at higher speeds. When performing various checks, 
the police use a test rig to establish any increase in speed. This problem occurs less frequently with 
passenger cars because the speed limit in the Netherlands is only 120km/h and thus is lower than 
the maximum design speed. Increasing the design speed often requires adjustments be made to the 
vehicle, which is subject to a mandatory inspection under the Motor Vehicle Regulations. This problem 
also occurs with motor cycles, one-seat cars with a moped engine and quads or beach buggies but in 
these cases is similarly not enforced, among other things on account of the absence of appropriate 
vehicle requirements.
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and business owners believe that it really is essential and appropriate that they take measures 
to prevent future accidents (for instance by installing a camera on an agricultural or construction 
vehicle to improve the view).

The police perform limited enforcement of the compliance of agricultural and construction vehicle 
drivers with the rules of conduct.226 There is a low risk of being caught and drivers behave accordingly, 
by pushing boundaries (such as driving at higher speeds, towing wider implements at the rear of the 
vehicle).227 The lack of enforcement is attributable to the following:
• Efficient enforcement is unfeasible on account of the absence of a registration number:

 – Automatic enforcement of speed (speed cameras) and driving through red traffic lights is 
unfeasible;

 – It is unfeasible to issue a fine to offenders ‘based on a registration number’, for instance 
when ignoring a no-entry sign prohibiting a specific type of vehicle from using a certain 
road. The absence of a registration number means that a vehicle will have to be stopped.

• On account of the absence of a driving licence no options exist for taking specific measures 
against the offender (educational behaviour or alcohol measure, and suspending the driving 
licence). 

5.4 Infrastructure

5.4.1 Road design

What definition applies to road design?
The traffic engineering design of the road combined with the surrounding area and road furnishing 
determines the way in which road users experience the road and behave on the road.228 The road 
image229 determines the driving behaviour of the individual road user and, ultimately, the traffic flow 
as well as road safety. In any event, it is key that the traffic engineering design, road furnishing and 
the surrounding area create an image that reflects the function of the road (see also section 3.3.2 
and Appendixes I and J).

The intersections and sections of road form key elements of road design in relation to the accidents 
involving agricultural and construction vehicles. 

The Dutch National Road Safety Research Institute (SWOV) has listed a number of criteria relating to 
(sustainably) safe intersections.230 In the interests of safety, it is important to establish at how many 
points roads users can conflict with one another on intersections. The fewer potential conflict points, 
the safer the intersection. For this reason too, roundabouts are safer than intersections. The aim 
of Sustainable Safety is to prevent accidents and, at locations where this is unfeasible, to virtually 
exclude the risk of serious injury (Wegman & Aarts, 2005). This view entails that specific encounters 
between road users on intersections should be ruled out. These are encounters between road users 
travelling at considerably different speeds and in vehicles of considerably different weight; these 
can result in serious conflicts. This certainly applies to agricultural and construction vehicles, which 
deviate from other road traffic in terms of both speed (when travelling on 60 of 80km/h roads at the 
current speed limit of 25km/h, or 40km/h, the speed now often driven) and weight. In situations 
where conflicts are unavoidable, it is therefore important to reduce the severity of the accident 
outcome by adjusting the speed limit. Safe speeds can be implemented by taking infrastructural 
measures. At intersections, for instance, traffic calming measures include roundabouts, speed 
bumps and raised intersections.

226 Source: interviews with the police and the Traffic Enforcement Team of the Public Prosecutor’s Office 
(LPTV)

227 Source: interviews with the agricultural or construction vehicle drivers involved in the accidents.
228 Source: Road Design Manual (CROW publication 164, 2002)
229 Road image is the view the user experiences while driving on the road based on the course of the road, 

the visual support thereof and the surrounding landscape.
230 Source: SWOV fact sheet Kruispunttypen (Types of Intersections, June 2009).



109

In the accidents investigated, the following aspects were relevant: whether dual carriageways or 
an overtaking restriction applied, what the applicable speed limit was and whether slow motorised 
traffic was permitted on the road. 

In what way did the accident factor road design play a role in the accidents investigated?
In two of the accidents investigated, road design measures could have prevented the accident from 
occurring as follows:
1. A head-on collision between a Unimog and an overtaking delivery van just after a curve 

(Swifterbant, see section 2.2.2). There was no local overtaking restriction (there was no 
continuous centre line marking), nor a physical separation of driving directions that made it 
difficult to overtake. The road was an distributor road with a speed limit of 80km/h;

2. A rear-end collision between a tractor towing a trailer planning to turn left and a passenger 
car driving behind it (Aerdt). There was no local left-turn lane for traffic turning left.231, 232 
In addition, there were no traffic calming measures near the intersection, which was an 
intersection of two access roads. An 80km/h speed limit applied to the access road on which 
the passenger car was travelling.

Re 1. The absence of a continuous centre line marking is not in line with the Essential Recognisability 
Characteristics Guideline (EHK, see section 3.3.2 and Appendix J). However, the road authorities 
have been given until 2020233 to implement the guideline. Moreover, the guideline permits the option 
(as a phased solution) to use broken centre line markings, which nevertheless permits overtaking. 
The preferred solution, as described in the section on Distributor roads in the Road Design Manual, 
is a no-entry sign for slow (motorised) traffic, a continuous double line and non-physical separation 
of directions. If a no-entry sign is unfeasible, an overtaking restriction would be undesirable, yet 
overtaking in hazardous situations, in the curve as was the case in this accident, should be prohibited.

Re 2. The second accident occurred near the intersection of an 80km/h access road and a 
60km/h access road. Under the EHK Guideline, a 60km/h speed limit should apply to access 
roads outside urban areas.234 An 80 km/h speed limit, as was the case in this accident, applies 
to a different road category servicing more through-traffic, namely the distributor road category 
(gebiedsontsluitingsweg, GOW). With the high speed driven on this road, it would therefore be 
beneficial if through-traffic did not conflict with stationary, left-turn traffic. For this reason, the 
section on Distributor roads in the Road Design Manual recommends that a left-turn lane be added 
for distributor road intersections (see figure 37). However, as stated in section 3.3.2, the Road 
Design Manual is not a guideline but the publication aims to provide road designers with examples 
of layouts for specific situations. The design solutions offered in the Road Design Manual are not 
complete and other solutions may also be chosen. In practice, left-turn lanes near intersections on 
distributor roads are only applied to heavy traffic intersections.

231 The road authority responsible for the relevant road (the municipality of Rijnwaarden) stated that this 
wasnot required because the road is categorised as an access road. The municipality furthermore stated 
that there was no space for a left-turn lane. However, the road did not comply with the access road 
criteria in terms of the speed limit (80km/h rather than 60km/h) and markings (a broken centre line 
rather than no centre line). In addition, no traffic calming measures applied to the intersection.

232 If the tractor had driven straight ahead, the accident could have potentially also happened because the 
motorist was driving too fast and was not concentrating on driving. The accident outcome would then 
have been less serious because the tractor would have had more speed. In that case, a left-turn lane 
would not have prevented the accident.

233 Source: SWOV fact sheet Herkenbare vormgeving van wegen (Recognisable Road Layouts, January 
2010).

234 However, in the recently published EHK brochure, the 80km/h speed limit is again permitted only in 
combination with edge markings (see http://www.strepenopdeweg.nl). 
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Figure 37: A priority intersection on an distributor road (Road Design Manual)

The Swifterbant and Aerdt accident analyses found that the road design guidelines are voluntary 
and are not always observed.235 In the Safety Board’s opinion – with a view to preventing accidents 
- the road authorities should be able to check whether agricultural and construction traffic can be 
serviced safely before permitting traffic of this nature on distributor roads. The underlying reason 
being that accidents involving agricultural or construction vehicles generally have more serious 
outcomes than accidents among passenger cars.

What is the relevance of this accident factor?
It is not feasible to describe the scale of the problem because the police do not record the extent to 
which road design played a part in the accident.

5.4.2 Separation of agricultural and construction traffic

What definition applies to the separation of agricultural and construction traffic?
The separation of agricultural and construction traffic refers to the fact that these vehicles are 
not able to come into contact with other traffic. This is desirable on account of the weight, crash 
aggressivity and deviating speeds of these vehicles. 

In what way did the accident factor separation of agricultural and construction traffic play 
a role in the accidents investigated?
Agricultural and construction vehicles are difficult to accommodate among other vehicle traffic on 
public roads. When travelling on roads outside urban areas (distributor roads with a speed limit 
of 80km/h) the difference in speed relative to other traffic may create safety problems. For this 
reason, the road infrastructure guidelines recommend that agricultural and construction traffic 
should not be permitted on public roads. 

Agricultural and construction traffic should in that case travel via an alternative route or on a 
service road. However, a new safety problem arises if cyclists and mopeds travel on these roads. 
These roads should provide a separate bicycle lane. This makes it difficult for the road authorities to 
accommodate agricultural and construction traffic in the road system in a sustainably safe manner.

If agricultural and construction vehicles are deployed for performing work, collisions with other road 
users could be prevented by temporarily closing that particular section of road to other traffic, or 
by deploying a road traffic controller to prevent other road users from driving on the same lane as 
the relevant vehicle. 

235 This is a broader problem, see also the Dutch Safety Board’s report on Langdurig Onveilige 
RegionaleHoofdwegen (The Prolonged Unsafety of Regional Main Roads, December 2005). The 
Consideration in the report is included in Appendix Q, in addition to the Recommendations and the 
Responses to the recommendations.
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The accidents that occurred on 80km/h roads (including the accidents in Wieringerwerf, Swifterbant 
and Aerdt, see sections 2.2.1, 2.2.2 and 2.2.3) would obviously not have happened if agricultural 
and construction vehicles had not been using these roads. The collision with the cyclist (Woldendorp 
accident, see section 2.2.8) would not have occurred if a separate bicycle lane had been provided. 
The accident involving the wheeled loading shovel (in Beilen, see section 2.5.4) would not have 
occurred if this vehicle had been travelling in an enclosed area or if appropriate traffic measures had 
been in place (for instance, a colleague accompanying the driver, a road traffic controller or a traffic 
supervisor). The party commissioning these activities had not prescribed these traffic measures.

What is the relevance of this accident factor?
It is not feasible to describe the scale of this problem because when reporting accidents, the police 
do not record whether the separation of agricultural and construction vehicle traffic contributed to 
the accident.

5.4.3 Contributions to the infrastructure by the parties involved
Decentralised road authorities (municipalities, provinces and water boards) are responsible for the 
road safety of the roads that fall under their management. The accident analysis has shown that 
two accidents could have been prevented if certain infrastructural measures (applying a left-turn 
lane on an intersection and an overtaking restriction) had been in place. However, there are no 
road design guidelines, apart from the Essential Recognisability Characteristics Guideline (EHK), 
which only covers edge markings, the separation of driving directions and speed limits, and which 
is only required to be implemented in 2020. A Road Design Manual, however, exists but its nature is 
voluntary. As a result, the decentralised road authorities have considerable leeway when it comes 
to road design. Other interests, such as costs and the space occupied, often compel the road 
authorities to choose a solution, which may not always be the safest solution from a road safety 
point of view. The pros and cons are not always explicitly weighed up when making such choices. The 
Safety Board previously highlighted the above in the thematic study Langdurig onveilige regionale 
hoofdwegen (The prolonged unsafety of main regional roads).236

The Ministry of Transport, Public Works and Water Management has the option to assume more 
control when decentralised government authorities design road infrastructure, yet has not utilised 
this option on account of the decentralisation of responsibilities to the decentralised road authorities. 
However, the Strategic Road Safety Plan (Strategisch Plan Verkeersveiligheid)237 does incorporate 
this option:
‘If things do not run smoothly at decentralised level, or should too much fragmentation occur or should 
gaps be imminent, the Ministry will step forward. Initially, it will act as a catalyst in dysfunctional 
processes. Should insufficient headway subsequently be made, or should a situation adversely 
affect road safety, tighter central control may be required. Should infrastructure be involved, the 
Ministry may draw up more mandatory regulations.’

The decentralised road authorities share the responsibility for accommodating agricultural and 
construction traffic in the regional road network to the best possible extent. Should a road authority 
decide to close a specific road to agricultural and construction traffic, this may have significant 
consequences for the safety of other roads in the area. If agricultural routes are planned properly, 
this will lead to fewer encounters between agricultural and construction traffic and other traffic. 
To date, only the Provinces of Zeeland and Friesland have begun designing logistical routes for 
agricultural traffic.238

236 Source: Dutch Safety Board (2005), Langdurig onveilige regionale hoofdwegen (The prolonged unsafety 
of regional main roads). The Consideration and Recommendations are included in Appendix Q to this 
report.

237 Ministry of Transport, Public Works and Water Management V&W (2008), Strategic Road Safety Plan 
2008-2020 (Strategisch Plan Verkeersveiligheid 2008-2020). This is a long-term policy plan and contains 
more details of the road safety aspect contained in the Mobility Policy Document (Nota Mobiliteit). The 
Strategic Plan was adopted by the National Mobility Consultation Platform (Nationaal Mobiliteitsberaad) 
(the consultation between the Ministry of Transport, Public Works and Water Management and the 
decentralised road authorities).

238 Source: interview with the Regional Road Safety Body for the Province of Zeeland (ROVZ)
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If work is performed on the road or on the shoulder, the road authorities (municipalities, provinces 
and water boards) are the party commissioning the company to perform the work. The commissioning 
party has the option to impose requirements stipulating road closure or that other traffic measures 
be taken. In the accidents the Safety Board investigated the commissioning party had not utilised 
this option. 

5.4.4 Partial conclusions relating to infrastructure
In the accidents investigated, the following infrastructure problems played a role in the occurrence 
of the accidents involving agricultural and construction vehicles:
• Particularly on through-roads where people drive at high speeds (the 80km/h roads), the 

lack of infrastructural measures (such as a dual carriageway and left-turn lanes), may lead 
to collisions. Agricultural and construction vehicles are permitted to drive on an increasing 
number of these roads. On account of their crash aggressivity, collisions with these vehicles 
may have a serious outcome;

• As stated, a problem occurring particularly on 60km/h roads (rural roads) and on 30km/h roads 
(local roads in urban areas) is the permissible width of agricultural and construction vehicles, 
which makes it impossible for these vehicles to pass other traffic safely on these roads; 

• When working with agricultural and construction vehicles on or alongside public roads, 
measures can be taken, such as installing fences and/or deploying a road traffic controller, to 
prevent agricultural and construction vehicles from colliding with other road users.

On account of the absence of guidelines the road authorities have considerable leeway in designing 
the infrastructure. Other interests, such as costs and the space occupied, take precedence over 
road safety. The Ministry of Transport, Public Works and Water Management has a limited directive 
role. The Ministry does not impose any stringent regulations.

The road authorities (provinces, municipalities and water boards) share the responsibility for 
accommodating agricultural and construction traffic in the regional road network to the best 
possible extent. To date, only the Provinces of Zeeland and Friesland have begun designing logistical 
routes for agricultural traffic. Commissioning parties do not always impose requirements on (traffic) 
measures companies are required to take to prevent danger from arising to other road users when 
using agricultural and construction vehicles to perform work.
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6 CONCLUSIONS

The key question in this investigation is what factors contribute to the occurrence and the severity 
of the outcome of accidents involving agricultural and construction vehicles, and which parties 
involved contributed. The purpose of the investigation was to find out whether agricultural and 
construction vehicles driven on the road entail structural safety shortcomings. It has emerged from 
the Safety Board’s investigation of the relevant accidents that the risks of driving agricultural and 
construction vehicles on public roads can be managed more effectively. Accident data confirm this 
view. This involves accident factors relating to the vehicle (conclusion 1a), the driver (conclusion 
1b) and the infrastructure (conclusion 1c). Various parties who can influence these accident factors 
come into play here (see conclusions 2-6).

Conclusion 1a
In all accidents, features specific to agricultural and construction vehicles influence the 
occurrence and/or the severity of the accident outcome.

In the accidents investigated, features specific to agricultural and construction vehicles contribute 
to the occurrence and/or the severity of the outcome of accidents with agricultural and construction 
vehicles. These features are as follows:
• In three accidents, the view of the agricultural or construction vehicle driver was inadequate to 

enable safe driving on public roads. This relates to large areas of the field of vision that were 
obstructed by sections of the vehicle, implements or load. The investigation shows that this 
is a structural safety shortcoming. Firstly, because vehicles having an inadequate view are 
designed and produced that way. Secondly, because an inadequate view played a causal part in 
a quarter of the number of fatal accidents;

• Agricultural and construction vehicles, notably agricultural tractors, can barely be recognised 
by other road users when it is dark. This is because the dipped headlights on an agricultural 
tractor are close together and the dipped headlights outshine the wide-beam lights (side lights). 
As a consequence, motorists do not see an approaching wide agricultural tractor for which they 
have to swerve out in time;

• The permissible and actual width of agricultural and construction vehicles in relation to road 
width. Agricultural and construction vehicles have a permissible width of three metres (and 
3.50 metres wide if an exemption is granted) and some do in fact have these dimensions. 
Particularly when travelling on 60km/h roads (rural roads) and on 30km/h roads (local roads in 
urban areas) agricultural and construction vehicles having these dimensions cannot pass other 
traffic safely;

• The crash aggressivity of agricultural and construction vehicles with respect to other road 
users. Crash aggressivity is caused by the relatively large mass, stiffness and incompatible 
design of agricultural and construction vehicles in relation to other vehicles or road users. An 
incompatible design refers to the fact that the design of agricultural and construction vehicles, 
as opposed to a passenger car or lorry, is not geared to a potential collision with other vehicle 
types, cyclists or pedestrians. The bumper height of agricultural and construction vehicles 
deviates from that of other vehicles and agricultural and construction vehicles do not have side 
underrun protection. This increases crash aggressivity.

Conclusion 1b
In a number of accidents, the behaviour of the driver of the agricultural or construction 
vehicle influences the occurrence and/or the severity of the accident outcome.

A substantial number of the agricultural and construction vehicle drivers who were involved in 
the accidents investigated are insufficiently aware of the risks involved in driving agricultural and 
construction vehicles on public roads and/or do not adapt their behaviour to suit the risks of the 
vehicle. In the accidents investigated, this has emerged in the following ways:
• The agricultural and construction vehicle drivers involved in the accidents expect other road 

users to take the limitations of these vehicles into account (such as a longer braking distance 
or a restricted view);
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• Drivers of agricultural and construction vehicles often drive at higher speeds than the maximum 
applicable speed of 25km/h. This is a safety risk. Travelling at higher speed means that there 
will be less time to respond and prevent an accident. In addition, accidents that occur at higher 
speeds have a more serious outcome. Moreover, not all agricultural and construction vehicles 
have been built to travel faster than 25km/h in connection with the vehicle’s braking capacity 
and stability;

• Agricultural and construction vehicles are also used for journeys where such vehicles need not 
be used (such as private use, transporting passengers and goods); 

• In the majority of the investigated accidents, drivers drive agricultural and construction vehicles 
on public roads without removing or protectively covering the equipment beforehand. Not only 
can the presence of equipment without a protective cover exacerbate the accident outcome, 
but if the equipment restricts the driver’s view this can also cause an accident.

Conclusion 1c
In a number of accidents, road design plays a part in the occurrence of accidents.

In the accidents investigated, the following infrastructure problems come into play in the occurrence 
of accidents with agricultural and construction vehicles:
• Particularly on through-roads where people drive at high speeds (the 80km/h roads), the 

lack of infrastructural measures (such as a dual carriageway and left-turn lanes), may lead 
to collisions. Agricultural and construction vehicles are permitted to drive on an increasing 
number of these roads. On account of their crash aggressivity, collisions with these vehicles 
may have a serious outcome;

• As stated in conclusion 1a, a problem occurring particularly on 60km/h roads (rural roads) and 
on 30km/h roads (local roads in urban areas) is that the permissible width of agricultural and 
construction vehicles makes it impossible to pass other traffic safely on these roads; 

• When working with agricultural and construction vehicles on or alongside public roads, 
measures can be taken, such as installing fences and/or deploying a road traffic controller, to 
prevent agricultural and construction vehicles from colliding with other road users.

Conclusion 2
The Minister of Transport, Public Works and Water Management has not regulated that  
unsafe agricultural and construction vehicles be prohibited from travelling on public roads. 
This has (partly) contributed to the occurrence of vehicle accident factors (inadequate 
view, poor recognisability during darkness, vehicle width and crash aggressivity). 

The laws and regulations governing vehicle requirements are inconclusive and as a consequence 
contain inadequate guarantees for the vehicle safety of agricultural and construction vehicles. 
Furthermore, no measures have been taken to increase the vehicle safety of agricultural and 
construction vehicles whereas these have been taken for other vehicles (for instance seatbelts, 
child restraint seats, side underrun protection and blind spot mirrors) despite the resistance this 
has at times instilled among the public. Consequently, the situation whereby unsafe agricultural and 
construction vehicles cannot be prohibited from driving on public roads continues to exist. 

Conclusive motor vehicle regulations as applicable to other motor vehicles (such as passenger 
cars and lorries) incorporate admission requirements239, permanent requirements240 and practical 

239 Admission requirements, with which a vehicle should comply after manufacture to be permitted on 
public roads. Examples of admission requirements are vehicle dimensions, the intensity and position of 
the lights and the minimum braking capacity. These requirements are systematically inspected during 
an admission inspection, based on which a registration number is issued.

240 Permanent requirements are requirements relating to the vehicle’s condition and with which the vehicle 
should at all times comply. Examples of permanent requirements are lights and brakes that work. 
Systematic inspection occurs during a periodic inspection (such as the periodic motor vehicle test for 
passenger cars), which is a requirement for retaining the registration number. Occasional inspection 
involves the police stopping vehicles that do not comply with the permanent requirements, which may 
lead to a fine or cancellation of the registration number).
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requirements241 and systematic and occasional inspections are conducted to check whether vehicles 
comply with these vehicle requirements. However, no specific vehicle requirements and compliance 
inspections exist for agricultural and construction vehicles.

Admission requirements:
• Admission requirements only apply to standard agricultural tractors (based on European 

directives242). There are no European directives and similarly no national requirements for 
extra-wide, low and fast agricultural tractors and self-propelled equipment; 

• Agricultural and construction vehicles do not require a registration number to be permitted to 
travel on public roads. As a consequence, these vehicles are permitted to travel on public roads 
without having checked whether they comply with the admission requirements.

Permanent requirements:
• A mandatory periodic inspection (such as the periodic motor vehicle test) does not apply to 

agricultural and construction vehicles. This means that once agricultural and construction 
vehicles have been put into use, a systematic inspection is not carried out to determine whether 
the vehicle complies with the permanent requirements;

• Permanent requirements do however apply to agricultural and construction vehicles. However, 
for a variety of reasons, these are not adequate in preventing the vehicle safety issues the 
Safety Board has identified: 
 – the requirements relating to the driver’s field of vision are insufficiently specific;
 – the same applies to the protruding and sharp components of agricultural and construction 

vehicles;
 – as a result of the position and intensity of the vehicle lights under the current requirements, 

agricultural tractors can barely be recognised by other road users (mainly motorists) when 
it is dark; 

 – vehicle width requirements are too generous.
Practical requirements:
• Permanent requirements as well as practical requirements apply to the width, protruding and 

sharp components of agricultural and construction vehicles. These relate to the combined 
configuration of the vehicle, for example with (temporarily) coupled implements, trailers and a 
potential load. These requirements are too generous and not sufficiently specific.

Conclusion 3
The Minister of Transport, Public Works and Water Management has not imposed any  
requirements on the qualifications of agricultural and construction vehicle drivers for  
driving on public roads, which has (also) contributed to the occurrence of driver behavi-
our accident factors (limited knowledge of the risks involved and/or not adapting driving  
behaviour in line with the risks involved).

Agricultural and construction vehicle drivers do not require a driving licence and are therefore under 
no obligation to take a driving test. This means that there is no certainty at all on whether agricultural 
and construction vehicle drivers sufficiently understand the risks involved in driving these vehicles 
on public roads, particularly for other road users. This contrasts with the requirements for drivers of 
all other motor vehicles that stipulate that a driving licence is mandatory for driving on public roads. 
• Based on the accidents, it has emerged that the problem for agricultural and construction 

vehicle drivers is not vehicle control or knowledge of the traffic rules but rather that they are 
unaware of the risks involved in driving agricultural and construction vehicles on public roads 
(particularly the risks for other road users). Drivers can learn how to assess risks accurately by 
following a training programme.

241 Requirements relating to the manner in which the vehicle should be used while travelling on public 
roads. Examples of user requirements are the number of passengers and the weight and dimensions 
of a combined vehicle (in combination with a potential load, coupled trailers and/or implements). User 
requirements are occasionally checked: the police can stop vehicles that do not comply with user 
requirements while travelling on public roads and book them (occasional inspection).

242 The European directives on agricultural tractors only relate to admission requirements as is the case for 
the European directives on other motor vehicles. Permanent requirements and user requirements fall 
under the responsibility of national governments. 
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• A tractor certificate is mandatory for 16 and 17-year-old agricultural or construction vehicle 
drivers. However, a tractor certificate is not geared towards recognising and managing the risks 
these vehicles carry for other road users. The certificate is only designed to grant exemption 
from an obligation under health and safety legislation to take additional measures for young 
employees. The exemption allows them to perform work involving driving tractors on public 
roads and coupling and decoupling trailers or implements, which is directly associated with this. 

• Agricultural and construction vehicle drivers who are of age do not require a driving licence or 
a tractor certificate. They are not obliged to acquire knowledge of the risks involved in using 
agricultural and construction vehicles on public roads.

• Operators of self-propelled equipment do not require a driving licence or tractor certificate. 
Road safety is similarly not tested in training programmes designed for operators of excavators 
and wheeled loading shovels.

Conclusion 4
Compared to other European countries, few statutory regulations apply to agricultural and 
construction vehicles in the Netherlands. Yet there are plans to increase the speed limit for 
agricultural and construction vehicles from 25 to 40km/h.

In the Netherlands relatively few statutory regulations apply to agricultural and construction vehicles 
in terms of driving licences, registration numbers and vehicle dimensions. A comparison between 
the traffic regulations governing agricultural and construction vehicles in the Netherlands and a 
number of other European countries has revealed the following:
• Among all these countries the Netherlands is the only country where agricultural and 

construction vehicle drivers do not require a driving licence to drive these vehicles on public 
roads.

• In most other countries all or some agricultural and construction vehicles are required to be 
registered and hold a registration number to be permitted on public roads.

• In most other countries the maximum permissible width of agricultural and construction 
vehicles is 2.55 metres or less whereas in the Netherlands it is three metres (and 3.5 metres if 
an exemption is granted). 

From a road safety point of view, the Netherlands lags behind its neighbouring countries in terms 
of regulations for agricultural and construction vehicles. The Safety Board finds this a marked 
difference, particularly because the traffic situation in the Netherlands is extremely heterogeneous 
involving many pedestrians and cyclists combined with a high population density, and high traffic 
volumes as a result. Consequently, in the Netherlands agricultural and construction vehicles are 
more likely to encounter other road users, and it would be more appropriate to impose more 
stringent requirements on agricultural and construction vehicles and their drivers here.

Despite the absence of the above regulations the Minister of Transport, Public Works and Water 
Management intends to increase the speed limit for agricultural and construction vehicles from 25 
to 40km/h243. If additional measures are not taken, this new limit is also expected to be exceeded 
since: 
1. one third of agricultural tractors and a portion of self-propelled equipment now travel faster 

than 40km/h;
2. even faster agricultural and construction vehicles are being produced.
The Safety Board’s analysis of the accident factor speed shows that driving at higher speeds has 
a negative impact on the number and outcome of accidents involving agricultural and construction 
vehicles. Furthermore, risks may arise if agricultural and construction vehicles start travelling at 
40km/h while the construction of the relevant vehicle is designed to accommodate a speed of 
25km/h (in terms of vehicle stability and brake problems, for instance).

243 Parliamentary document 2010, 29398, no. 228, 11 May 2010
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Conclusion 5
The Minister of Social Affairs and Employment has not provided sufficient clarity in  
working conditions legislation on the employer’s responsibility for preventing danger to 
other road users when agricultural and construction vehicles are driven on public roads.

Working conditions legislation stipulates how employers should handle employee health and safety. 
They are required to demonstrate how they do this by performing a risk assessment and evaluation 
(RI&E). Employers should also take sufficient measures to protect persons other than employees 
(third parties) from work-related dangers. However, it is odd that working conditions legislation 
does not clearly describe how employers should fulfil the responsibility for the safety of other 
parties. It is not immediately clear what measures employers should take into account. It is not 
mandatory under the Working Conditions Act to incorporate measures for preventing danger to 
third parties (only) in a risk assessment and evaluation (RI&E). In day-to-day practice, employers 
are similarly not made aware of this responsibility. The Health and Safety Inspectorate does not 
monitor compliance with this responsibility and it does not reappear in the information provided to 
employers on working conditions legislation. 

Driving agricultural and construction vehicles on public roads and the dangers involved for other 
road users may fall within the scope of the Work Conditions Act under certain conditions. However, 
it is not clearly described in what cases article 10 applies to driving on public roads.

Conclusion 6
Employers and business owners do not take adequate measures to manage the risks  
involved in driving agricultural and construction vehicles on public roads.

Road safety is not a priority for employers and business owners. As described under conclusion 
5, legislation is not sufficiently clear on that point and in day-to-day practice too, people are not 
made aware of the responsibility for the safety of other road users. For that reason, employers 
and business owners do not always take measures to protect other road users from the potential 
dangers arising from using agricultural and construction vehicles on public roads.
• Employers do assess the risks involved in driving agricultural and construction vehicles but 

these are only the risks relating to employee safety at work and not the risks involved for other 
road users when these vehicles are used on public roads; 

• Employers and business owners can put more effort into ensuring the functional use of 
agricultural and construction vehicles. In addition, agricultural and construction vehicles are 
deployed for journeys where another vehicle type (a passenger car, lorry or moped) could have 
been used; 

• When purchasing new agricultural and construction vehicles employers and business owners are 
unaware that agricultural and construction vehicles do not always comply with the requirements 
from the Motor Vehicle Regulations on account of the absence of an admission requirement;

• Measures focusing on road safety (such as information provision and driver training, working 
with a road traffic controller, the choice of vehicle and the relevant equipment) are not included.

Conclusion 7
The absence of regulations for agricultural and construction vehicles and their drivers has 
implications for the way in which the police and the Public Prosecutor fulfil their role as 
law enforcers. 

Systematic monitoring of compliance with vehicle requirements does not exist for agricultural and 
construction vehicles (see conclusion 2). The Road Transport Agency (RDW) systematically monitors 
compliance with vehicle requirements for other motor vehicles, namely by conducting the admission 
inspection (supervision of admission requirements) and the periodic inspection or periodic motor 
vehicle test (which involves monitoring compliance with the permanent requirements). Bodies that 
possess the relevant technical knowledge and resources perform the supervision described above. 
Since systematic monitoring does not exist for agricultural and construction vehicles, the police are 
the only party that can monitor and enforce compliance with vehicle requirements for these vehicles 
by conducting occasional checks relating to both the permanent and practical requirements. The 
police face the following problems in this context:
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• Vehicle requirements (both permanent and practical requirements) are not sufficiently specific 
and are not enforceable as a result. The admission requirements for agricultural tractors, 
however, are specific but the police do not have the authority to enforce these. No admission 
requirements apply to self-propelled equipment in the Netherlands (see conclusion 2).

• In the case of other motor vehicles, the police are only required to occasionally monitor clearly 
defined non-compliance with vehicle requirements since systematic monitoring is carried out 
by bodies that possess the relevant technical knowledge and resources. Systematic monitoring 
does not exist for agricultural and construction vehicles. However, the police cannot be expected 
to fill the gap by enforcing requirements.

The police are unable to enforce effectively compliance with the rules of conduct for drivers of 
agricultural and construction vehicles based on the absence of the following regulations:
• A mandatory registration number does not apply, and enforcement can consequently only be 

carried by stopping a vehicle:
 – Automatic enforcement of speed (speed cameras) and driving through red traffic lights is 

unfeasible;
 – It is unfeasible to issue a ticket to offenders ‘based on a registration number’, for instance 

when ignoring a no-entry sign to use the relevant vehicle on a certain road.
• Since a mandatory driving licence does not exist, for certain offences specific driver-focused 

measures cannot be taken (educational measure relating to behaviour and alcohol and 
suspension of the driving licence).

Agricultural and construction vehicle drivers are a small group of road users and enforcement of 
vehicle regulations and rules of conduct for drivers is labour-intensive since these vehicles do not 
hold a registration number and each vehicle is required to be stopped. The strict enforcement of 
agricultural and construction vehicles would thus absorb a disproportional amount of police capacity.
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7 RECOMMENDATIONS

The Dutch Safety Board has formulated the following recommendations to prevent future accidents 
involving agricultural and construction vehicles, and to limit the consequences thereof.

To the Minister of Transport, Public Works and Water Management:
1. Lay down guarantees for the vehicle safety of agricultural and construction vehicles in laws and 

regulations. 
 In this context the Safety Board believes it is self-evident that vehicle regulations comparable 
to those governing other motor vehicles should start applying to agricultural and construction 
vehicles, such as:
 – admission requirements for self-propelled equipment;
 – approval, admission and registration of agricultural tractors and self-propelled equipment 

(guaranteed by a registration number);
 – mandatory periodic inspection of agricultural and construction vehicles (to retain a 

registration number);
 – tighten vehicle requirements on a regular basis.

2. Ensure that agricultural and construction vehicle drivers sufficiently understand the risks 
involved in driving agricultural and construction vehicles on public roads, particularly to other 
road users. 

  The Safety Board believes that it is important that agricultural and construction vehicle 
drivers follow a driving course, focusing explicitly on the risks involved in driving agricultural 
and construction vehicles on public roads, particularly the risks to other road users. This can 
be embedded in the examination requirements relating to the driving test based on which all 
agricultural and construction vehicle drivers can obtain a mandatory tractor driving licence. 

3. Improve the options for monitoring compliance and enforcement of the regulations governing 
vehicle safety and the safe behaviour of agricultural and construction vehicle drivers.

  The Safety Board believes it is self-evident that a mandatory registration number and driving 
licence as stated above be imposed on agricultural and construction vehicles and their drivers 
when driving on public roads.

4. Take a decision on whether or not to increase the permissible speed limit for agricultural and 
construction vehicles only when the above matters have been regulated.

To the Minister of Social Affairs and Employment:
5. Provide clarity on the scope of article 10 of the Working Conditions Act: the responsibility 

employers carry in preventing danger to third parties. Take into account whether the difference 
that currently exists in the mandatory risk assessment and evaluation (RI&E) (incorporating 
the dangers for employees but not the dangers for third parties) should be maintained. 

   
Apply this particularly to situations where employers allow their employees to drive agricultural 
or construction vehicles on public roads. 
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To employers and business owners who work with agricultural and construction vehicles 
(through sector organisations such as LTO Nederland (agriculture and horticulture), 
CUMELA Nederland (agricultural and building suppliers and contractors), TLN (transport 
and logistics), EVO (logistics) and Bouwend Nederland (building contractors) :
6. Take measures to protect other road users from the potential dangers arising from using 

agricultural and construction vehicles on public roads.
 The Safety Board has the following in mind:

 – Drive agricultural and construction vehicles on public roads only if this is absolutely essential 
for work;

 – Use agricultural tractors and self-propelled equipment only if these vehicles comply with the 
requirements stipulated in the Motor Vehicle Regulations;

 – Take further measures to improve vehicle safety (particularly view, recognisability and 
crash aggressivity) in addition to the mandatory measures arising from the Motor Vehicle 
Regulations;

 – The provision of permanent education and information to users of agricultural and 
construction vehicles, focusing on the safe use of these vehicles on public roads (in particular 
raising awareness of the risks to other road users).
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APPENDIX A: EXPLANATION OF THE INVESTIGATION

reason for the InvestIgatIon

Each year, on average 16 people are killed and 100 seriously injured in road traffic accidents 
involving agricultural and construction vehicles. Of those casualties, 80-90% are not the agricultural 
and construction vehicle drivers but the crash opponent, mainly motorists and drivers of mopeds 
and cyclists. The number of road casualties resulting from accidents involving agricultural and 
construction vehicles forms a small portion of the total number of road casualties (approximately 
2% of the 750 fatalities in 2008). Overall road safety has improved significantly in the last 20 years 
(the total number of fatalities and hospital admissions fell by over 30% in that period). However, the 
number of casualties resulting from accidents involving agricultural and construction vehicles has 
remained stable in the last 20 years.

In 2008 the Dutch Safety Board received warnings about the safety or unsafety of agricultural and 
construction vehicles travelling on public roads. One of the warnings came from the Hollands Midden 
police force, who presented a large number of examples of serious accidents that had occurred in 
their area as well as vehicle shortcomings. They stated that enforcement was difficult on account of 
the inadequate regulations.

In order to gain insight into these issues and the options and obstacles facing the parties involved 
with respect to improving the safety of agricultural and construction vehicles on public roads the 
Safety Board organised a meeting of experts in October 2008.244 In addition, from early 2009 
the Safety Board investigated five accidents involving agricultural and construction vehicles that 
occurred in 2008. An initial analysis of these accidents brought various factors to light that indicate 
potential structural safety shortcomings. The Safety Board therefore took the decision in September 
2009 to institute an investigation into accidents involving agricultural and construction vehicles.

PurPose and research questIons

The purpose of this investigation is to contribute to reducing the number and severity of the outcome 
of accidents involving agricultural and construction vehicles. 

Key question:
What factors influence the occurrence and the severity of the outcome of road traffic accidents 
involving agricultural and construction vehicles and which parties involved contributed to this? 

During the preliminary phase of the analysis of the five accidents, a number of specific research 
questions focusing on the accident factors were identified as follows:
1. What caused almost 40% of all accidents between agricultural vehicles and passenger cars to 

occur during darkness?
2. What role do the driver’s skills and the driver’s ability to assess risks play in the accidents? To 

what extent are age, education and experience important?

244 The following parties were invited to the meeting of experts: Aequor, Dutch Automobile Association ANWB, 
the Traffic Enforcement Bureau of the Public Prosecution Service BVOM, the Central Office for Motor 
Vehicle Driver Testing CBR, CUMELA Nederland, De Pauwen Producties, Federatie Agrotechniek, HAN 
University of Applied Sciences, Intermunicipal Association for the Central Netherlands (Intergemeentelijk 
Samenwerkingsorgaan Midden-Holland), Interpolis Insurance, the Transport and Water Management 
Inspectorate, Traffic and Transport Knowledge Platform KVV, agricultural and horticultural sector 
organisation LTO Noord, the Ministry of Transport, Public Works and Water Management, Flevoland 
police force, Police Academy, PTC+, Road Transport Agency RDW, the Regional Road Safety Body for 
Friesland (ROVF), the Regional Road Safety Body for Zeeland (ROVZ), the Directorate General for Public 
Works and Water Management, Safeteq, National Road Safety Research Institute SWOV, Transport and 
Logistics Netherlands TLN, Dutch Road Traffic Safety Association VVN, Wageningen University and the 
Zeeland Islands Water Board (Waterschap Zeeuwse eilanden).



122

3. Why do drivers drive around with equipment or other components fitted to or mounted on the 
agricultural tractor while these restrict the view or contribute to increasing crash aggressivity?

4. What causes the crash aggressivity of agricultural and construction vehicles to be so high? 
(features such as protective covering, weight, width and braking capacity).

In addition, the following questions were identified during an earlier preliminary investigation 
(including the meeting of experts held on 9 October 2008):
1.  To what extent does the increasing use of agricultural tractors outside the agricultural sector, for 

instance for earthmoving and landscaping activities, contribute to the problem that the safety of 
agricultural and construction vehicles is not improving? (more movements and more movements 
on local roads in urban areas)?

2.   Does a lack of enforcement of the relevant regulations apply, and can any explanations be found 
for this?

3.  To what extent does the infrastructure play a role in these accidents?
4.   To what extent does the working relationship between the driver of the agricultural or construction 

vehicle and his employer play a role?

scoPe of the InvestIgatIon

The scope of the investigation is limited to a number of points:
• The investigation only relates to road traffic accidents on public roads involving other road users 

in addition to the agricultural and construction vehicles. Accidents involving only one vehicle 
(for example an agricultural tractor that has overturned) and accidents on private property or 
on the construction site have been excluded;

• Only accidents where the other road user sustained serious injury or died have been included 
in the investigation;

• The Safety Board has limited the investigation to agricultural and construction vehicles in 
the agricultural tractor and limited speed motor vehicle categories defined in the Motor 
Vehicle Regulations. Both vehicle types are not permitted to travel faster than 25km/h. The 
investigation excludes accidents involving agricultural and construction vehicles categorised as 
company vehicles (this vehicle category includes lorries). An example is a crane mounted on a 
company vehicle; 

• The thematic study is limited to 11 accidents that were investigated and analysed. In addition, 
based on the Dutch Safety Board’s own database supplementary analyses were conducted on 
police reports of fatal accidents and on the basis of road accident statistics maintained by the 
Directorate General for Public Works and Water Management and the National Road Safety 
Research Institute SWOV.

In analysing the accidents, the Safety Board focused specifically on accident factors relating to 
the agricultural or construction vehicle, the driver of the vehicle and the driver’s employer), where 
applicable, as well as the infrastructure. We chose to do so because the Safety Board is concerned 
about the lack of improvement in the road safety of agricultural and construction vehicles. In 
addition, accident factors relating to the other road user (usually the casualty) have also emerged 
from the accident analyses. These have therefore been briefly elaborated in a further analysis.

Procedure

For the purpose of this thematic study, 11245 accidents involving agricultural and construction 
vehicles were analysed. 

The accidents that occurred in 2008 were analysed on the basis of the relevant police reports. Among 
other things, these contain the statements made by the driver of the agricultural or construction 
vehicle, the other road users (if they were able to participate) and any witnesses. The police reports 

245 Twelve accidents were initially investigated. One of the accidents that was analysed to a limited extent 
was withdrawn from the analysis because the factual material was insufficiently clear.
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also contain a road accident analysis, which describes which vehicle and infrastructure factors 
contributed to the accident.

Insufficient lessons can be learned from the road traffic accidents based on police reports alone. 
Police reports are drawn up for a different purpose, and that is to establish who is the guilty party. 
For that reason it is key that an independent investigation be conducted on road traffic accidents. 
Police reports can be used to support the investigation.

In respect of the accidents that occurred in 2009 and 2010, the Dutch Safety Board held interviews 
with the driver of the agricultural or construction vehicle, his employer (if applicable) and the other 
road user (if able to participate). In the Overveen, Swifterbant and Wieringerwerf accidents the 
other road user had either died or sustained such serious injury that he could not be interviewed. 
Visits were also paid to the sites of these accidents and the companies involved. The relevant road 
authorities and vehicle manufacturers completed questionnaires containing questions arising from 
the accident and general questions about how they deal with the road safety of agricultural and 
construction vehicles. In addition, the Dutch Safety Board obtained information from the police, 
to the extent information was available. The police did not draw up any police reports on the 
Swifterbant and Poortvliet accidents because the Public Prosecutor did not bring charges.

Apart from the accidents, the Dutch Safety Board has specified the parties involved in the road 
safety of agricultural and construction vehicles and the relevant applicable laws and regulations. For 
this purpose, legal advice was sought from Noppe Consultancy in the Netherlands. The Dutch Safety 
Board conducted semi-structured interviews with the main parties. In addition, the Dutch Safety 
Board collected various documents on the road safety of agricultural and construction vehicles from 
these parties, among others.

An external expert was engaged for two specific accident factors. Prof. J. Wismans from Safeteq 
performed a literature study on the crash aggressivity factor as well as an assessment of the 
accidents relating to the sub-aspects of speed, weight, stiffness (including protruding components) 
and geometric compatibility. Dutch research organisation TNO performed a literature study and 
a practical experiment and applied calculation models on the visibility and recognisability factor. 
Appendix N contains a summary of the results of TNO’s study. 

analysIs

The analysis focused on the factors determining the occurrence and the outcome of accidents 
involving agricultural and construction vehicles. In this context, a distinction was made between 
accident factors relating to the agricultural or construction vehicle, the driver of the relevant 
vehicle and the infrastructure. Each accident factor includes the information available in (scientific) 
literature. The relevance of the accident factor is also provided based on accident statistics from 
the National Road Accident Register (BRON) maintained by the Ministry of Transport, Public Works 
and Water Management and an analysis of 73 police reports on accidents involving agricultural and 
construction vehicles from the Dutch Safety Board’s own database. Furthermore, an analysis has 
been made of which parties involved played a role in the accident factors. 

The Dutch Safety Board applied various methods of analysis, such as Tripod and STAMP, to analyse 
the accidents involving agricultural and construction vehicles.

trIPod

The aim of the Tripod method is to assess an organisation with respect to the presence of risk 
factors that may potentially lead to unsafe work situations. This method can be used both pro-
actively and reactively. According to the Tripod concept246, a considerable percentage of accidents 

246 Hudson P.T.W., Reason J.T., Wagenaar W.A., Bentley P.D., Primrose M. & Visser J.P. (1994). Tripod Delta: 
Proactive approach to enhanced safety. Society of Petroleum Engineers, JPT, January, 58-62.
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are caused by human error.247 248 Tripod-BETA has been developed for the purpose of explaining 
errors within an organisation following an incident. The method assumes that human error is never 
an isolated cause.249 250

According to Tripod-BETA, the basic principles of the occurrence of accidents are as follows:
• Accidents and incidents, including avoidable errors, occur due to insufficient protective 

measures or the absence of protective measures;
• Accidents and incidents are the result of concurrent circumstances, which makes them appear 

unique;
• The potential causes of unsafe actions and situational circumstances should be expressed in 

terms of latent errors in specific work situation factors, referred to as fundamental basic risk 
factors.

The theory traces direct human causes, via environmental factors, back to shortcomings within 
organisations. The philosophy is that the risk of human error decreases if errors that can be induced 
by environmental factors are reduced by improving the shortcomings within the organisation.251 
This means that more accidents and incidents are avoided than if the accident or incident were to 
be examined in isolation.

An incident is used as a basis to analyse what happened, how it happened and why. The method 
identifies the underlying causes that contributed towards the immediate cause of the accident or 
incident. The underlying causes of an incident within an organisation are divided into eleven basic 
risk factors.252

The basic risk factors are:
• Design: the design of equipment as well as the handling process (handling);
• Equipment: the quality of the equipment;
• Working procedures: the comprehensibility, appropriateness and presence of procedures;
• Characteristics of the work that increase the risk of an accident: work characteristics in the 

workplace not anticipated by the designers of equipment and the handling process, such as the 
lay-out of a hospital or noise and psychosocial factors such as machismo or boredom;

• Maintenance: the daily maintenance of the workplace;
• Knowledge and skills: the proficiency and experience of staff;
• Conflicting interests: the management of conflicting aims such as working conditions versus 

production;
• Communication: communication between staff, departments and companies;
• Organisation: the structure of the organisation within which the work is to be carried out;
• Corporate management: the management and performance of maintenance;
• Order and tidiness.

Managing these basic risk factors forms the basis for guaranteeing safety. The underlying causes 
and basic risk factors can then be linked to those involved and their role in the occurrence of the 
incident.253

247 Wagenaar, W.A., Hudson, P.T.W. & Reason, J.T. (1990) Cognitive Failures and Accidents. Applied Cognitive 
Psychology, 4, 273-294.

248 Error means: not functioning as intended.
249 Wagenaar W.A., 1986. De oorzaak van onmogelijke ongelukken (The cause of impossible accidents). Van 

Loghum Slaterus, Deventer; Wagenaar W.A. & J. van der Schrier, 1997. Accident analysis the goal, and 
how to get there. Safety Science, Volume 26, Number 1, June 1997, pages 25-33(9).

250 Wagenaar, W.A., Groeneweg, J., Hudson, P.T.W. & Reason, J.T. (1994) Promoting Safety in the Oil 
Industry. Ergonomics, 37, 1999-2013.

251 Wolsak, T.D., K.N.R. Verhoeve & J. Groeneweg, 2007. Op zoek naar de latente fouten tijdens de 
Feitenverzameling (In search of latent errors while fact finding), NVVK Anniversary congress.

252 This is known as the TRACK approach.
253 According to the IPIC-RAM approach.
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stamP

The STAMP method assumes that accidents are the result of disordered interactions between 
components within a system. According to STAMP, accidents are caused by inadequate management/
control or inadequate enforcement of safety-related restrictions (constraints) on the development, 
design and implementation of the system. The STAMP approach views safety as a management 
problem, and is based on the view that accidents occur when the responsible parties fail to deal 
properly with defective components, external disruption and/or dysfunctional interactions between 
components within the system. A STAMP analysis is carried out in four steps. The first step involves 
identifying the system risk. In the second step, the system control measures are identified. In the 
third step, the structure designed to ensure that control measures are implemented is identified. The 
fourth step consists of identifying which components of the system have failed or which interactions 
between components of the system were disordered. The result of the STAMP analysis is shown in 
Appendix L.

Project team

The project team comprised the following people:

E.M. Berends Project leader

M. Baart Investigator

W. Boutkan Investigator

P.J.J.M. Verhallen Investigator

E.M. de Croon Analyst

J.J.G. Bovens Investigation Manager

T. Veldman Project support

The following people also contributed to the project:
E.J. Willeboordse
A.W. Noppe (Noppe Consultancy)
J. Wismans (Safeteq)
J.W.A.M. Alferdinck (TNO)
E.S. Wilschut (TNO)
D.M. Hoedemaeker (TNO)
A. Bruin (StudenTalent)
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APPENDIX B: RESPONSES TO THE DRAFT REPORT

InsPectIon of the draft rePort

The Safety Investigation Board Act (Rijkswet Onderzoeksraad voor Veiligheid) stipulates that parties 
directly involved in an incident have four weeks in which to issue a written response to the findings 
in a draft report drawn up by the Safety Board. In this response, the parties involved may point out 
any factual inaccuracies which the Safety Board can then correct in the final report.
The draft report (without the Consideration and Recommendations) was submitted to the parties 
involved for assessment following a positive recommendation from the Guidance Committee and 
approval from the Safety Board. The following parties (those that contribute to the road safety of 
agricultural and construction vehicles and the parties involved in the accidents) received a draft 
report:

The parties contributing to the road safety of agricultural and construction vehicles:
• the Ministry of Transport, Public Works and Water Management
• the Transport, Public Works and Water Management Inspectorate
• the Ministry of Social Affairs and Employment
• the Health and Safety Inspectorate
• LTO Nederland
• CUMELA Nederland
• Bouwend Nederland
• TLN (Transport and Logistics Netherlands)
• EVO
• Federatie Agrotechniek
• BMWT
• FMIB
• RDW
• the Police
• Traffic Enforcement Team of the National Public Prosecutor’s Office (Landelijk Parket Team 

Verkeer, LPTV) 

The parties involved in the accidents investigated:
• Aerdt – the driver of the passenger car
• Aerdt – the driver of the agricultural or construction vehicle
• Aerdt – the road authority
• Beilen – the driver of the agricultural or construction vehicle
• Beilen – the employer/owner of the agricultural or construction vehicle
• Erp – the driver of the agricultural or construction vehicle
• Erp – the driver of the passenger car
• Horn – the driver of the agricultural or construction vehicle
• Nunspeet – the driver of the agricultural or construction vehicle
• Overveen – the driver of the agricultural or construction vehicle
• Overveen – the employer/owner of the agricultural or construction vehicle
• Poortvliet – the employer/owner of the agricultural or construction vehicle
• Poortvliet – the driver of the passenger car
• Poortvliet – the driver of the agricultural or construction vehicle
• Swifterbant – the road authority
• Swifterbant – the driver of the agricultural or construction vehicle
• Swifterbant – the employer/owner of the agricultural or construction vehicle
• Swifterbant – the driver of the delivery van
• Wieringerwerf – the driver of the agricultural or construction vehicle
• Wieringerwerf – the employer/owner of the agricultural or construction vehicle
• Woldendorp – the driver of the agricultural or construction vehicle
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Responses received - general
The responses received relate largely to factual and editorial aspects. A number of responses 
relate to the investigation methodology chosen and the presentation of the findings. The responses 
received following inspection of the report were handled in the following manner:
• The Safety Board has incorporated the additional information and corrections in detail as well 

as the editorial comments. The report was amended based on the above, and comments of this 
nature have not been individually included in this appendix;

• Content-related comments are accompanied by a response. In some cases this has led 
to amending the report accordingly, while in other cases it has not. These responses are 
incorporated in this Appendix. The comments are included in two tables, broken down into 
incorporated responses and responses that were not incorporated. Each table shows the 
responses in the order in which the relevant subject is discussed in the report. Each response 
includes the section to which the response relates and the party providing the response. 
Information is provided on how the responses that were incorporated in the report were 
handled while the Safety Board’s comments have been included together with the responses 
that were not incorporated.

Responses received from the parties involved in the incident 
Fourteen of the parties involved in the incidents submitted a response, seven of which stated that 
they had no comment. 

In two cases, the Safety Board was asked to exclude the case from the investigation. Both cases 
were among the six cases analysed during the preliminary study based only on the police reports. 

In one case, the response stated that the incident was still subject to a criminal investigation. The 
party involved disputed all the relevant facts relating to the incident recorded in the police report 
in court, and the accuracy of the police report to date has not (yet) been established. Since the 
reliability of the police report in the legal proceedings has been disputed, the Safety Board believes 
that it would not be acceptable to base the analysis on the police report, among other things. Since 
no other material is available on which the Safety Board can base its analysis, and the facts disputed 
moreover concern all factors relevant to the case, it was decided to withdraw this particular case 
from the investigation. 

In the Woldendorp case, the objection lodged against the police report focuses on two specific 
incident aspects. Since the Safety Board has similarly not conducted its own further investigation 
into the case and has only based its information on the police report, it was decided not to include the 
information on these particular aspects in the accident analysis. Two other factors that are relevant 
to the investigation, namely the absence of side underrun protection and vehicle width relative to 
the road have, however, have been maintained. For this reason, this case has been maintained in 
the final report. All of the above has been explained in the table itemizing the responses.
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IncorPorated resPonses

No. Section Party/ response/ how the response was handled
1 2.2.5 and 

5.3.2
Poortvliet – driver of the passenger car:
Section 2.5.5 states that the driver was driving 90km/h. The following is stated under 
Driving speed in 5.3.2: In addition, the passenger car was probably driving around 
20km/h too fast. The driver stated that the police had never sent her a report but that 
they did say that she had been driving too far to the left and that that had caused the 
collision, or at least had contributed to causing the collision. The police did not mention 
anything about driving too fast. However, the driver did in fact say to the Safety 
Board investigators that she often drove too fast but whether this was the case in the 
incident had not been confirmed to her.
How the response was handled:
The permissible speed on the dike is 60km/h. Based on the explanation given by the 
driver during the interview, the Safety Board calculated that the 23km journey would 
normally take her 15 minutes. This adds up to an average speed of 90km/h. She 
herself stated that she usually drives 60-80km/h on the dike. Based on the above, the 
wording in the report was amended to: the passenger car was driving up to 20km/h 
too fast.

2 2.2 Case withdrawn – driver of the agricultural or construction vehicle:
In one case, it emerged from the response received following inspection of the 
report that the case was currently still before the court within the context of criminal 
proceedings. The response stated that the party involved had entirely disputed the 
relevant facts surrounding the incident recorded in the police report in court. 
How the response was handled:
The party involved disputed the relevant facts surrounding the incident recorded in 
the police report in court. The dispute surrounding the reliability of the police report 
in the legal proceedings has meanwhile become so extensive that the Safety Board 
no longer deems it acceptable to base the conclusions on the police report, among 
other things. This case was among the first six cases the Safety Board analysed during 
the preliminary study based on police reports alone. (The Safety Board extensively 
investigated the other six cases, which were incidents that occurred at the start of the 
investigation). Since no other material was available and all relevant factors are being 
disputed, it was decided to withdraw the case from the investigation. This has not led 
to amending the conclusions as the relevant factors also occur in a number of other 
cases.
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No. Section Party/ response/ how the response was handled
3 2.2.8 Woldendorp – tractor driver:

The court ruled that the investigation contained in the police report was inadequate 
and that a further investigation should still take place. The specific focus of the further 
investigation relates, for instance, to the question about how much free space was 
available to the cyclist. The one-metre guideline is based on the maximum permissible 
width of a bicycle (0.75 metres) multiplied by a yaw angle of 0.25-metres. Yaw refers to 
the available space for sideways movements while driving caused by instability, wind, 
panic reactions and suchlike. During their investigation the police failed to establish 
the actual width of the bicycle. The handlebars, the widest section of the bicycle, were 
probably not as wide as the maximum permissible bicycle width. Standard handlebars 
are less than 0.6-metres wide. Taking into account a 0.85-metre yaw there was enough 
space for the cyclist.

In addition, regarding this point it is doubtful whether the position on the road or on 
the shoulder was established in the correct manner. The grass that had been flattened 
when the vehicle had driven across it was taken as a basis. When determining the site 
of the accident, the difference between the width of the tyre and the tyre tread that 
had actually driven across and flattened the grass had been overlooked. This difference 
too can make a significant difference in terms of centimetres. The conclusion referred 
to in the diagram at the end of Chapter 2, which states that the tractor had not 
swerved to a sufficient degree, therefore cannot be drawn at this point in time and is 
not justified. The following comment should still be noted in respect of driving speed. 
This accident differs from the majority of the accidents because the cyclist did not fall 
as a result of a collision. A witness stated that she had seen the woman start to sway. 
What caused her to sway is unclear. It is extremely speculative whether the cyclist 
would not have started to sway if she had been cycling at another speed. This type of 
agricultural vehicle often makes a huge amount of noise, even when travelling at lower 
speeds. If the cause lies in a panic reaction caused by the noise, the speed factor is 
irrelevant. Based on the fact that the fall did not happen as a result of a collision, it 
also cannot be said that limited risk perception and a high level of risk acceptance 
contributed to the occurrence of the accident.

How the response was handled:
This case was among the first six cases the Safety Board analysed during the 
preliminary study based on police reports. However, the Safety Board itself extensively 
investigated the other six incidents that occurred after the investigation had started. 
The Safety Board established that the amount of free space available to the cyclist 
was disputed. In addition, it was established that the speed factor is irrelevant, and 
consequently the risk perception and risk acceptance factor too. Since the Safety 
Board has not conducted its own further investigation into the case and has only based 
its information on the police report, it was decided not to include this information in 
the accident analysis. Two other factors relevant to our investigation in this case, 
namely the absence of side underrun protection and vehicle width relative to the road, 
have not been disputed, however, and have thus been maintained. For this reason, this 
case has been maintained in the final report.

4 3.2.1 Minister of Transport, Public Works and Water Management
The report implies on a number of occasions that agricultural and construction vehicles 
form the only exception within road traffic law as regards the absence of a vehicle 
registration number and vehicle requirements. I feel this does not do justice to the 
actual situation in that the Road Traffic Act 1994 and the underlying regulations also 
contain exceptions and deviations for other drivers, for instance invalid vehicles and 
other motor vehicles. 
How the response was handled:
Apart from agricultural and construction vehicles, exceptions do indeed apply to other 
vehicles. These have been incorporated for the sake of completeness but are not 
relevant to the analysis and the conclusions. The purport of the conclusions remains 
unchanged.

5 3.3.2 Minister of Transport, Public Works and Water Management:
Various sections of the report refer to CROW guidelines and publications and to the 
status of these products. A more detailed explanation on the above would provide 
more clarity. The product status in fact depends on the degree to which the road 
authorities conform to these publications.
How the response was handled:
Section 3.3.2 contains a general explanation of CROW publications. The status of 
two of the three publications referred to has been included. Furthermore, section 5.4 
continuously states whether it is a preferred solution or a guideline. One section in the 
report indeed does not refer to the status of the publication (A Guide for Agricultural 
Traffic in section 3.3.2). The fact that this publication is not a guideline has been added. 
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No. Section Party/ response/ how the response was handled
6 4.6 and 

5.2.5
Minister of Social Affairs and Employment/Health and Safety Inspectorate:
Police officers have general investigative powers. They are only permitted to 
investigate punishable acts, including those referred to in the Working Conditions Act 
and therefore also articles 10 and 32 of the Act. The police can therefore draw up a 
police report. Based on the agreements made with the Public Prosecutor, the police 
may always involve the Health and Safety Inspectorate.
How the response was handled:
For the sake of completeness this is stated in section 4.6.

7 4.6 and 
Appendix 
K.5

Traffic Enforcement Team of the National Public Prosecutor’s Office (Landelijk Parket 
Team Verkeer, LPTV):
Permitting non-approved equipment to travel on public roads is not a primary police 
duty. Pursuant to article 158 (2) of the Road Traffic Act the Minister of Transport, Public 
Works and Water Management can designate officers for this purpose in consultation 
with the minister of Economic Affairs. 
How the response was handled:
This comment is justified. This point was amended in the report. Incidentally, the 
police are required to enforce regulations prohibiting driving a non-approved vehicle 
to which mandatory approval applies, such as agricultural tractors in the T1, T2, T3, 
T4.2 or T5 vehicle categories. The latter has therefore been added.

8 5 Minister of Transport, Public Works and Water Management:
In view of the educational quality of this investigation the minister would like to see the 
information in the report quantified as far as possible. For instance, he has ascertained 
that specific figures are stated in the description of certain accident factors whereas 
the words a number of accidents suffice for other accident factors. 
How the response was handled:
This comment is justified. The relevant sections have been amended accordingly.

9 5.2.2 RDW:
If the dipped headlights are incorrectly adjusted this can cause glare and as a result 
lead to incorrectly assessing a vehicle’s dimensions. Lights can only be adjusted using 
equipment whereas replacing a lamp can in fact negate the correct setting.
How the response was handled:
This point was added.

10 5.2.2 and 6 RDW:
The analysis should state to what extent the mandatory marking was present, as 
referred to in article 5.18.22 (3) of the Motor Vehicle Regulations an inseparable load 
and interchangeable equipment that protrude more than 0.10m from the exterior of 
the vehicle’s side contain a marking that complies with the requirements stipulated in 
articles 130-333 of Appendix VIII. The conclusions should also highlight the systematic 
lack of mandatory marking.
How the response was handled:
The analysis refers to the red and white marking. However, there are no accidents in 
the investigation in which the improper absence of red and white marking contributed 
to the occurrence of the accidents. For that reason, the conclusions do not highlight 
the systematic lack of mandatory marking.

11 5.3.1 CUMELA Nederland:
Contrary to the information in the report, the Foundation for the Promotion of Traffic 
Education (Stichting Bevordering Verkeerseducatie, SBV) does devote attention to risk 
perception and risk acceptance when driving on the road, and this is more than the 
AOCs (Agricultural Training Centres). The SBV instructors are lorry driving instructors 
and they focus on these aspects in particular.
How the response was handled:
The above statement is substantiated as follows in the report. Most subjects dealt 
with in the theory component only scratch the surface and no examples are given. The 
subject view does not provide any examples of vehicles that have been built in such a 
way as to render the driver’s view inadequate. Examples of agricultural tractors with 
coupled implements or a load obstructing the driver’s view and potential solutions for 
these problems are also not provided. The subject overtaking cyclists does not state 
how much space a cyclist needs and in what cases it is irresponsible to overtake a 
cyclist.
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No. Section Party/ response/ how the response was handled
12 6 Minister of Transport, Public Works and Water Management:

The partial conclusions drawn on the different accidents on the basis of the investigation 
are generalised while the investigation results warrant more specific conclusions. For 
instance, statements are made about the number of investigated accidents in which 
a specific accident factor played a role whereas the conclusion is formulated in more 
general terms.
How the response was handled:
In view of the investigation results the substantiation of three arguments/partial 
conclusions were more specifically formulated. 
Conclusion 1a, first argument: ‘The view of the driver of the agricultural or construction 
vehicle is inadequate to enable safe driving on public roads’ was changed to: ‘In three 
accidents, the view of the agricultural or construction vehicle driver was inadequate to 
enable safe driving on public roads.’ The investigation shows that this is a structural 
safety shortcoming. Firstly, because vehicles having an inadequate view are designed 
and produced that way. Secondly, because an inadequate view played a causal part in 
a quarter of the fatal accidents. 
Conclusion 1b, third argument: Drivers drive agricultural or construction vehicles on 
public roads without removing or protectively covering the equipment beforehand. (…) 
was changed to: In the majority of the investigated accidents, drivers drive agricultural 
or construction vehicles on public roads without removing or protectively covering 
the equipment beforehand. The investigation in fact shows that in all the accidents 
investigated in which the vehicle towed equipment containing sharp components, the 
components had not been protectively covered. It has also emerged from the analysis 
of the police reports that this factor often plays a role in the accident (outcome). 
Conclusion 1b, fourth argument: Agricultural and construction vehicle drivers expect 
other road users to take the limitations of these vehicles into account was changed to: 
The agricultural and construction vehicle drivers involved in the accidents expect other 
road users to take the limitations of these vehicles into account. 

13 6 RDW:
The Safety Board may wish to highlight the point that agricultural tractors are 
increasingly being used to transport goods (also in urban areas). This relates to the 
information in section 5.3.3 (This could possibly indicate that the use of agricultural 
and construction vehicles is changing but may also be a consequence of prohibiting 
these vehicles from travelling on ring roads outside urban areas.).
How the response was handled:
This subject is discussed in section 5.3.3, which states that agricultural and 
construction vehicles are deployed for journeys where another, safer vehicle type can 
also be used. For the sake of completeness, the following has been added to conclusion 
6: Employers can put more effort into ensuring the functional use of agricultural and 
construction vehicles. An increasing number of agricultural and construction vehicles 
are being used on local roads in urban areas. In addition, agricultural and construction 
vehicles are deployed for journeys where another vehicle type (a passenger car, lorry 
or moped) could have been used. 

14 General EVO:
In general, the editorial tone of the report is not always neutral. 
How the response was handled:
This aspect of the report was examined and amended, if necessary.

resPonses that were not IncorPorated, and the safety board’s comments

No. Section Party / Response / Safety Board’s comments
15 1.1 Minister of Transport, Public Works and Water Management: The reason for the 

thematic study states that mainly cyclists and drivers of mopeds are the casualties of 
agricultural traffic accidents. How does this relate to table 3, which shows that mainly 
passenger cars are involved in accidents with agricultural traffic?
Safety Board:
This comment is probably due to a misunderstanding. The introduction of the report 
in fact states that the casualties are mainly motorists, cyclists and drivers of mopeds 
(therefore not mainly cyclists and drivers of mopeds).



132

16 1.3 Minister of Transport, Public Works and Water Management: The investigation places 
a particular focus on the accident factors relating to agricultural vehicles. Less focus 
is placed on the accident factors relating to the other vehicles involved. This has 
created a less balanced analysis, given that accident factors relating to the other 
vehicles involved may perhaps be more relevant in certain situations than factors 
specific to agricultural vehicles. 
Safety Board:
The investigation into the road safety of agricultural and construction vehicles focused 
on the accident factors related to agricultural and construction vehicles. This choice is 
substantiated in the fourth paragraph of section 1.3 as follows: ’This choice was made 
because the Safety Board is concerned about the lack of improvement in the road 
safety of agricultural and construction vehicles.’ Apart from the argument stating that 
the parties and politicians have not proven to be capable of implementing significant 
improvements in the past 20 years, there is a second argument for focusing on 
factors related to agricultural and construction vehicles. This argument concerns the 
difference in vulnerability between agricultural and construction vehicle drivers and 
other road users. On account of the crash aggressivity of agricultural and construction 
vehicles, their crash opponents are mainly the casualties of situations of conflict. The 
Safety Board therefore regards mainly agricultural and construction vehicles as a 
danger’ that can seriously injure other road users. In view of the above, measures 
geared towards managing the danger of agricultural and construction vehicles are 
therefore appropriate, according to the Safety Board. 

17 1 EVO: The report does not contain any explanation about why these six specific 
accidents were chosen.
Safety Board:
Section 1.3 sets out the criteria based on which the cases were chosen. Namely: 1) 
road accidents – no single vehicle accidents, 2) serious accidents in which the crash 
opponent was seriously injured or died and 3) accidents relating to agricultural and 
construction vehicles. 

18 2.2 Minister of Transport, Public Works and Water Management: The Safety Board’s key 
question is twofold. The report contains a very extensive description of laws and 
regulations, in addition to the measures taken by the parties involved in this area. 
The accident factors relating to the specific accidents investigated are not discussed 
as extensively. This is regrettable because information on these particular accident 
factors could have offered points of reference for improving road safety in respect of 
agricultural and construction vehicles.
Safety Board:
A broad and in-depth investigation and analysis was performed for each accident. This 
has resulted in an analysis of all relevant accident factors. The investigation provides 
various points of reference for improving road safety in respect of agricultural 
vehicles. These have been formulated in the recommendations in the final report.

19 2.2.2, 
2.2.5 and 
2.2.8

EVO: Generally speaking, but particularly in these three cases, there is reason to 
doubt whether the question of who is to blame was incorporated. The blame in case 
2.2.2: the blame would at least seem to be attributable to the crash opponent of the 
Unimog driver. In case 2.2.5 the driver of the passenger car was at fault. In 2.2.8 
too, the question of who is to blame is unclear. There is insubstantial information to 
attribute the blame to the owner of the trailer. For this reason the EVO proposes not 
to include this case.
Safety Board:
The focus of the Safety Board’s investigation is not on who is to blame or who is liable. 
The Safety Board investigates incidents solely with a view to seeking the underlying 
causes of these incidents. Acquiring knowledge of the underlying causes can help 
increase safety in the future. The investigation focuses on highlighting and identifying 
the threats to safety implied in these causes, and in this context the Safety Board’s 
focus is on the safety of agricultural and construction traffic rather than on the 
safety of other road users. This will ensure that lessons are actually learned from the 
accidents and that the safety of agricultural and construction vehicles on public roads 
will be improved.

20 2.3 Minister of Transport, Public  Works  and Water Management: The investigation into 
the accident factors relating to agricultural and construction vehicles is thorough and 
structured, however, neither the main body of text in the report nor the appendices 
provide a (brief) description of each accident analysis based on the TRIPOD and STAMP 
method. This makes it difficult to validate the analysis results and the conclusions 
drawn in section 2.2. For example, the cause of the accidents is stated with a high 
degree of certainty while this cannot be concluded from the available information.
Safety Board:
Appendix A provides a detailed description of the investigation method. An explanation 
is also provided on the manner in which the highlighted STAMP and TRIPOD methods 
of investigation have been applied. Appendix L describes the STAMP analysis 
method. The Safety Board believes that the information on the accidents provided in 
Chapter 2 of the report combined with the information in the appendices adequately 
substantiates the accident factors identified.
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21 3.2.2 BMWT: third bullet point: EC type approval is required for self-propelled equipment.
Safety Board:
The Road Traffic Act 1994 does not impose mandatory (EC) type approval on 
self-propelled equipment. However, under the Act it is mandatory for other motor 
vehicles. 

22 3.3 Swifterbant – the company owning the Unimog: A trial with overtaking lanes was 
conducted on a number of roads. This does not seem to be a good solution because 
merging causes an even higher risk for agricultural traffic.
Safety Board:
The Safety Board is aware of the problems that can arise with overtaking lanes (it 
is difficult to merge with other traffic and during periods of heavy traffic overtaking 
lanes are not always used because it is too difficult to merge). In the case investigated 
overtaking lanes did not play a role: none of the accidents occurred near an overtaking 
lane, nor would an overtaking lane have been able to prevent a certain accident. 
Overtaking lanes have therefore not been incorporated in this report.

23 5.2.5 Minister of Transport, Public Works and Water Management: The Netherlands does in 
fact comply with the obligation to register new vehicles, for which EC type approval 
has been granted (see article 7 of Directive 2003/37/EC). The RDW in fact registers 
which vehicle types have been granted EC type approval.
Safety Board:
It is correct that the RDW registers which vehicle types have been granted EC type 
approval. However, in doing so the Netherlands does not fulfil the obligation to register 
new vehicles, for which EC type approval has been granted (see article 7 of Directive 
2003/37/EC). In fact, the Netherlands does not register individual vehicles but only 
approved vehicle types. The Safety Board put this issue (vehicle type versus individual 
vehicles) to legal experts as well as the RDW expert on this particular area. They 
substantiate our positions: new individual vehicles for which EC type approval has 
been granted are not registered in the Netherlands and should in fact be registered. 
Incidentally, this issue was put to the Ministry on a number of occasions during the 
investigation but did not lead to a response. We therefore adhere to this conclusion.

24 5.2.6 CUMELA Nederland: The maximum width of agricultural vehicles is 3.00 metres. This 
corresponds to the maximum width of a laden lorry, which without an exemption has 
a maximum permissible width of 3.00 metres. An exemption is required for all vehicle 
categories having a width exceeding 3.00 metres.
Safety Board:
In the Netherlands lorries and their trailers or semi-trailers have a maximum 
permissible width of 2.55 metres. Cold storage vehicles form an exception to the 
above; these have a permissible width of 2.60 metres. It is indeed correct that it 
is permitted to transport an inseparable load up to a width of 3.00 metres (vehicle 
plus load) without an exemption. Consequently, the vehicle itself is not permitted to 
exceed a width of 2.55 metres; otherwise this would be in breach of the regulations. 
Furthermore, according to the Safety Board the situation relating to lorries carrying 
an inseparable load up to a maximum width of 3.00 metres form the exception rather 
than the rule. The Safety Board therefore decided not to incorporate this comment in 
the report.

25 5.3.3 Overveen - employer: Using a low-loader to perform transport is more dangerous 
than driving an excavator itself because a low-loader is larger and needs to travel 
more kilometres. It is a problem to drive a large low-loader on local roads in urban 
areas. A low-loader also has blind spots.
Safety Board:
From the analysis it follows that the use of low-loaders does not eliminate the 
problem. Lorries that tow low-loaders do indeed also have a blind spot but it is not as 
large as that of an excavator. Moreover, various measures aimed at reducing crash 
aggressivity (for example underrun protection) are mandatory for lorries. 

26 6 EVO: Higher bumpers and the absence of side underrun protection serve a purpose 
for agricultural vehicles; side underrun protection makes it difficult for these vehicles 
to travel on the land.
Safety Board:
This comment is justified but does not alter the conclusion that such factors increase 
the vehicle’s crash aggressivity. 

27 6 RDW: The absence of vehicle registration, monitoring and inspections enhances 
the risk of imported defective and unsafe equipment. Self-built and/or adjusted 
agricultural and construction vehicles are not checked either. This is detrimental to 
road safety.
Safety Board:
This aspect was not identified in the accident analyses, and has therefore not been 
incorporated in the report.
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28 6 Minister of Transport, Public Works and Water Management: Conclusion 2 The Ministry 
of Transport, Public Works and Water Management has not regulated that unsafe 
agricultural and construction vehicles be prohibited from travelling on public roads, 
…occurrence: this conclusion is difficult to follow. In the Motor Vehicle Regulations 
the Minister has specifically regulated that unsafe agricultural and construction 
vehicles, which do not comply with the requirements described in Chapter 5 of these 
Regulations, are not permitted to participate in traffic. The police enforce these 
requirements. The Ministry of Transport, Public Works and Water Management has 
no role in this. Contrary to the information in the report, an admission inspection, a 
periodic inspection and permanent requirements apply to a number of other motor 
vehicles. 
Safety Board:
The Safety Board argues in the report (see the text in conclusion 2) that the 
regulations are inconclusive. A conclusive system would comprise adequate admission 
requirements, permanent requirements and practical requirements and systematic 
and occasional monitoring of compliance with these requirements (monitoring and 
enforcement). The Safety Board considers the information currently incorporated in 
Chapter 5 of the Motor Vehicle Regulations inadequate (from a safety point of view). 
The fact is that the Safety Board’s investigation has found that there is a lack of 
specific rules for agricultural and construction vehicles. Where rules do in indeed 
apply, monitoring compliance with the rules does not take place. The investigation 
specifically shows that no admission requirements apply to self-propelled equipment; 
admission requirements do indeed apply to a number of agricultural tractor types 
but the systematic monitoring of these requirements by means of an (admission) 
inspection and registration is not regulated. However, this has indeed been regulated 
for other motor vehicles: the RDW performs an inspection before issuing a registration 
number. Both agricultural tractors and self-propelled equipment however do not carry 
a registration number. 

29 6 Minister of Transport, Public  Works  and Water Management: The investigation 
compares various aspects with other European countries. In various sections of the 
report it has been ascertained and concluded that the Netherlands lags behind other 
countries in respect of policy and regulations. However, a comparison of the road 
unsafety of agricultural traffic between the various countries has been omitted. 
Safety Board:
To a limited extent, such a comparison would have provided an informative aspect in 
the report. However, a comparison extends beyond the scope of this investigation, 
not least because of the time it would take to do so properly. Nevertheless, for the 
purpose of the investigation, the Safety Board asked the Ministry whether such a 
comparison was available. Regrettably, this was not the case. At the same time, it 
is important to emphasize the limitations of such a comparison. The number of road 
traffic accidents involving agricultural and construction vehicles does in fact depend 
on a large number of variables. Apart from agricultural and construction vehicle 
numbers and types, and the number of possible occasions on which these vehicles 
could conflict with other road users, the main variable obviously is the number of 
kilometres driven (measure of exposure). It is plausible that the variables referred to 
differ among European member states, on account of which the number of road traffic 
accidents would not be a valid indicator for road safety. An international comparison 
could therefore create a false impression of road safety. In short, information about 
the number of kilometres driven would be required in order to perform a quantitative 
analysis of road safety in respect of agricultural and construction vehicles. However, 
this information currently is unavailable. It is our view that a qualitative investigation 
and a qualitative analysis of accidents involving agricultural and construction vehicles 
currently is the appropriate strategy for seeking points of reference with a view to 
achieving improved road safety in respect of agricultural and construction vehicles. 
We have uncovered the relevant factors relating to road traffic accidents involving 
agricultural and construction vehicles through the current investigation. We have 
subsequently related these factors to the relevant corresponding laws and regulations 
in the Netherlands.

30 6 EVO: The report does not contain adequate substantiation of conclusion 6. 
Safety Board:
Conclusion 6 is based on the following. The investigation (see section 4.11 for 
instance) has found that road traffic accidents on public roads involving one or more 
employees who were performing their work at the time of the accident, in principle 
fall under the obligation to report within the framework of the Working Conditions 
Act. In day-to-day practice, however, the police investigate such accidents pursuant 
to the Road Traffic Act. The Health and Safety Inspectorate does not taken action 
in occupational road traffic accidents. Should road traffic accidents nevertheless be 
reported, by a casualty for example, these accidents are indeed recorded by the 
Health and Safety Inspectorate but are not dealt with. Since road traffic legislation 
also applies, the investigation is passed on to the police (Instructions relating to 
the enforcement policy of the Health and Safety Inspectorate under the Working 
Conditions Act, section 1.4). 
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30 6 EVO: The question is whether the Safety Board has overlooked the research question 
in drawing conclusions 6 and 7. 
Safety Board:
The key research question is: What factors influence the occurrence and the severity 
of the outcome of road traffic  accidents  involving agricultural and construction 
vehicles and which parties involved have contributed to this? Conclusions 6 (relating 
to the Health and Safety Inspectorate’s role in managing safety risks), and 7 
(relating to regulations in respect of the way in which the Public Prosecutor and the 
police implement their role as enforcement authorities) are in line with the problem 
definition.

32 6 EVO: No explanation is given of the relationship between enforcement and the 
accidents. What does a registration number add in preventing accidents? Isn’t 
stopping vehicles adequate, and aren’t the police at liberty to take supplementary 
measures, even apart from a registration number or a driving licence? In this context 
the Safety Board seems to have overlooked the research question. 
Safety Board:
The purpose of a registration number is twofold. Due to the fact that motor vehicles 
require a registration number, which is issued only after an admission inspection, 
only approved vehicles (holding type approval or individual approval) are used 
on public roads, and a periodic motor vehicle inspection can take place based on 
a registration number. Both inspections serve to ensure that unsafe vehicles are 
prohibited from using public roads. These inspections are either not performed or 
not always performed on agricultural and construction vehicles and only the police 
are able to monitor vehicle safety. However, the police cannot be expected to close 
the gap since they do not possess the technical knowledge and resources for this 
purpose. In addition, a registration number enables more efficient enforcement. After 
all, speed cameras and issuing fines based on registration numbers are among the 
options. Stopping vehicles is an extremely labour-intensive activity. 

33 Appendix A Minister of Transport, Public  Works  and Water Management: Within the scope of 
the investigation multiple interviews were conducted with the parties involved in 
the accident and with organisations who in some way play a role in improving the 
road safety of agricultural traffic. However, the relevant question lists have not been 
included in the appendices. 
Safety Board:
The Safety Board has explained the investigation procedure in the appendix entitled 
Explanation of the Investigation. Semi-structured question lists were used for the 
interviews. This means that a list of relevant topics was drawn up beforehand serving 
as a stepping-stone for the open interview. Interviews of this nature generally cover 
more topics than solely the predefined topics, and an incomplete picture would have 
been presented had a question list been incorporated .

34 Appendix  N Minister of Transport, Public  Works  and Water Management: The Safety Board 
commissioned two further investigations, one by Professor Wismans and the other 
by Dutch research organisation TNO. The report incorporates a summary of the TNO 
investigation but does not include a summary of the activities performed by Professor 
Wismans. His report could help increase the transparency of the report.
Safety Board:
The reason for handling both investigation reports differently in the report is that 
the content of the two reports differ. Professor Wismans’ report comprises two 
sections: a section on the individual accident analyses and a section on background 
information (crashworthiness literature). Chapter 5 of the main report incorporates 
the second section (section 5.2.4 What definition applies to crash aggressivity? and 
section 5.3.2. What is driving speed?). Chapter 2 includes the section on the individual 
accident analyses in the accident factor information. The TNO report also comprises 
background information, which can be found in Chapter 5 of the main report (section 
5.2.2 What definition applies to visibility and recognisability during darkness’). Apart 
from the above, TNO did not perform part of the accident analysis, which Professor 
Wismans did in fact perform, but made calculations and conducted a field experiment 
to demonstrate that agricultural tractors are difficult to recognise during darkness. 
The primary purpose of Appendix N is to provide the results of the field experiment.

35 Appendix P EVO: Appendix P would seem to be redundant as it adds nothing to the investigation.
Safety Board:
The Safety Board is of the opinion that the deployment of agricultural tractors 
for non-business purposes poses a threat to road safety. The report includes two 
examples to illustrate the kinds of journeys made with an agricultural tractor for 
non-business purposes.
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36 General 
comment

LTO Nederland: The report discusses multiple factors that could play a role in 
preventing accidents or in reducing injury. However, it does not examine the 
comparative importance of the various factors. This would indeed be interesting so as 
to ultimately be able to say something about the extent to which any measures would 
have an effect. LTO Nederland has no desire to resign itself to the current situation 
and the current number of casualties. For this reason, together with other parties we 
are looking for opportunities to contribute to improving road safety. However, we wish 
to avoid all kinds of measures suddenly being taken, which would initially seem to be 
beneficial, or which would be based on a number of incidents only. It is important to 
weigh up to what extent a measure will contribute to road safety on the one hand, and 
the costs, burden and practicability on the other. The report will gain added value if it 
is feasible to pursue the above.
Safety Board:
This is a relevant point in itself. However the Safety Board’s statutory duty is to 
investigate (individual) incidents, and on the basis of this investigation to identify 
structural safety shortcomings (shortcomings that do not endure and are not 
improved by the parties involved). On the basis of this investigation, a Safety Board 
investigation provides useful points of reference for devising improvement measures. 
However, the investigation should not be viewed as a quantitative policy investigation 
or an effect evaluation investigation. The responsibility for the choice of measures 
to be taken and for prioritising these (and the required action to be taken, such 
as performing cost-benefit analyses and a feasibility study) therefore lies with the 
individual parties involved.
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APPENDIX C:  EXPLANATION OF THE INVESTIGATION – AGRICULTURAL AND 
CONSTRUCTION VEHICLE ACCIDENT STATISTICS

what Is bron?254

BRON is the National Road Accident Register for the Netherlands, which is maintained by the Ministry 
of Transport, Public Works and Water Management. The database contains all road traffic accidents 
recorded by the police. By definition a road traffic accident is an event on a public road connected 
with traffic, resulting in damage to objects and/or injury to individuals, involving at least one mobile 
vehicle. The Shipping and Traffic Service (Dienst Verkeer en Scheepvaart, DVS) as part of the 
Directorate General for Public Works and Water Management compiles the Road Accident Register 
based on registration forms supplied by the police.

The Ministry of Transport, Public Works and Water Management modified its operating procedure 
when the National Road Accident Register (Bestand geRegistreerde Ongevallen in Nederland, BRON) 
was introduced in 2004. The database codes correspond to the information on the registration 
form. Where the information is inadequate or ambiguous, no further action is undertaken to still 
add this information. Serious accidents (fatal accidents or those involving hospital admission) form 
exceptions to this rule. The Ministry of Transport, Public Works and Water Management contacts the 
police in these cases for the following purpose:
• to add missing information or to correct inconsistent information; 
• to determine the site of the accident, if the exact location cannot be found in the National 

Roads Database (Nationaal WegenBestand, NWB) 
• to eliminate duplication, if an accident is assumed to have been reported to the Ministry of 

Transport, Public Works and Water Management on a previous occasion.

Part of the processing procedure involves linking the accident to the National Roads Database 
(NWB). In principle, this is automated based on street names and place of residence.

In theory a road accident register should contain all road accidents that have occurred on public 
roads. In practice, the registration level depends on the severity of the accident outcome (the more 
serious the accident outcome, the better the level of registration) and the modes of transport. A 
person who falls and breaks a leg while cycling, matches this definition. However, in practice this 
is seen as an accident; someone has fallen and not as a road accident. This accounts for the fact 
that single vehicle accidents involving cyclists hardly appear in the road accident register. The 
incompleteness of the register is mainly attributable to the following:
- the police are not alerted in all accidents
- the police do not register and pass on all accidents reported to them. 

analysIs method

An explanation of the choices made in performing the analysis is given below.

Only the serious accidents (= fatal accidents and/or accidents involving hospital admissions) were 
investigated. The rationale being that the registration level of accidents of this nature is high 
(around 90% for fatal accidents and 60% for accidents involving a hospital admission) and has been 
reasonably stable over the years.

The past ten years (1999-2008) were combined to make available a sufficiently large number of 
accidents (approximately 1000) for the purpose of drawing up statistics. The choice was made to 
combine no more than a decade so as not to go back too far in time.

254 Source: Dutch National Road Safety Research Institute www.swov.nl
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Only agricultural vehicle statistics were investigated. This is attributable to the definitions used 
in BRON. The definition BRON applies to agricultural vehicles does not match the definition of 
agricultural and construction vehicles used in the report. Agricultural vehicles (according to BRON) 
are agricultural tractors and self-propelled equipment designed for agricultural use, such as combine, 
beet and maize harvesters. This means that this definition does not apply to construction vehicles, 
such as wheeled loading shovels and excavators, which were involved in the accidents investigated 
by the Safety Board. Data on these vehicles can scarcely be taken from BRON since no standard 
definitions are used to describe these vehicles. Consequently, the terms wheeled loading shovel, 
mechanical shovel and shovel are all used to describe the same vehicle. Moreover, many different 
types of construction vehicles are available.
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APPENDIX D:  EXPLANATION OF THE INVESTIGATION - ANALYSIS OF 73 POLICE 
REPORTS ON FATAL ACCIDENTS INVOLVING AGRICULTURAL AND 
CONSTRUCTION VEHICLES

The National Road Accident Database BRON maintained by the Ministry of Transport, Public Works 
and Water Management does not record all accident factors. The Safety Board therefore performed 
a supplementary analysis for the purpose of nevertheless collecting some statistical data to gain an 
idea of the relevance of the accident factor in the occurrence of the accidents involving agricultural 
and construction vehicles.

The Safety Board receives police reports on fatal accidents from the Police Report Foundation 
(Stichting Processen-Verbaal), which were used for the analysis.

An analysis of police reports alone will not enable us to learn sufficient lessons from road traffic 
accidents. Police reports are drawn up for a different purpose, and that is to establish whom the 
guilty party is. For that reason it is key that an independent investigation be conducted into road 
traffic accidents. Police reports can be used to support the investigation.

However, a number of characteristics can be deduced from the analysis of the police reports, serving 
as a basis for performing a statistical analysis. Statistics can help gain an idea of the relevance of 
a certain accident factor.

analysIs method

The following choices were made in performing the analysis:
• fatal accidents only, as the Dutch Safety Board does not have access to police reports on other 

accidents;
• both agricultural tractors and self-propelled equipment (thus in accordance with the definition 

applied to agricultural and construction vehicles);
• the years 2004-2009 since these years are available

The Dutch Safety Board itself coded the police reports. After coding the statistical analysis was 
carried out. The results of the analysis are shown in several sections of chapter 5. The following 
characteristics were compiled in this context, if present:
• point of collision
• driver’s date of birth
• date of the tractor driver’s driving licence
• date of the passenger car driver’s driving licence 
• number of years of driving experience
• purpose of the journey
• type of company/business
• vehicle class
• vehicle make
• vehicle type
• vehicle width
• vehicle weight
• protective covering
• flashing light
• operating flashing light
• lights on
• lights working
• counterweight on the front of the vehicle counterweight at the rear of the vehicle influence of 

counterweight
• influence of sharp components
• obstructed view, influence of obstructed view
• speed
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• brake retardation
• implement at the rear, implement type, implement width, implement obstructed the view
• trailer class, trailer make, trailer type, trailer weight, trailer obstructed the view, trailer width, 

trailer lights
• width of the road
• type of road surface
• road lighting
• cycling facility
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APPENDIX E: TERMS APPLIED IN THE MOTOR VEHICLE REGULATIONS

agrIcultural or forestry tractors and theIr dIfferent vehIcle categorIes defIned In the motor 
vehIcle regulatIons255

Agricultural or forestry tractor: A category T vehicle or any motor vehicle fitted with caterpillar 
tracks, not being an invalid vehicle or a limited-speed motor vehicle, having at least two axles and a 
maximum design speed of not less than 6km/h, the main function of which lies in its tractive power 
and which is specially designed to tow, push, carry or power specific interchangeable implements 
intended for agricultural or forestry use, or for towing trailers for the agricultural and forestry 
industry. The vehicle may be equipped to carry a load for agricultural or forestry purposes and/or 
may be fitted with passenger seats.

Category T vehicle
A motor vehicle on wheels, having at least two axles and a maximum design speed of not less than 
6km/h, the main function of which lies in its tractive power and which is specially designed to tow, 
push, carry or power specific interchangeable implements intended for agricultural or forestry use, 
or for towing trailers for the agricultural and forestry industry. The vehicle may be equipped to carry 
a load for agricultural or forestry purposes and/or may be fitted with passenger seats, the definition 
of which corresponds to the vehicle category described below:
a.  T1: Wheeled agricultural or forestry tractors with a maximum design speed of not more than 

40km/h, with the closest axle to the driver having a minimum track width of not less than 
1,150mm, with an unladen mass in running order, of more than 600kg, and with a ground 
clearance of not more than 1,000m;

b. T2: wheeled agricultural or forestry tractors with a maximum design speed of not more than 
40km/h, with a minimum track width of less than 1,150mm, with an unladen mass, in running 
order, of more than 600kg and with a ground clearance of not more than 600mm. However, 
where the height of the centre of gravity of the agricultural or forestry tractor (measured in 
relation to the ground) divided by the average minimum track for each axle exceeds 0.90, the 
maximum design speed is restricted to 30km/h.

c. T3: Wheeled agricultural or forestry tractors with a maximum design speed of not more than 
40km/h, with an unladen mass, in running order, of not more than 600kg;

d. T4: special purpose wheeled agricultural or forestry tractors with a maximum design speed of 
not more than 40km/h. The T4 category is broken down as follows:
 – T4.1: High-clearance tractors designed for working with high-growing crops, such as vines. 

They feature a raised chassis or section of chassis, enabling them to advance in parallel with 
the crop with left and right wheels on either side of one or more rows of the crop. They are 
intended for carrying or operating tools, which may be fitted at the front, between the axles, 
at the rear or on a platform. When the tractor is in working position the ground clearance 
perpendicular to the crop rows exceeds 1,000mm. Where the height of the centre of gravity 
of the tractor (measured in relation to the ground), divided by the average minimum track 
of all of the axles exceeds 0.90, the maximum design speed must not exceed 30km/h.

 – T4.2: Extra-wide agricultural or forestry tractors, characterised by their large dimensions, 
primarily intended for working large areas of land.

255 Motor Vehicle Regulations, Article 1.1.
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 – T4.3: Low-clearance, four-wheel drive agricultural or forestry tractors whose interchangeable 
equipment is intended for agricultural or forestry use and which are characterised by a 
supporting frame, equipped with one or more power take-offs, having a technically 
permissible mass no greater than 10 tons, and for which the ratio of this mass to the 
maximum unladen mass in running order is less than 2.5. Moreover, the centre of gravity of 
these tractors (measured in relation to the ground) is less than 850mm.

e. T5: wheeled agricultural or forestry tractors with a maximum design speed of more than 
40km/h.

lImIted-sPeed motor vehIcle

The following definition applies to a limited motor vehicle:256 
A motor vehicle with a maximum design speed of not more than 25km/h, not being an agricultural 
or forestry tractor or a moped nor designed to transport people, and equipped to deliver or pick up 
goods at locations a short distance from each other; a limited-speed motor vehicle also refers to 
the following vehicles:
a. a motor vehicle with a maximum design speed of not more than 45 km/h, not being an 

agricultural or forestry tractor or a moped, nor designed to transport people, and equipped to 
perform work beyond roads, on roads or on works located on, in, along or above roads;

b. a motor vehicle with a maximum design speed of not more than 45km/h, not more than eight 
passenger seats, not including the driver’s seat, not being an agricultural or forestry tractor 
or a moped, which forms a combination with one or more trailers which are equipped to carry 
people.

256 Motor Vehicle Regulations, Article 1.1.
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APPENDIX F: DEFINITIONS APPLIED IN THE MACHINERY REGULATIONS

dIrectIve 2006/42/ec aPPlIes the followIng defInItIons257:

Machinery:
• an assembly fitted with or intended to be fitted with a drive system other than directly applied 

human or animal effort, consisting of linked parts or components, at least one of which moves, 
and which are joined together for a specific application. 

• an assembly referred to in the first indent missing only the components to connect it on site or 
to sources of energy or motion;

• an assembly referred to in the first and second indents ready to be installed and function as it 
stands only if mounted on a means of transport or installed in a building or a structure;

• assemblies of machinery referred to in the first, second and third indents, and/or partly 
completed machinery, which in order to achieve the same end, are arranged and controlled so 
that they function as an integral whole;

• an assembly of linked parts or components, at least one of which moves and which are joined 
together intended for lifting loads and whose only power source is directly applied human effort. 

the machInery (commodItIes act) decree (artIcle 1) aPPlIes the followIng defInItIons:

Machinery:
c. an assembly fitted with or intended to be fitted with a drive system other than directly applied 

human or animal effort, consisting of linked parts or components, at least one of which moves, 
and which are joined together for a specific application;

d. an assembly referred to in a, above, missing only the components to connect it on site or to 
sources of energy or motion;

e.  an assembly referred to in a or b ready to be installed and function as it stands only if mounted 
on a means of transport or installed in a building or a structure;

f. assemblies of machinery referred to in a, b, or c or partly completed machinery, which in order 
to achieve the same end, are arranged and controlled so that they function as an integral 
whole;

g.  an assembly of linked parts or components, at least one of which moves and which are joined 
together intended for lifting loads and whose only power source is directly applied human 
effort.

h. interchangeable implement;
i.  safety component;
j. hoisting and lifting tools;
k.  chains, cables and conveyors;
l. detachable mechanical transmission device;
m.  machinery referred to in a-j, which is immovable;
n.  an immovable crane.

the machInery (commodItIes act) decree does not aPPly to (artIcle 1a):

Agricultural and forestry tractors in respect of the risks that fall within the scope of Directive 
2003/37/EC of the European Parliament and the Council of the European Union (EU) dated 26 
May 2003 on type-approval of agricultural or forestry tractors and trailers, interchangeable towed 
machinery, systems, components and technical units thereof and to withdrawal of Directive 74/150/
EEC of the Council (PbEU L 171), except for machinery that has been fitted to these vehicles.

257 Directive 2006/42/EC, Article 2.
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APPENDIX G:  TIMELINE OF DECISION-MAKING ON AGRICULTURAL AND 
CONSTRUCTION VEHICLES

According to the sector experts that were interviewed, the development of laws and regulations 
relating to the road safety of agricultural vehicles has not kept pace with the development and use 
of these vehicles since the end of World War II. Immediately after World War II the importance of 
obtaining food was a priority and the government aimed to impose as few restrictions as possible 
on the agricultural industry (no driving licence and no vehicle safety requirements). On the other 
hand, however, steps were taken to improve road safety in the past decades. The key developments 
in the past twenty years are set out below.

At the end of 1999, on the initiative of the Dutch Road Traffic Safety Association (VVN), a meeting 
took place of experts representing the parties involved in the road safety of agricultural vehicles 
(LTO NEDERLAND, CUMELA Nederland, the Public Prosecutor and the Ministry of Transport, Public 
Works and Water Management). The outcome of the meeting was that the parties agreed that 
legislation was not keeping pace with agricultural industry developments. The parties acknowledged 
that agricultural vehicles are becoming even larger and heavier and cause problems on public roads. 

Following the meeting in Amersfoort, 18 months later (May 2001) LTO Nederland sent a letter to 
the Minister of Transport, Public Works and Water Management also on behalf of the other parties258 
containing a proposal to improve the road safety of agricultural and construction vehicles.259 The 
parties proposed introducing a registration number for agricultural tractors and limited-speed 
motor vehicles and a driving licence system (a category L and category T driving licence), including 
broadening education and examinations. The parties furthermore proposed a periodic inspection for 
vehicles permitted to travel faster than 25km/h. A month after LTO Nederland’s proposal had been 
submitted new directives for agricultural and forestry tractors were introduced in the Netherlands 
(June 2001).260 The government did not act on the proposal submitted by LTO Nederland. In the next 
four years little changed with respect to the road safety of agricultural and construction vehicles. 

Four years after LTO Nederland and the other parties involved had submitted the proposal, 
legislation changed. In July 2005 the Minister of Transport, Public Works and Water Management 
amended the Motor Vehicle Regulations following the introduction of EU Directive 2003/37/EC on 
type-approval of agricultural or forestry tractors. Due to mandatory type approval, a 40km/h speed 
limit was imposed on a number of vehicles pursuant to the above EU directive. As a result of the 
absence of a mandatory registration number and a lower applicable speed limit in the Netherlands 
(25km/h), it would not be feasible to implement the above directive in the Netherlands without an 
amendment of the law. The Ministry of Transport, Water Management and Public Works therefore 
commissioned an investigation into the effects of increasing the speed limit. In April 2006 the Traffic 
and Shipping Service (Dienst Verkeer and Scheepvaart, DVS) 261 of the Directorate General for 
Public Works and Water Management published the results of the investigation, which showed that 
increasing the speed limit would barely have any impact on the risk of an accident. DVS expected 
that if the introduction of a higher speed limit were linked to a mandatory registration number, the 
introduction of a tractor driving licence and more stringent enforcement, this would have a positive 
effect on road safety.

In June 2006 the Minister of Transport, Public Works and Water Management Karla Peijs again 
tackled the topic of agricultural vehicle road safety. Prompted among other things by the RDW 
implementation test concerning vehicle registration for agricultural vehicles, the Minister proposed 
introducing a registration number for agricultural vehicles and a driving licence for their drivers. 
Based on the investigation into the effects of increasing the speed limit for agricultural vehicles, 

258 BMWT, CUMELA Nederland, Federatie Agrotechniek, the Association of Horticulturalists and Landscapers 
(Vereniging van Hoveniers en Groenvoorzieners, VHG), VIANED (which merged into Bouwend Nederland) and 
supported by logistics service-provider EVO and the Institute for the Environment and Agrotechnique IMAG.

259 Letter containing reference LASU.01.0149/08.04.06/3
260 Government Gazette, 19 June 2001, no. 115 / page 16
261 Parliamentary documents II 2008/2009 29398, no. 126, 1 April 2006.
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the Minister further proposed increasing the speed limit for agricultural vehicles to 40km/h. Two 
events impeded progress on the Minister’s intended changes. First of all, the Dutch Government, 
Balkenende II, became a caretaker government in the same month. Joop Atsma, a member of the 
Lower House of Dutch Parliament, subsequently put forward a motion proposing that no proposals 
be submitted on the introduction of a registration number for agricultural tractors, trailers and 
machinery.262 The Lower House carried Atsma’s motion.

The new Minister of Transport, Public Works and Water Management, Camiel Eurlings, responded to 
Atsma’s motion263 in June 2007. In a letter he stated that: ‘in view of the considerable administrative 
burden and since it is difficult to determine to what extent a mandatory registration number will 
contribute to reducing the number of fatalities, for the time being the Minister does not see any 
reason to pursue the proposal relating to the introduction of a mandatory registration number for 
agricultural and forestry tractors. This means that the consequential introduction of a mandatory 
driving licence and a speed limit increase will not be implemented.’ However, the Minister announced 
that an investigation would be performed into accidents involving agricultural and forestry tractors 
and the options for lowering the number of casualties using alternative measures.

In April 2008 the report was published on the above investigation into accidents involving agricultural 
and construction vehicles that had occurred in the period 1997–2006 (investigation commissioned 
by DVS).264 The main outcome was that teenagers are more frequently involved in tractor accidents. 

In May 2008 the Dutch Road Traffic Safety Association (VVN) established the Agricultural Traffic 
Initiative Group. The Group comprises CUMELA Nederland, LTO Nederland, the Regional Road 
Safety Body for Zeeland (ROVZ) and the Dutch Road Traffic Safety Association (VVN). The Traffic 
Enforcement Team of the National Public Prosecutor’s Office (Landelijk Parket Team Verkeer, LPTV) 
and the RDW contributed in an advisory capacity to the Agricultural Traffic Initiative Group. The 
Initiative Group’s activities focus on road safety improvement measures for agricultural traffic. 

In June 2008 Camiel Eurlings, the Minister of Transport, Public Works and Water Management, 
responded to the outcome of the investigation into accidents involving agricultural vehicles.265 In 
his response he stated that a sliding age group scale should be introduced for driving agricultural 
vehicles. In addition, the Minister stated that improvements were being investigated by the 
Agricultural Traffic Initiative Group and that the outcomes thereof were expected immediately after 
summer. 

In December 2008 the Initiative Group submitted the recommendation Improving the road safety of 
agricultural and forestry tractors to the Minister of Transport, Public Works and Water Management 
(Camiel Eurlings). The Initiative Group recommended that conditions be created for a voluntary 
registration number for agricultural and forestry tractors with a design speed of 40km/h, to increase 
the speed limit for these vehicles to 40km/h and introduce a category T/E mandatory driving licence 
for all agricultural tractor and limited-speed motor vehicle drivers aged 16 years and above. 

Implementation of mandatory type approval for specific types of agricultural tractors 
(July 2009)

Response given by the Minister of Transport, Public Works and Water Management to the 
Initiative Group (November 2009)
A year later Camiel Eurlings, the Minister of Transport, Public Works and Water Management, 
responded to the Initiative Group’s recommendation.266 The Minister announced his intent to 
introduce a category BE driving licence for agricultural tractors and limited-speed motor vehicles. 
However, he stated that he had no plans to introduce a mandatory registration number for these 

262 Parliamentary document 2006-2007 30800 XIV, no. 47, 7 December 2006
263 Parliamentary document 2006-2007, 30800 XII, no. 78, 3 July 2007
264 Parliamentary document 2008, 31200 XII, no. 78, 23 April 2008
265 Parliamentary document 2008, 29398, no. 96, 25 June 2008
266 Parliamentary document 2009-2010, 29398, no. 184, 2 November 2009
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vehicles. He also put forward a proposal entailing a speed limit increase to 45km/h for vehicles 
carrying a speed sign. 

Questions asked by the Lower House of Dutch Parliament following the Minister’s 
response (December 2009).
The Minister’s response to the recommendation submitted by the Initiative Group gave rise to 
questions among the Standing Parliamentary Committee on Transport, Public Works and Water 
Management. The Committee drew up a list of 47 questions relating to the road safety of agricultural 
traffic.267 In January 2010 an official consultation took place between the Ministry of Transport, 
Public Works and Water Management and the Initiative Group.

Initiative Group submits new recommendation (March 2010)
In the meantime the Initiative Group had prepared a new recommendation, which it submitted to 
the Minister in March 2010. The key recommendations made were: the introduction of a category 
T driving licence for tractor drivers aged 16 and 17 and for drivers aged 18 and above who do 
not hold a category B driving licence or higher category driving licence, the introduction of a 
recognition plate and a speed limit increase to 40km/h. The Dutch government, Balkenende IV, 
had meanwhile become a caretaker government. The proposal was due to be discussed on 12 May 
2010 in the General Consultation of the above Standing Parliamentary Committee. The day before 
the meeting the Minister sent a letter to the Lower House containing a response to the Initiative 
Group’s proposal.268 The consultation was cancelled due to the Tripoli aircraft disaster on that date. 
The consultation was finally held on 19 May 2010. The consultation did not lead to decisions on the 
measures to be taken to improve the road safety of agricultural and construction vehicles. The 
Lower House, however, requested the Minster to provide further information on the news about the 
declining use of agricultural vehicles for transport purposes and about the administrative burden 
relating to a speed sign versus a recognition plate, and versus a registration number, for agricultural 
and forestry tractors and limited-speed motor vehicles. 

On 15 July 2010 the Minister sent a letter to the Lower House in response to the request for further 
information made during the General Consultation held by the Standing Parliamentary Committee 
on Transport, Public Works and Water Management on 19 May 2010. In the letter the Minister 
informed the Lower House about the preparations for the introduction of a category T or tractor 
driving licence for driving agricultural and forestry tractors and limited-speed motor vehicles. 
He also informed the Lower House about the declining use of agricultural vehicles for transport 
purposes and the administrative burden relating to a speed sign versus a recognition plate and 
versus a registration number269.

In October 2010, the Lower House carried a motion proposing that the exemption for the T driving 
licence only counts for drivers aged 18 and above who hold a category B driving licence at the 
introduction date.270

267 Parliamentary document 2007-2008, 31200 XII, no. 9, 6 November 2007
268 Parliamentary document 2010, 29398, no. 228, 11 May 2010
269 Letter containing reference VENW/DGMO-2010/5339
270 Plenary meetings Lower House, 5 and 7 October 2010
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Figure 38: Overview of events relating to the agricultural and construction vehicle dossier
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APPENDIX H: LAWS AND REGULATIONS

h.1 road traffIc act 1994

The Road Traffic Act 1994 contains provisions, which may serve to:271 
• ensure road safety; 
• protect road users and passengers; 
• maintain public roads and safeguard the serviceability thereof; 
• ensure the free circulation of traffic as far as possible.

The regulations laid down by law may furthermore serve to:272 
• apply to the use and safeguard the correctness of the registers maintained pursuant to the Act;
• implement treaties or decisions adopted by public international bodies or one or more European 

Union (EU) institutions, jointly or otherwise, in the area of vehicle type approval, systems, 
components, technical units, items of equipment and protective measures for road users and 
passengers in connection with being permitted to travel on public roads, or in connection with 
use away from public roads. 

The Road Traffic Act 1994 pertains to open roads or pathways, including the bridges and road 
culverts located within them, and the pathways and shoulders or verges belonging to them, which 
are open to public traffic.273

The Road Traffic Act 1994 contains rules of conduct. Consequently, it is an offence for any road 
user to act in such a manner as to cause a hazard (or a potential hazard) on public roads or to 
obstruct road users in any way.274 Furthermore, all participants in traffic are forbidden to behave in 
such a way that a traffic accident attributable to them occurs in which another person is killed or 
sustains serious physical injury, or physical injury such that temporary illness occurs or that person 
is prevented from engaging in normal activity.275

The Road Traffic Act 1994 contains regulations governing inspection and admission. The Minister 
of Transport, Public Works and Water Management may designate in regulations which vehicle 
categories, systems, components, technical units, items of equipment and measures for protecting 
road users and passengers require approval to be permitted on public roads.276

To implement the treaties or decisions adopted by public international bodies or one or more EU 
institutions, these regulations may also relate to vehicle approval, systems, components, technical 
units, items of equipment and protective measures for road users and passengers for use away 
from public roads.277

By order in council, rules may be laid down containing a prohibition on manufacturing, importing, 
stocking, offering for sale, delivering or transporting vehicles, vehicle components, items of 
equipment and protective measures for road users and passengers that are not permitted to travel 
on public roads.278

Such a prohibition has been implemented for agricultural and forestry tractors in vehicle categories 
T1-T3.279 It is prohibited to sell or place these vehicles on the market if these vehicles do not hold 

271 Road Traffic Act 1994, Article 2 (1). 
272 Road Traffic Act 1994, Article 2 (3c and 4).
273 Road Traffic 1994, Article 1 (1b).
274 Road Traffic Act 1994, Article 5.
275 Road Traffic Act 1994, Article 6.
276 Road Traffic Act 1994, Article 21 (1).
277 Road Traffic Act 1994, Article 35 (a).
278 Road Traffic Act 1994, Article 34 (1).
279 See Appendix E for more information on vehicle categories.



149

EC type approval.280 The owner or holder of the agricultural or forestry tractors is furthermore 
prohibited from leaving or driving these vehicles on public roads or allowing a driver to drive these 
vehicles on public roads, if the vehicle has not been approved to be permitted on public roads.281 
Agricultural or forestry tractors (and systems, components, technical units, items of equipment and 
measures for protecting road users and passengers that have been designed and built for these 
vehicles) in vehicle categories T4.2 and T5 require approval (national type approval) to be permitted 
to travel on public roads.282 
Approval requirements for limited-speed motor vehicles have also not been incorporated. These 
vehicles do not require approval to go on sale or be permitted on public roads. However, they are 
required to comply with the requirements stipulated for limited-speed motor vehicles.283 

In general, a vehicle registration number must be issued by the RDW to the owner or holder of a 
motor vehicle or a trailer used on public roads.284 However, the Road Traffic Act 1994 contains a 
number of exceptions. Agricultural and forestry tractors as well as limited-speed motor vehicles 
form an exception, 285 and these vehicles are therefore not required to carry a registration number.

The RDW maintains a vehicle registration register286 containing data on motor vehicles and trailers 
for which a vehicle registration number has been issued and the name in which these numbers have 
been registered. The above data are collected among other things for the purpose of287 tensuring 
the proper implementation of the Road Traffic Act 1994 and the Motor Vehicle Tax Act 1994, the 
Motor Vehicle and Motor Cycle Tax Act 1992, the Heavy Motor Vehicles Taxation Act, the Motor 
Insurance Liability Act and the Access and Mobility Act.

Registration numbers, in the event they are required, are issued to natural persons in the Netherlands 
aged 18, or to natural persons aged 16 if a moped registration certificate is required. Furthermore, 
registration numbers are issued to legal entities established in the Netherlands if the motor vehicle 
or trailer has obtained approval to be permitted to travel on public roads.288 Only registration plates 
produced by RDW-approved manufacturers are permitted to be displayed on motor vehicles.289

The Road Traffic Act 1994 contains the option to provide regulations among other things stipulating 
the requirements which vehicles must satisfy when used on public roads. Different types of roads 
can be identified in this context. Regulations may be stipulated for the requirements, which vehicles 
must satisfy for the issue of a test certificate and for performing maintenance.290 Motor vehicles and 
trailers291 holding a registration number require an approval certificate for use on public roads.292 
Since agricultural and forestry tractors and limited-speed motor vehicles do not require a registration 
number, these vehicles are similarly not subject to a mandatory periodic inspection.

The Road Traffic Act 1994 contains provisions on driving skills and driving qualifications.293 
Consequently, motor vehicle drivers require a driving licence for driving motor vehicles in the 
relevant vehicle category.294 The Act also contains a number of exceptions. Vehicles for which a 
driving licence is not required include agricultural or forestry tractors and limited-speed motor 
vehicles.295 A minimum age requirement of 18 years applies to driving motor vehicles. A minimum 
age requirement of 21 years applies to motor vehicles equipped to transport more than eight people 

280 Motor Vehicle Regulations, Article 4.1.
281 Road Traffic Act 1994, Article 33 (1).
282 Motor Vehicle Regulations, Article 3.1(1) and Article 3.4 (2).
283 Motor Vehicle Regulations, Chapter 5, Division 7
284 Road Traffic Act 1994, Article 36 (1).
285 Road Traffic Act 1994, Article 37 (1).
286 Road Traffic Act 1994, Article 42.
287 Road Traffic Act 1994, Article 42 (4).
288 Road Traffic Act 1994, Article 48 (1).
289 Road Traffic Act 1994, Article 70a (1).
290 Road Traffic Act 1994, Article 71.
291 With a permissible weight of more than 3,500kg (Road Traffic Act 1994, Article 73 (2b).
292 Road Traffic Act 1994, Article 72.
293 Road Traffic Act 1994, Chapter VI.
294 Road Traffic Act 1994, Article 107 (1).
295 Road Traffic Act 1994, Article 108 (1a).
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(excluding the driver).296 However, it is stipulated that a lower minimum age may be determined 
for driving vehicles such as agricultural or forestry tractors and limited-speed motor vehicles. This 
was also implemented in the Driving Licences Regulations. A minimum age requirement of 16 years 
applies to driving agricultural or forestry tractors and limited-speed motor vehicles.297 

The Road Traffic Act 1994 also contains provisions on the professional competence of drivers of 
road vehicles for the carriage of goods and passengers.298 This represents the implementation of 
Directive 2003/59/EC in the Netherlands on the initial qualification, training and periodic training of 
drivers of certain road vehicles for the carriage of goods and passengers. 

The Directive on the professional competence of drivers entered into force on 10 September 2009.299 
The Directive seeks to effect an initial qualification and periodic training for drivers of vehicles 
requiring a category C or D driving licence engaged in the carriage of goods or passengers on public 
roads.300 It is also intended to improve road safety and the safety of the driver, including during 
operations carried out by the driver while the vehicle is stopped.301 The Directive does not apply 
to drivers of vehicles with a maximum permissible speed not exceeding 45km/h302 and therefore 
does not apply to drivers of agricultural tractors and self-propelled equipment. Drivers to whom the 
Directive applies are required to hold an initial qualification in the form of a certificate of professional 
competence (CPC), which is issued after the driver has passed a test. Drivers are furthermore 
required to hold a CPC certifying periodic retraining.303 Periodic training involves undergoing at least 
35 hours of periodic training every five years.304 In the Netherlands a driving licence incorporates 
a code (codes 95 and 96) as proof of both professional competence and periodic training. Tests are 
conducted by the CVV Division of the Central Office for Motor Vehicle Driver Testing (CBR).

Drivers are prohibited from working as drivers if they do not hold a valid certificate as stipulated 
under the Directive on the professional competence of drivers. The prohibition does not apply to 
drivers who have been exempted from the obligation to attain an initial qualification305, such as 
drivers of agricultural tractors and self-propelled equipment. In implementation of the Directive, 
regulations may be stipulated for an initial qualification system and a periodic training system.306

In principle, (under civil law) owners or holders who themselves do not drive the motor vehicle are 
liable for the behaviour of those who drive, or those they allow to drive the motor vehicle.307 

The Road Traffic 1994 contains enforcement provisions. General police investigating officers, and 
individuals designated by the Minister of Transport, Public Works and Water Management, including 
the RDW, among others, are charged with investigating 308 and monitoring309 offences prescribed by 
or pursuant to the Road Traffic Act 1994. In consultation with the Ministry of Economic Affairs, the 
Ministry of Transport, Public Works and Water Management may designate a special investigating 
officer. These individuals may be charged with investigating breaches of the prohibition on 
manufacturing, importing, stocking, offering for sale, delivering or transporting vehicles, vehicle 
components, items of equipment and protective measures for road users and passengers that are 
not permitted to travel on public roads310 However, currently no officials have been charged with this 
task, which means that the prohibition on selling non-approved agricultural tractors is not enforced.

296 Road Traffic Act, Article 110.
297 Driving Licences Regulations, Article 5.
298 Road Traffic Act 1994, Chapter VIIA.
299 Directive 2003/59/EC (directive on the initial qualification and periodic training of drivers of certain road 

vehicles for the carriage of goods or passengers).
300 Directive 2003/59/EC, Article 1.
301 Directive 2003/59/EC, Considerations.
302 Directive 2003/59/EC, Article 2 (a).
303 Directive 2003/59/EC, Article 3.
304 Directive 2003/59/EC, Article 8 (2), also having regard to Part 4 of Annex 1.
305 Road Traffic Act 1994, Article 151 (c).
306 Road Traffic Act 1994, Article 151(d, 1).
307 Road Traffic Act, Article 185 (2).
308 Road Traffic Act 1994, Article 159 (b).
309 Road Traffic Act 1994, Article 158 (1).
310 Road Traffic Act 1994, Article 158 (2).
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h.2 motor vehIcle regulatIons

Type approval
Agricultural and forestry tractors are categorised as T1-T5 vehicles.311 In summary, the categories 
are: heavy/normal width, heavy/narrow width and light (T1, and T2 and T3 respectively) and high-
clearance tractors, extra wide tractors and low-clearance tractors (T4.1 and T4.2 respectively, 
and T4.3). These are wide tractors and are not capable of travelling more than 40km/h) and T5, 
agricultural or forestry tractors that are capable of travelling more than 40km/h.

Agricultural or forestry tractors (as well as systems, components, technical units, items of equipment 
and protective measures for road users and passengers designed and built for these vehicles) except 
for vehicle categories T4.1 and T 4.3 require approval to be permitted to travel on public roads. 
Approval may comprise EC type approval, national type approval, EC Small Series Type Approval, 
National Small Series Type Approval, individual approval or type approval issued in conformity with 
UN/ECE regulations.312 

Agricultural or forestry tractors in vehicle category T1-T3 are required to satisfy Directive 2003/37/
EC for the purpose of obtaining EC type approval.313 In order to obtain national type approval T4.2 
and T5 agricultural or forestry tractors are required to comply with the requirements stipulated 
in Appendix IIIC of the Motor Vehicle Regulations.314 Directive 2003/37/EC does not apply to the 
approval of individual vehicles in vehicle category T (wheeled tractors), categorised as T1 - T3 
vehicles.315 

Type approval ceases to apply as soon as more stringent requirements enter into force for the 
registration, sale or marketing of new vehicles, unless Directive 2003/37/EC316 provides otherwise 
in respect of agricultural or forestry tractors. 

Manufacturers holding type approval for an agricultural or forestry tractor are required to draw 
up a certificate in conformity with the model referred to in Directive 2003/37/EC. 317 Each vehicle 
manufactured in conformity with an approved vehicle type must be accompanied by a certificate of 
conformity.318 

Each EU member state is subsequently obliged to register new type-approved agricultural or forestry 
tractors319 and permit their sale or entry into service on grounds relating to their construction 
or functioning only if they are accompanied by a valid certificate of conformity.320 Complete and 
completed agricultural or forestry tractors are permitted to be marketed for a period of 24 or 30 
months respectively after the more stringent requirements have entered into force, provided they 
satisfy certain conditions.321

Individual approval
Apart from type approval requirements, requirements also apply to individual approvals. To 
obtain individual approval agricultural or forestry tractors are required to satisfy the requirements 
stipulated in Appendix IV of the Motor Vehicle Regulations.322 T4.2 and T5 agricultural or forestry 
tractors are required to satisfy the requirements stipulated in Appendix IIIC of the Motor Vehicle 
Regulations in order to obtain national individual approval.

311 Please refer to Appendix E for a definition of the term agricultural or forestry tractor and the relevant 
vehicle categories.

312 Motor Vehicle Regulations, Article 3.1 (1).
313 See Appendix E
314 Motor Vehicle Regulations, Article 3.4.
315 Motor Vehicle Regulations, Article 3.6 (2).
316 Motor Vehicle Regulations, Article 3.25 (1).
317 Directive 2003/37/EC, Article 6.
318 Directive 2003/37/EC, Article 6.
319 Directive 2003/37/EC, Article 7 (1).
320 Directive 2003/37/EC, Article 7 (1).
321 Motor Vehicle Regulations, Article 3.26, (2) and (3).
322 Motor Vehicle Regulations, Article 3.7.
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System approval and components
To obtain EC type approval a system, component, technical unit, item of equipment or a protective 
measure for road users and passengers which is intended to form part of a vehicle for T1-T3 
agricultural or forestry tractors, and for which separate type approval can be granted, is required 
to comply with the regulations stipulated in the relevant special EC directives or EC regulations as 
follows323:
• Annex II, Part 2 of Directive 2002/24/EC;
• Annex II, Chapter B of Directive 2003/37/EC, and
• Annex IV or XI of Directive 2007/46/EC.

To obtain national or EC type approval, a system, component, technical unit, item of equipment 
or protective measure for road users and passengers which is intended to form part of a T4.2 or 
T5 agricultural or forestry tractor, for which separate type approval can be granted, is required 
to comply with the regulations stipulated in the relevant special EC directives or EC regulations 
incorporated in Annex II, Chapter B of Directive 2003/37/EC.324

The systems, components, technical units, items of equipment or protective measures for road 
users and passengers referred to in Appendix VA are required to comply with the regulations in the 
relevant UN/ECE regulations in order to obtain approval in conformity with the UN/ECE regulations 
relating to the relevant system, component, technical unit, implement or protective measure325.

Permanent requirements
In addition to approval requirements, the Motor Vehicle Regulations contain permanent requirements326 
and practical requirements with which vehicles are required to comply327. A permanent requirement 
includes prohibiting vehicle drivers or vehicle owners or holders from driving a vehicle, if:328 
• the design or construction of the vehicle is defective or if the technical condition of the vehicle 

is inadequate in terms of driving; 
• the construction or design of the vehicle renders the driver’s front or side view inadequate, or
• the vehicle does not satisfy the requirements relating to the design and construction of vehicles 

in the relevant vehicle category. 

Vehicle drivers and owners or holders are furthermore prohibited from leaving a vehicle if the 
vehicle does not comply with the requirements relating to the mandatory red retroreflectors on the 
rear of the vehicle.329 

In addition, permanent requirements also contain provisions relating to the inspection and 
construction methods, dimensions and weight, volumes and fuel systems, power transmission, 
axles, suspension, steering wheel and braking system, bodywork, lights and the coupling between 
vehicles and trailers. Consequently, requirements have been stipulated, which limited-speed motor 
vehicles 330 and agricultural and forestry tractors are required to satisfy.331 

Practical requirements
In addition to permanent requirements, the Motor Vehicle Regulations also contain practical 
requirements with which vehicles are required to comply.332 

Drivers of vehicles or combined vehicles are prohibited from driving a vehicle, and vehicle owners 
and holders are prohibited from allowing a vehicle to be driven if the vehicle does not comply with 
the requirements relating to vehicle use.333

323 Motor Vehicle Regulations, Article 3.9 (1).
324 Motor Vehicle Regulations, Article 3.9 (2).
325 Motor Vehicle Regulations, Article 3.9 (3).
326 Motor Vehicle Regulations, Chapter 5.
327 Motor Vehicle Regulations, Division 18 of Chapter 5. 
328 Motor Vehicle Regulations, Article 5.1.1 (1).
329 Motor Vehicle Regulations, Article 5.1.1 (2).
330 See Appendix E for the definition of limited-speed motor vehicles applied in the Motor Vehicle Regulations.
331 Motor Vehicle Regulations, Divisons 7 and 8 of Chapter 5.
332 Motor Vehicle Regulations, Division 18 of Chapter 5.
333 Motor Vehicle Regulations, Article 5.1.2.
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Practical requirements stipulate, among other things, that only agricultural or forestry tractors 
and limited-speed motor vehicles are permitted to use interchangeable implements.334 A further 
stipulation states that agricultural or forestry tractors and limited-speed motor vehicles are 
permitted to tow more than one trailer.335 It is also stipulated that when driving the vehicle, the 
driver should not be obstructed by passengers or a load or otherwise.336 In respect of load, it is also 
stipulated that a load or parts thereof should be secured so that it does not fall off the vehicle in 
normal traffic situations, including when braking hard, when swerving suddenly and if the condition 
of the road surface is poor.337

A vehicle load is not permitted to contain any sharp components, which in the event of a crash could 
result in the risk of physical injury to other road users. This does not apply to a load or parts thereof, 
higher than two metres above the road surface.338

Furthermore, it is stipulated that the length of agricultural or forestry tractors or limited-speed 
motor vehicles combined with one or more unladen trailers or one or more interchangeable towed 
machines or a combination thereof is not permitted to exceed 18 metres.339

Interchangeable implements used by agricultural or forestry tractors and limited-speed motor 
vehicles are required to be pushed in, pulled up or folded up. Loads that bear no relation to the 
function of the interchangeable implement and obstruct the view of the lights, retroreflectors, 
direction indicators or the registration number on the vehicle rear are not permitted to be placed on 
the interchangeable implements.340 The width of the load is not permitted to exceed three metres. 
A load comprising unsecured crops is not permitted to be wider than 3.50 metres.341 On unpaved 
roads, the permissible width of road rollers including the load should not exceed 2.60 metres.342 The 
height of agricultural or forestry tractors and limited-speed motor vehicles and trailers towed by 
these vehicles, including the load, is not permitted to exceed four metres.343

Supplementary permanent and practical requirements
A passenger car, company vehicle, bus, trailer or three-wheel motor vehicle is required to carry a 
yellow retroreflective registration plate, while a trailer is required to display one such plate and a 
three-wheeled motor vehicle one or two registration plates.344 Agricultural or forestry tractors and 
limited speed motor vehicles are not required to carry a registration number.

Roads Act
Under the Roads Act, the Minister of Transport, Public Works and Water Management is obliged to 
maintain the public roads that fall under the management of the Dutch state.345 This also applies 
to the culverts, shoulders and shoulder ditches located on or alongside the road. Municipalities are 
required to compile a road register for each road located outside urban areas, in which information 
is recorded such as the party responsible for maintaining the public road and the bridges and 
culverts located on the road as well as the scope of the mandatory maintenance.346 If the Dutch 
State or the Dutch provinces are charged with road maintenance, a description of the mandatory 
maintenance is not required to be recorded in the register.347

Under the Roads Act the provinces, municipalities and water boards are obliged to maintain the 
public roads that fall under their management.348 This also applies to the culverts, shoulders and 

334 Motor Vehicle Regulations, Article 5.18.0.
335 Motor Vehicle Regulations, Article 5.18.1.
336 Motor Vehicle Regulations, Article 5.18.3 (1).
337 Motor Vehicle Regulations, Article 5.18.6 (1).
338 Motor Vehicle Regulations, Article 5.18.8.
339 Motor Vehicle Regulations, Article 5.18.20.
340 Motor Vehicle Regulations, Article 5.18.21(a).
341 Motor Vehicle Regulations, Article 5.18.22.
342 Motor Vehicle Regulations, Article 5.18.22.
343 Motor Vehicle Regulations, Article 5.18.23.
344 Motor Vehicle Regulations, Appendix VIII, Article 3 (1).
345 Roads Act, Article 15.
346 Roads Act, Article 30.
347 Roads Act, Article 31.
348 Roads Act, Article 15.
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shoulder ditches located on or alongside the road. The municipalities and water boards are required 
to ensure that the roads they manage are in good condition.349 Municipalities are required to compile 
a register for each road located outside urban areas, in which information is recorded such as the 
party responsible for maintaining the road and the bridges and culverts located on the road as well 
as the scope of mandatory maintenance.350 If the Dutch State or the Dutch provinces are charged 
with road maintenance, a description of mandatory maintenance is not required for the register.351

Traffic and Transport Planning Act
Pursuant to the Traffic and Transport Planning Act, the Minister of Transport, Public Works and 
Water Management is required to prepare a national traffic and transport plan in coordination with 
the provinces and municipalities.352 The plan is required to contain the main traffic and transport 
policy issues and should take account of potential economic, environmental, spatial planning and 
socio-economic as well as international developments.353

Pursuant to the Traffic and Transport Planning Act, the provinces are required to adopt one or more 
provincial traffic and transport plans that provide direction for the traffic and transport decisions 
to be adopted by the provinces. In this context, the provinces are required to take account of the 
essential components of the national traffic and transport plan. The plan is required to contain the 
main issues relevant to the traffic and transport policy to be pursued by the provinces.354 

Pursuant to the Traffic and Transport Planning Act the municipalities are required to ensure they 
pursue a coherent traffic and transport policy focused on implementation that provide direction 
for the traffic and transport decisions to be adopted by the municipalities. In this context, the 
municipalities are required to take account of the essential components of the national and provincial 
traffic and transport plans and the policy pursued by their neighbouring municipalities.355

h.3 machInery regulatIons

Directive 98/37/EC and Directive 2006/42/EC (Machinery Directive)
Member States are obliged to stipulate regulations for machinery that falls within the scope of 
Directive 98/37/EC on Machinery. The Directive is intended to assist industry by reducing barriers 
to trade within the single market by ensuring a common policy of safety and supply of machinery. 
This has been achieved by introducing a system of essential health and safety requirements, which 
manufacturers who design and build machinery are required to satisfy. These requirements were 
supplemented with a series of more specific regulations for certain categories of machinery. To help 
manufacturers demonstrate that they comply with the essential requirements in the Annex356 to the 
Directive, harmonised standards were drawn up at European level and adopted by the European 
Committee for Standardisation (CEN) and the European Committee for European Electrotechnical 
Standardisation (Cenelec).357 The standards themselves are not mandatory but provide direction for 
that which at a given point in time should be considered as state of the art. One of the considerations 
included in the above Directive and the recast Directive358 entailed taking account of the state of 
the art at the time of construction. The Directive was in fact amended in 2006 and again adopted 
in the new Directive 2006/42/EC. The essence of Directive 98/37/EC was maintained. The scope of 
the Directive was expanded in a number of areas. Directive 98/37/EC was repealed when Directive 
2006/42/EC entered into force.359

349 Roads Act, Articles 16 and 17.
350 Roads Act, Article 30.
351 Roads Act, Article 31.
352 Traffic and Transport Planning Act, Article 2.
353 Traffic and Transport Planning Act, Article 3.
354 Traffic and Transport Planning Act, Article 5.
355 Traffic and Transport Planning Act, Article 8.
356 Directive 98/37/EC, Article 3 and 2006/42/EC, Article 5(1).
357 Directive 98/37/EC, Considerations.
358 Directive 98/37/EC, Consideration 14 and Directive 2006/42/EC, Consideration 14.
359 Directive 2006/42/EC, Article 25.
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For the purpose of declaring that their machinery and safety components conform to the Directive, 
manufacturers are required to draw up an EU declaration of conformity, which meets the conditions 
of the Directive.360 Moreover, manufacturers are required to affix a CE marking to the machine.361 The 
marking and the declaration indicate that in the manufacturer’s judgement, the relevant product 
satisfies the safety requirements stipulated in the applicable European product directives. 

Machinery that carries a CE marking and is accompanied by an EU declaration of conformity should 
be considered as conforming to the Directive by the Member States. Machinery constructed in 
conformity with a harmonised standard, the references of which have been published in the Official 
Journal of the European Union, are deemed to be in conformity with the essential health and safety 
requirements to which this harmonised standard relates.362

Before a CE marking can be obtained, manufacturers are required to perform a number of steps. This 
includes finding out which directive applies to the machinery, what risks are involved in operating 
the machinery, reducing these risks as far as possible, testing and conducting trials and drawing 
up a user manual. Manufacturers are furthermore required to draw up a technical file363 which 
shows the steps taken and which complies with Annex VII of Directive 2006/42/EC. A declaration 
of conformity from the manufacturer alone will not suffice for high-risk machinery, which is also 
required to obtain type approval. Annex IV of the Directive contains a list of the machinery to which 
this applies.

Member states are required to take all appropriate measures to ensure that the machinery or 
safety components may only be placed on the market and/or put into service if they satisfy the 
relevant provisions of the Directive and do not endanger the health and safety of persons, and 
where appropriate, domestic animals or property, when properly installed and maintained and used 
for the purpose for which they were intended.364

Where an EU member state ascertains that machinery bearing a CE marking, or safety components 
accompanied by the EC declaration of conformity are used in accordance with their intended purpose, 
are liable to compromise the health and safety of persons, and where appropriate, animals or 
property, it will take all appropriate measures to withdraw such machinery or the safety components 
from the market, to prohibit the placing on the market and/or putting into service of such machinery 
or safety components or to restrict free movement thereof. The member state should immediately 
inform the Commission of any such measure, indicating the reason for its decision.365 

Having regard to the definition366 applied to machinery in Directive 2006/42/EC, in principle 
agricultural or forestry tractors and limited-speed motor vehicles fall under the definition described 
in the Machinery Directive. However, the Directive excludes a number of machinery categories, 
including aircraft and ocean-going vessels, buses and lorries but does not exclude mining vehicles 
deployed in the mining industry. Directive 2006/42/EC also excludes agricultural and forestry tractors 
from the scope of the Directive in respect of the risks that fall within the scope of Directive 2003/37/
EC, except for the machinery mounted to these vehicles.367 Limited-speed motor vehicles have not 
been excluded. If they fall under the definition applied to machinery, they therefore fall within the 
scope of the Directive and hence member states are required to regulate in national legislation that 
these vehicles conform to the essential requirements stipulated in Annex I of Directive 2006/42/EC.

As stated above, Directive 2006/42/EC also contains essential health and safety regulations. Special 
regulations apply to machinery that presents particular hazards due its mobility.368 Visibility from 
the driving position must be such that the driver, in complete safety for himself and the exposed 

360 Directive 2006/42/EC, Article 5 (1).
361 Directive 2006/42/EC, Article 5 (1).
362 Directive 2006/42/EC, Article 7.
363 Directive 2006/42/EC, Article 5 (1).
364 Directive 2006/42/EC, Article 4.
365 Directive 2006/42/EC, Article 11 (1 and 2).
366 Directive 2006/42/EC, Article 2.
367 Directive 2006/42/EC, Article 1 (2 e).
368 Directive 2006/42/EC, Annex I (3).



156

persons, can operate the machinery and its tools in their foreseeable conditions of use. Where 
necessary, appropriate devices must be provided to remedy hazards due to inadequate direct 
vision.369 

Without prejudice to road traffic regulations, self-propelled machinery and its towed trailers must 
meet the requirements for reducing speed, stopping, braking and immobilisation so as to ensure 
safety under all the operating conditions, load, speed, ground and gradient conditions allowed for. 
The driver of self-propelled machinery has be able to relize speed reduction or a stand still with the 
main braking mechanism. Where safety so requires, in the event of a failure of the main device, 
or in the absence of the energy supply needed to actuate the main device, an emergency device 
with a fully independent and easily accessible control device must be provided for slowing down 
and stopping. Where safety so requires, a parking device must be provided to render stationary 
machinery immobile. 

This device may be combined with one of the devices referred to in the second paragraph, provided 
it is purely mechanical.370 

Machinery (Commodities Act) Decree371

By virtue of the Commodities Act rules may be provided:372 
• in the interests of public health, safety, fairness in trade or providing correct information about 

commodities, and 
• for technical products, similarly in the interests of the health of persons or the safety of 

property.

Directive 98/37/EC was implemented in the Machinery (Commodities Act) Decree, which is based 
on the Commodities Act.373 In addition, Directive 2006/42/EC was recently374 implemented in the 
Machinery (Commodities Act) Decree. Just as the directives, the Machinery (Commodities Act) 
Decree does not apply to agricultural and forestry tractors in respect of the risks that fall within the 
scope of Directive 2003/37/EC. An exception has not been made for limited-speed motor vehicles. 
If they fall under the definition applied to machinery, they therefore fall within the scope of the 
Machinery (Commodities Act) Decree. 

The Machinery (Commodities Act) Decree contains a number of prohibitions.375

• It is prohibited to place machinery and partly completed machinery on the market or put such 
machinery into service that does not conform to the production regulations prescribed by or 
pursuant to this decree;

• It is prohibited to place machinery on the market or put it into service without due observance 
of the regulations governing specifications and the use of markings prescribed by or pursuant 
to this decree;

• It is prohibited to place machinery or partly completed machinery on the market or put such 
machinery into service without due observance of the regulations governing the availability of 
documents prescribed by or pursuant to this decree;

• It is prohibited to place machinery or incomplete machinery on the market or put such 
machinery into service without due observance of the regulations of the conformity, assessment 
or approval procedures prescribed by or pursuant to this decree;

• Regarding manufacture, the manufacturer or his authorised representative must ensure that 
the machinery is designed, constructed and manufactured, carries technical features and 
contains markings so as to ensure it does not endanger the health and safety of persons, and 
where applicable, domestic animals or property, when properly installed and maintained and 

369 Directive 2006/42/EC, Annex I, Article 3.2.1.
370 Directive 2006/42/EC, Annex I, Article 3.3.3.
371 Applicable on 29 December 2009.
372 Commodities Act, Article 3.
373 Machinery (Commodities Act) Decree, Article 1 under e.
374 Resolution dated 16 June 2008 to amend the Machinery (Commodities Act) Decree and the Commodities 

Act on lifts in connection with the implementation of the recast European Directive on Machinery, which 
entered into force on 29 December.

375 Machinery (Commodities Act) Decree, Article 2.
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used for the purpose for which it was intended or in circumstances which can reasonably be 
foreseen.376 

The manufacturer or his authorised representative377 has a number of obligations. He must:
• ensure that the machinery satisfies the essential health and safety requirements referred to in 

Annex I of Directive 98/37/EC379;378

• ensure that the technical file is available and conforms to Annex VII, a, of Directive 98/37/EC;
• provide the required information, in any event including directions for use;

 – draw up an EC declaration of conformity that conforms to Annex II, Part 1 (A) of Directive 
98/37/EC and ensure that it accompanies the machinery;

 – affix the CE marking before placing the machinery on the market or putting it into service.

Under the Commodities Act, two ministers have been designated responsibility for (certain sections 
of) Commodities legislation. One of the responsible ministers is the Minister of Health, Welfare and 
Sport. The Minister of Social Affairs and Employment is the designated minister to the extent the 
decision to be taken or matter to be arranged relates to technical products intended for professional 
application or if the decision or matter to be arranged relates to lifts, stud guns, containers, basic 
pressure vessels or pressure equipment and combinations thereof or explosion-proof equipment.379

Machinery that conforms to the standards designated by the minister, carries the required CE 
marking and is accompanied by the required EC declaration of conformity is assumed to satisfy the 
essential health and safety requirements in Annex I of the Directive. 

If other decrees that provide for affixing a CE marking apply to machinery in addition to the 
Machinery (Commodities Act) Decree, the marking must indicate that the machinery also conforms 
to the other decrees.380 Before affixing a CE marking a manufacturer must make certain that an 
assembly manual has been compiled.381

The Machinery (Commodities Act) Decree contains a number of regulations relating to traffic and 
use, for example for a crane. A crane with an operating load equal to or over two tons must be 
inspected at least once every 12 months.382 Another provision is that an amendment to one of 
the annexes of the Directive, to which the decree refers, will take effect for the application of the 
regulations on the date on which the relevant amended directive is required to be implemented.383 

To conclude, the following individuals are charged with monitoring compliance with the provisions 
prescribed by or pursuant to the Commodities Act or the provisions laid down by law relating to the 
categories of commodities designated by the minister384:
• the designated officials by order of the minister;
• the designated officials by order of the Minister of Economic Affairs or the Minister of Agriculture, 

Nature and Food Quality.

Ministerial powers
The ministers have been assigned a number of powers under the Commodities Act. They can take a 
technical product out of service if use of the product presents a hazard or if the prescribed approval 
and assessment procedures have not been observed.385 

376 Machinery Commodities Act Decree, Article 3.
377 Machinery Commodities Act Decree, Article 3a.
378 Directive 2006/42/EG, Article 25: References to Directive 98/37/EG apply as references to Directive 

2006/42/EG and have to be read according to the concordance table in Appendix XII of Directive 
2006/42/EG.

379 Commodities Act, Article 1 (1d).
380 Machinery (Commodities Act) Decree, Article 3a (3).
381 Machinery (Commodities Act Decree, Article 3b (1).
382 Machinery (Commodities Act) Decree, Article 6d (1).
383 Machinery (Commodities Act) Decree, Article 7.
384 Commodities Act, Article 25 (1).
385 Commodities Act, Article 32.
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The ministers also have the power to impose a penalty for violations of certain articles prescribed 
by or pursuant to the Commodities Act.386

In the interests of public health or safety, and if this concerns technical products, similarly in the 
interests of the health of persons or the safety of property, the ministers have the power to impose 
a penalty by administrative coercion for the purpose of enforcing the following387:
• regulations prescribed by or pursuant to the Commodities Act;
• regulations prescribed by or pursuant to a regulation laid down under the Treaty establishing 

the European Community, if it is prescribed by or pursuant to the Commodities Act that it is 
forbidden to breach the regulations;

Investigation and monitoring
A number of people (400) who work for the Food and Consumer Safety Authority (Voedsel en 
Waren Autoriteit, VWA) are responsible for investigating offences committed on the grounds of the 
Commodities Act and are designated as special investigating officers.388 The Food and Consumer 
Safety Authority inspectors have additional responsibility for monitoring compliance with the 
regulations prescribed by or pursuant to the Commodities Act.389 

Recommendation for an order in council
Pursuant to the Commodities Act390 the Minister of Health, Welfare and Sport submits a 
recommendation for an order in council in consultation with the Minister of Economic Affairs. 
However, if the order in council entirely or largely pertains to regulations in the interests of fair 
trade or correct information about commodities, the recommendation is jointly submitted by the 
Minister of Health, Welfare and Sport and the Minister of Economic Affairs. If the decision or matter 
to be arranged relates to technical products intended for professional application, or if the decision 
or matter to be arranged relates to lifts, stud guns, containers, basic pressure vessels or pressure 
equipment and combinations thereof of or explosion-proof equipment, the recommendation is 
submitted by the Minister of Social Affairs and Employment in consultation with the Minister of 
Economic Affairs.

Pursuant to the Commodities Act, an order in council relating to agricultural or fishing products is 
submitted in consultation with the Minister of Agriculture, Nature and Fishing/Food Quality.391

h.4 workIng condItIons legIslatIon

Working conditions legislation encompasses the following:
• the Working Conditions Act (Arbeidomstandighedenwet) 
• the Working Conditions Decree (Arbeidsomstandighedenbesluit) 
• the Working Conditions Regulations (Arbeidsomstandighedenregeling) 

Employers are obliged ensure the health and safety of their employees as well as pursue a policy 
aimed at achieving the best possible working conditions.392 Among other things, employers are 
required to organise the work in such a way that it does not have a detrimental effect on the health 
and safety of their employees.393 

Employers are obliged to document in writing in a risk assessment and evaluation the risks to which 
employees are exposed as a result of the work. This Risk Assessment and Evaluation (RI&E) is also 
required to include a description of the hazards and the measures aimed at limiting hazards and 

386 Commodities Act, Article 32a.
387 Commodities Act, Article 32.
388 Special Investigating Officer Decree (Besluit buitengewoon opsporingsambtenaar), VWA 2007 Articles 2 

and 3 (1, Part P in conjunction with Article 34 of the Road Traffic Act 1994.
389 Designation of Supervisory VWA Officials Decree (Besluit aanwijzing toezichthoudende ambtenaren 

Voedsel en Waren Autoriteit), which took effect on 10 July 2002.
390 Commodities Act, Article 34 (1).
391 Commodities Act, Article 34 (2).
392 Working Conditions Act, Article 3 (1, Preamble).
393 Working Conditions Act, Article 3 (1, under a).
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risks, and risks affecting particular groups of employees.394 The RI&E is required to be adjusted as 
often as is found to be necessary in the light of experience with it, changes to working methods or 
working conditions, or the state of the art and professional provision of services. 395 

Employers are required to ensure that employees are given appropriate information on their duties 
and the associated risks, and on the measures in place to prevent or limit these risks.396 Employers 
should ensure that employees are given appropriate training for their particular tasks in respect of 
the working conditions.397 

Employees are obliged to take the utmost care of their own safety and health, and that of other 
individuals concerned, in what they do or do not do at the workplace, in accordance with their 
training and the instructions given by the employer.398 Among other things, employees are obliged 
to use tools and personal protective equipment supplied to them in the proper manner.399 

In addition, employers are required to take measures to protect persons other than employees 
against the potential hazards that may arise while performing the work at the business or in the 
immediate vicinity thereof.400 The term business should be viewed in a broader context – it also 
covers other locations where the work is performed or is usually performed.401 In other words: if 
driving on public roads when performing work, or in connection with work, or if work is performed 
on public roads, measures should be taken to protect road users, for instance, against the potential 
hazards arising from the work.
 
Employers are obliged to design and maintain the premises where the work is performed and 
the implements and tools with which the work is performed as well as to take measures and 
provide instructions in such a way as is reasonably necessary to prevent employees sustaining 
damage while performing their work. In respect of employees, employers are liable for the damage 
sustained by employees while they are performing their work unless employers demonstrate that 
they have fulfilled the above obligations or that the damage was largely sustained as a consequence 
of an intentional act or wilful recklessness on the employee’s part. In respect of employer liability, 
an employment agreement cannot provide otherwise to the detriment of the employee.402

The Working Conditions Decree contains supplementary regulations on specific equipment and 
activities, including mobile equipment.403 The provisions primarily aim to protect employees. Under 
the Working Conditions Act, equipment also applies to machinery and modes of transport used at 
the workplace.404

If, for example, mobile equipment moves within a zone where employees could be located, effective 
traffic rules are required to be laid down.405 

Employees who possess the relevant professional competence are required to operate self-propelled 
equipment.406 Furthermore, employers are required to take effective organisational measures 
to prevent employees from being in the work zone where self-propelled equipment is used. If 
employees are required to be present in a work zone, effective measures are required to be taken to 
prevent them from being injured by mobile equipment. Self-propelled equipment must be equippe 

394 Working Conditions Act, Article 5 (1).
395 Working Conditions Act, Article 5 (4).
396 Working Conditions Act, Article 8 (1).
397 Working Conditions Act, Article 8 (2).
398 Working Conditions Act, Article 11, Preamble.
399 Working Conditions Act, Article 11, under a and b.
400 Working Conditions Act, Article 10 (1).
401 Working Conditions Act, Article 1 (4).
402 Dutch Civil Code, Article 7:658.
403 Working Conditions Decree, Division 4.
404 Working Conditions Act, Article 1 (3 h).
405 Working Conditions Decree, Article 7.17c.
406 Working Conditions Decree, Article 7.17c.
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with effective aids to ensure that the driver has an adequate view should his direct field of vision be 
inadequate for ensuring the safety of persons.407 

Mobile equipment must be equipped in such a manner as to reduce the hazards arising in the actual 
conditions of use as a result of mobile equipment rolling or tipping over as far as possible.408 

The following is prescribed for young employees (under the age of 18).409 If young employees 
perform work at a business or organisation, employers are required to ensure that the work is 
performed under adequate professional supervision. The purport and degree of supervision depends 
on the dangers that could arise as identified in the risk assessment and evaluation, if there is a lack 
of professional supervision.410 If the risk assessment and evaluation shows that young employees 
are required to perform work involving specific inherent risks, particularly the risk of occupational 
accidents resulting from a lack of work experience, not being able to assess dangers properly 
and young employees not having reached full intellectual and physical maturity, the work is only 
permitted to be performed if professional supervision has been organised in such a manner as to 
prevent those dangers. Should that not be feasible, young employees are not permitted to perform 
the work.411 The latter similarly applies to work involving driving tractors and coupling or decoupling 
trailers or implements, which is directly connected to this.412 

To conclude, within the framework of transitional law it is prescribed that if young employees perform 
work involving driving tractors on public roads and coupling and decoupling trailers or implements, 
which is directly connected to this, in addition to the required supervision they are required to 
hold a CPC, or certificate of professional competence (a tractor certificate) issued by an institution 
designated by the Minister of Transport, Public Works and Water Management.413 

407 Working Conditions Decree, Article 7.17b (2e).
408 Working Conditions Decree, Article 7.17a (2).
409 Working Conditions Decree, Article 1.1 (5 a).
410 Working Conditions Decree, Article 1.37 (1).
411 Working Conditions Decree, Article 1.37 (2).
412 Working Conditions Decree, Article 1.39, under a.
413 Working Conditions Decree, Article 9.36.
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APPENDIX I: OPERATIONAL ROAD DESIGN REQUIREMENTS

Source: Road Design Manual (CROW, 2002)

Distributor roads outside urban areas (optimum)

Criterion Operational requirement
Essential characteristics
Speed limit
Longitudinal marking
Separation of driving directions
Intersections

80 km/h
Partial (broken edge marking)
Physical separation that is difficult to pass
At grade, with designated priority and speed 
reduction measures

Other characteristics
Carriageway layout
Dwelling access roads
Cross over
Public transport stops
Parking
Breakdown facility
Obstacle-free zone
Cyclists
Mopeds
Slow motorised traffic
Speed reduction measures

2x1 or more
No
Split-level near intersections
Not on the carriageway
Non-adjacent
On the outside shoulder or in breakdown areas
Average (4.50-6.00 metres)
Always separate
Always separate
Separate
Appropriate measures (on intersections)

Access roads outside urban areas

Criterion Operational requirement
Speed limit
Centre line marking
Carriageway layout
Dwelling access roads
Cross over
Public transport stops
Breakdown facility
Cyclists
Mopeds
Slow motorised traffic
Speed reduction measures

Road transition

60 km/h
None
1 driving strip
Yes
At grade
On the carriageway
None
Dependent on the situation
On the carriageway
On the carriageway
Yes: at bottlenecks
Equivalent with speed reduction/alertness-raising 
measures
Gate (constructions)414 

414 A gate construction (poortconstructie) is a full range of measures aimed at highlighting the transition to 
a different road category for road users.
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APPENDIX J:   IDEAL SITUATION AND ESSENTIAL RECOGNISABILITY 
CHARACTERISTICS FOR EACH ROAD CATEGORY

Source: Essential Recognisability Characteristics (CROW, 2004)
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APPENDIX K:  FURTHER ELABORATION OF THE PARTIES INVOLVED AND THEIR 
RESPONSIBILITIES

K.1 Vehicle drivers
Drivers are prohibited from driving a vehicle (this applies to both agricultural and forestry tractors 
and limited-speed motor vehicles) if:415 

• the design or construction of the vehicle is defective or if the technical condition of the vehicle 
is poor in terms of driving; 

• the design or construction of the vehicle renders the driver’s front or side view inadequate, or
• the vehicle does not satisfy the requirements relating to the design and construction of vehicles 

in the relevant vehicle category.

Drivers are prohibited from driving a vehicle or combined vehicle if the vehicle does not comply with 
the requirements relating to vehicle use416 (this also applies to agricultural or forestry tractors and 
limited-speed motor vehicles).

In principle, (under civil law) vehicle owners or holders who themselves do not drive the motor 
vehicle are liable for the behaviour of those driving, or those they allow to drive the motor vehicle.417

K.2 Vehicle owners/holders
The owners or holders of vehicles that require approval to be permitted on public roads are prohibited 
from leaving or driving the relevant vehicle on a public road or allowing the driver to drive the 
vehicle on a public road if the vehicle has not been approved to be permitted on public roads.418 
This only applies to agricultural tractors since self-propelled equipment does not require mandatory 
approval to be permitted on public roads.

Vehicle owners or holders are prohibited from driving a vehicle419 (this applies to both agricultural 
and forestry tractors and limited-speed motor vehicles), if:

• the design or construction of the vehicle is defective or if the technical condition of the vehicle 
is poor in terms of driving; 

• the construction or design of the vehicle renders the driver’s front or side view inadequate, or
• the vehicle does not satisfy the requirements relating to the design and construction of vehicles 

in the relevant vehicle category.

Owners or holders of vehicles or combined vehicles are prohibited from driving a vehicle or allowing 
a vehicle to be driven if it does not comply with the requirements relating to vehicle use420 (this 
applies to both agricultural and forestry tractors and limited-speed motor vehicles).

K.3 Employers and commissioning parties
Employers are obliged to ensure the health and safety of their employees as well as pursue a policy 
aimed at achieving the best possible working conditions.421 Among other things, employers are 
required to organise the work in such a way that it does not have a detrimental effect on the health 
and safety of their employees.422 Employers are obliged to draw up a risk assessment and evaluation 
(RI&E). 

415 Motor Vehicle Regulations, Article 5.1.1 (1).
416 Motor Vehicle Regulations, Article 5.1.2.
417 Road Traffic Act 1994, Article 185 (2).
418 Road Traffic Act 1994, Article 33 (1).
419 Motor Vehicle Regulations, Article 5.1.1 (1).
420 Motor Vehicle Regulations, Article 5.1.2.
421 Working Conditions Act, Article 3 (1, preamble).
422 Working Conditions Act, Article 3 (1, under a).
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Employers are also required to take measures to protect persons other than their employees against 
the potential hazards that may arise while performing work at the business or in the immediate 
vicinity thereof.423

The employer must ensure that employees receive relevant information on the activities to be 
carried out and on the associated risks, as well as on the measures aimed at preventing or reducing 
these risks.424

Agricultural or forestry tractors and limited-speed motor vehicles are categorised as mobile 
equipment under the Working Conditions Act. Mobile equipment must be equipped in such a manner 
as to reduce the hazards arising from the mobile equipment rolling or tipping over in the actual 
operating environment as far as possible.425 Employers are required to take additional measures 
relating to young employees (under the age of 18)426 if specific risks are associated with the work of 
the young employee, resulting from a lack of experience, not being able to fully assess the dangers 
and not yet having reached full intellectual and physical maturity.427 

The obligations referred to under section K.2 also apply to employers who own or hold a vehicle. 

K.4 Manufacturers/importers/dealers
It is prohibited to sell or place T1-T3428 agricultural or forestry tractors on the market if these 
vehicles do not hold EC type approval.429 

Agricultural tractors (except for the risks that fall within the scope of Directive 2003/37/EC) and 
limited-speed motor vehicles fall within the scope of the Machinery (Commodities Act) Decree.430 
Under the Machinery (Commodities Act) Decree the manufacturer must:
• ensure the machinery satisfies the essential health and safety requirements, referred to in 

Annex I of Directive 98/37/EC431;
• ensure that the technical file is available and conforms to Annex VII, under A, of Directive 

98/37/EC;
• provide the required information, in any event including the directions for use;
• draw up an EC declaration of conformity that conforms to Annex II, Part 1 (A) of Directive 

98/37/EC and ensure that it accompanies the machinery;
• affix the CE marking before placing the machinery on the market or putting it into service.

Under the Machinery (Commodities Act) Decree, manufacturers are furthermore obliged not to 
breach the prohibition on placing machinery on the market or putting it into service if it does not 
conform to the Machinery (Commodities Act) Decree in respect of:432 
• production regulations;
• regulations relating to the specifications or markings within the framework of the Machinery 

(Commodities Act) Decree;
• the availability of documents;
•  the conformity, assessment and approval procedures to be observed.

Regarding manufacture, under the Machinery (Commodities Act) Decree the manufacturer or his 
authorised representative must ensure that the machinery that falls within the scope of the above 

423 Working Conditions Act, Article 10 (1).
424 Working Conditions Act, Article 8 (1). 
425 Working Conditions Decree, Article 7.17a (2).
426 Working Conditions Decree, Article 1.1 (5a).
427 Working Conditions Decree, Article 1.37 (2).
428 See Appendix E for details of vehicle categories.
429 Motor Vehicle Regulations, article 4.1. Please note that this article exists in addition to article 33 (1), 

which stipulates that it is prohibited to drive agricultural or forestry tractors in vehicle categories T1-T3, 
T4.2 and T5.

430 Machinery (Commodities Act) Decree, Article 3a.
431 Article 25 of Directive 2006/42/EC stipulates that references to Directive 98/37/EC apply in reference 

to Directive 2006/42/EC and should be read in accordance with the correlation table in Annex XII of 
Directive 2006/42/EC.

432 Machinery (Commodities Act) Decree, Article 2.
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decree is designed, constructed and manufactured, carries technical features and markings so as 
to ensure it does not endanger the health and safety of persons, and where applicable, domestic 
animals or property, when properly installed and maintained and used for the purpose for which it 
was intended or in reasonably foreseeable conditions of use.433

K.5 Police and Public Prosecutor
The police have the task, subordinate to the competent authority and in accordance with the 
applicable rules of law, of ensuring effective law enforcement and rendering assistance to those 
who need it.434 In matters concerning the maintenance of public order or the rendering of assistance 
in emergencies, the competent authority is the mayor of the municipality in which the police act.435 
Where the police enforce criminal law or carry out duties for the justice authorities, they act under the 
authority of the Public Prosecutor. The Public Prosecutor may provide the relevant police officers the 
necessary directions for the purpose of carrying out the duties referred to in the first paragraph.436

The mayor and the Public Prosecutor are required to jointly and regularly consult with the head 
of the territorial division of the regional police force and, where necessary, with the head of the 
local police force regarding the duties performed by the police.437 This is referred to as tripartite 
consultation.

The regional executive adopts a policy plan for the regional police force at least once every four 
years, and approves and adopts the organisation, staffing, budget, financial statements and annual 
report annually. The regional executive comprises the mayors of the municipalities within the region 
and the Chief Public Prosecutor. The Police Force Manager (one of the mayors in the relevant 
police region), who manages the police force, is required to draft the policy plan in consultation 
with the Chief Public Prosecutor as well as submit a proposal relating to the regional police force 
organisation, staffing and budget annually. Before drafting the draft policy plan the municipalities in 
the region are required to be heard in respect of local priorities in their respective municipalities.438

In drafting the policy plan, the regional executives are required to take account of the main aspects 
determined by the Minister of the Interior and Kingdom Relations and the Minister of Justice in respect 
of the policy to be pursued regarding the performance of police duties, the police management to 
be conducted and the national performance targets set.439

The Public Prosecutor holds final responsibility for criminal investigation. Where the police enforce 
criminal law or carry out duties for the justice authorities, they act under the authority of the public 
prosecutor.440 The Public Prosecutor may provide the relevant police officers the required directions 
for the purpose of carrying out the duties referred to.441 

General investigating (police) officers, among others, are charged with investigating442 and 
monitoring443 offences punishable under or pursuant to the Road Traffic Act 1994. These include 
the following offences relating to agricultural or forestry tractors and limited-speed motor vehicles:

• A breach of the prohibition on selling or placing T1-T3444 agricultural or forestry tractors on the 
market by the owner or holder if these vehicles do not hold EC type approval;445 

• Driving without a driving licence. However, a driving licence is not required for driving 
agricultural or forestry tractors and limited-speed motor vehicles.446

433 Machinery (Commodities Act) Decree, Article 3.
434 Police Act 1993, Article 2.
435 Police Act 1993, Article 12.
436 Police Act 1993, Article 13
437 Police Act 1993, Article 14.
438 Police Act 1993, Articles 29 and 31.
439 Police Act 1993, Article 28 (1).
440 Police Act 1993, Article 13.
441 Police Act 1993, Article 13.
442 Road Traffic Act 1994, Article 159 (b).
443 Road Traffic Act 1994, Article 158 (1).
444 See Appendix E for more information on vehicle categories.
445 Motor Vehicle Regulations, Article 4.1.
446 Road Traffic Act 1994, Article 108 (1a).
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• Driving an agricultural or forestry tractor or a limited-speed motor vehicle in breach of the age 
requirement of 16 years;

• As a driver, driving a vehicle (limited-speed motor vehicles447 and agricultural or forestry 
tractors448) or as a vehicle owner or holder allowing a vehicle to be driven, if: 449 
 – the design or construction of the vehicle is defective or if the technical condition of the 

vehicle is in poor in terms of driving; 
 – the construction or design of the vehicle renders the driver’s front or side view inadequate, 

or
 – the vehicle does not satisfy the requirements (referred to as permanent requirements450) 

relating to the design or construction of vehicles in the relevant vehicle category.
• As the owner or holder of a vehicle or a combined vehicle allowing a vehicle to be driven if it 

does not comply with the requirements relating to vehicle use451 (this applies to both agricultural 
or forestry tractors and limited-speed motor vehicles);

• Acting in such a manner as to cause a hazard (or a potential hazard on public roads) or to 
obstruct road users in any way;452 

• As participants in traffic behaving in such a way that a traffic accident attributable to them 
occurs in which another person is killed or sustains serious physical injury, or physical injury 
such that temporary illness occurs or that person is prevented from engaging in normal 
activity.453

K.6 Road transport agency (RDW)
The RDW was established under the Road Traffic Act 1994.454 The RDW’s task include the following455:

• Granting EC or national type approval and individual456 approval to vehicles such as agricultural 
or forestry tractors and granting permission to sell, offer for sale or place components or items 
of equipment on the market and withdrawing permissions. These duties are not performed in 
respect of limited-speed motor vehicles since they do not require approval;

• In certain cases, granting exemptions in respect of the rules imposed on the requirements 
which vehicles are required to satisfy to be permitted on public roads (examples are: width, 
weight and length, where different types of roads can be distinguished457;

• Issuing as well as invalidating driving licences. These tasks are not performed in respect of 
agricultural or forestry tractors and limited-speed motor vehicles because a driving licence is 
not required for driving these vehicles458;

• Monitoring the conformity of vehicles, systems, components, technical units, items of 
equipment and protective measures for road users and passengers with the type for which 
approval was granted (and monitoring the conformity of components and items of equipment, 
for which permission was granted, with the permission granted);

• Monitoring the EC type approval459 of vehicles, including agricultural or forestry tractor types T1, 
T2 and T3.460 In this context the Road Transport Agency is required to observe the regulations 
stipulated in the relevant directives;461 

• Issuing registration numbers for motor vehicles and trailers and issuing registration certificates, 
suspending the validity of registration certificates, validating and invalidating registration 
certificates. These tasks are not performed in respect of agricultural or forestry tractors and 

447 See Appendix E for the definition applied to limited-speed motor vehicles in the Motor Vehicle Regulations.
448 Motor Vehicle Regulations, Divisions 7 and 8 of Chapter 5.
449 Motor Vehicle Regulations, Article 5.1.1
450 Permanent requirements also contain provisions relating to the construction method, dimensions and 

weight, volumes and fuel systems, power transmission, axles, suspension, steering wheel and braking 
system, bodywork, lights and the coupling between vehicles and trailers. 

451 Motor Vehicle Regulations, Article 5.1.2.
452 Road Traffic Act 1994, Article 5.
453 Road Traffic Act 1994, Article 6.
454 Road Traffic Act 1994, Article 4a.
455 Road Traffic Act 1994, Article 4b.
456 Individual approvals from 1 May 2009.
457 Road Traffic Act, Article 149a (2).
458 Road Traffic Act 1994, Article 108 (1a).
459 Motor Vehicle Regulations, Article 3.18 (1).
460 See Appendix E.
461 Motor Vehicle Regulations, Article 3.18 (2).
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limited-speed motor vehicles because there is no requirement stipulating that these vehicles 
should hold a registration number;462 

The relevant persons at the RDW designated by the Ministry of Transport, Public Works and Water 
Management are charged with investigating and monitoring offences under or pursuant to the Road 
Traffic Act to the extent this has been determined by an order in council.463 

K.7 Central Office for Motor Vehicle Driver Testing (CBR) 
The Central Office for Motor Vehicle Driver Testing (Het Centraal Bureau Rijvaardigheidsbewijzen, 
CBR) is a foundation that performs a number of tasks within the scope of driving skills, driving 
courses and developing professional competence standards. The Minister of Transport, Public Works 
and Water Management supervises the CBR.464 The CBR performs various tasks, including the 
following:
• testing driving skills and issuing driving skills certificates;465

• conducting driving skills theory tests and practical driving skills tests;
• maintaining specific data in the driving licences register;466

• placing endorsements on a driving licence;467

• subjecting persons to driving skills and driving aptitude tests;468

• subjecting persons to an educational measure in certain cases and determining the nature of 
the measure;469

• invalidating driving licences in certain cases.470

In cases where the CBR is the designated examination body, the CBR’s tasks are as follows:471 
• developing professional competence tests, including the examination requirements;
• conducting professional competence tests;
• periodically drawing up the framework for periodic training;
• accrediting training centres so that they may hold periodic training programmes and the 

certification of periodic training programmes offered by the training centres;
• performing the supervision of accredited training centres;
• recording test results;
• recording the number of hours of periodic training followed;
• recording certificates of professional competence (CPCs), certificates of periodic training and 

the exchange of foreign driving licences for a Dutch driving licence in the driving licences 
register;

• exchanging foreign driving licences and issuing Dutch driving licences in lieu thereof;
• issuing credits;
• invalidating certificates of professional competence, certificates of periodic training and foreign 

driving licences exchanged for Dutch driving licences.

K.8 Road Authorities
Under the Roads Act, the provinces, municipalities and water boards are obliged to maintain the 
public roads that fall under their management.472 This also applies to the culverts, shoulders and 
shoulder ditches located on or alongside the road. The municipalities and the water boards are obliged 
to ensure that the roads that fall under their management are in good condition.473 Municipalities 
are required to compile a register for each road located outside urban areas, in which information 
is recorded such as the party responsible for maintaining the road and the bridges and culverts 

462 Road Traffic Act 1994, Article 37 (1).
463 Road Traffic Act 1994, Article 159 (b) and Article 158 (1).
464 Road Traffic Act, Article 4z.
465 Road Traffic Act, Article 124.
466 Motor Vehicle Regulations, Articles 85 and 148.
467 Road Traffic Act, Article 124.
468 Road Traffic Act, Article 130.
469 Road Traffic Act, Article 131.
470 Road Traffic Act, Article 132.
471 Driving Licences Regulations, Article 156c.
472 Roads Act, Article 15.
473 Roads Act, Article 16 en 17.
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located on the road as well as the scope of mandatory maintenance.474 If the Dutch State or the 
Dutch provinces are charged with road maintenance, a description of the mandatory maintenance 
is not required to be recorded in the register.475

Pursuant to the Traffic and Transport Planning Act, the provinces are required to adopt one or more 
provincial traffic and transport plans that provide direction for the traffic and transport decisions 
to be adopted by the provinces. The provinces are required to observe the essential elements of 
the National Traffic and Transport Plan (Nationaal Verkeers- en Vervoersplan) in this context. The 
plan is required to contain the main aspects of the traffic and transport policy to be pursued by the 
relevant province.476 

Pursuant to the Traffic and Transport Planning Act the municipalities are required to ensure they 
pursue a coherent traffic and transport policy focused on implementation that provides direction 
for the traffic and transport decisions to be adopted by the municipalities. In this context, the 
municipalities are required to take account of the essential components of the national and provincial 
traffic and transport plans and the policy pursued by their neighbouring municipalities.477 

K.9 Minister of Transport, Public Works and Water Management478

The Minister of Transport, Public Works and Water Management is responsible for introducing laws 
and regulations for road traffic. In this context, the Minister is also bound to European Union (EU) 
directives, such as Directive 2003/37/EC (Directive on the type-approval of agricultural or forestry 
tractors and trailers), Directive 2003/59/EC (Directive on the initial qualification and periodic training 
of drivers of certain road vehicles intended for the carriage of goods and passengers), Directive 
98/37/EC and Directive 2006/42/EC (Directives on Machinery).

The Minister is authorised to assign duties to the RDW supplementing those referred to in the Road 
Traffic Act 1994.479 The Minister can provide the RDW general directions for the purpose of performing 
the duties assigned to the Road Traffic Agency. If the directions relate to the performance of duties 
assigned under or pursuant to laws other than the Road Traffic Act, the directions require approval 
from the ministers holding primary responsibility for the relevant laws.480 If the Minister’s deems 
that the RDW is no longer performing its duties properly, the Minister may decide that the RDW is 
no longer entitled to the powers connected with those duties. In that case the relevant powers will 
be transferred to the Minister.481

The Minister may stipulate in regulations which vehicle categories, systems, components, technical 
units, items of equipment and protective measures for road users and passengers require approval 
to be permitted on public roads.482 This was implemented in the Motor Vehicle Regulations, in 
which this obligation – in respect of agricultural and construction vehicles – only applies to the 
agricultural tractor category and not to the limited-speed motor vehicle category, in which self-
propelled equipment is categorised.

Pursuant to the Roads Act the Minister of Transport, Public Works and Water Management is obliged 
to maintain the public roads that fall under the management of the Dutch state.483 This also applies 
to the culverts, shoulders and shoulder ditches located on or alongside the road. Municipalities are 
required to compile a register for each road located outside urban areas, in which information is 
recorded such as the party responsible for maintaining the road, the bridges and culverts located 
on the road as well as the scope of mandatory maintenance.484 If the Dutch State or a province is

474 Roads Act, Article 30.
475 Roads Act, article 31.
476 Traffic and Transport Planning Act, Article 5.
477 Traffic and Transport Planning Act, Article 8.
478 Point of departure is the division of the policy areas over the Ministries on 6 October 2006.
479 Road Traffic Act 1994, Article 4b (2b).
480 Road Traffic Act 1994, Article 4c.
481 Road Traffic Act 1994, article 4x.
482 Road Traffic Act 1994, Article 21 (1).
483 Roads Act, Article 15.
484 Roads Act, Article 30.
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charged with road maintenance, a description of the mandatory maintenance is not required to be 
recorded in the register.485 

Pursuant to the Traffic and Transport Planning Act, the Minister of Transport, Public Works and 
Water Management is required to prepare a national traffic and transport plan in coordination with 
the provinces and municipalities.486 The plan is required to contain the main traffic and transport 
policy aspects and should take account of potential economic, environmental, spatial planning and 
socio-economic as well as international developments.487

K.10 Health and Safety Inspectorate
The Health and Safety Inspectorate forms part of the Ministry of Social Affairs and Employment and 
is charged with monitoring compliance with occupational protection legislation. The most important 
legislation in this context is the Working Conditions Act (and the Major Accidents [Risks] Decree) 
and the Working Hours Act. In implementing the relevant legislation, the Inspectorate’s tasks 
include verifying the presence of certificates, risk assessments and evaluations (RI&Es) and specific 
operational instructions. 

The Inspectorate is also charged with assessing the enforceability and feasibility of proposed laws 
and regulations. 

In addition to monitoring compliance with laws and regulations, the Health and Safety Inspectorate 
investigates the following:
• reports of occupational accidents requiring notification;
• reports of serious accidents involving hazardous substances (major hazards); 
• complaints made by employees or third parties about their working conditions and/or working 

hours;
• complaints and tips regarding labour market fraud (illegal employment and payment below the 

statutory minimum wage). 

The Health and Safety Inspectorate takes enforcement measures where these investigations reveal 
infringements or criminal offences.

As stated earlier, employers are also required to take measures to protect persons other than 
employees against any potential danger that may arise while performing work at the business or in 
the immediate vicinity thereof488. The term business should be viewed in a broader context.489 For 
example, when driving on a public road while performing work or in connection with work, or when 
performing work on a public road, measures are required to be taken for instance to protect road 
users against the potential hazards arising from the work. 

Road traffic accidents occurring on public roads, involving one or more employees who were 
performing their work at the time of the accident, in principle fall under the notification requirement 
within the framework of the Working Conditions Act. In day-to-day practice, the police investigates 
accidents of this nature pursuant to the Road Traffic Act 1994. The Health and Safety Inspectorate 
does not enforce the notification requirement relating to occupational accidents that occur on public 
roads. However, should road traffic accidents nevertheless be reported, for instance by a casualty, 
these are registered by the Health and Safety Inspectorate but are not dealt with. Since road traffic 
legislation also applies, the investigation is passed on to the police See the instruction below for 
more details.490

485 Roads Act, Article 31.
486 Traffic and Transport Planning Act, Article 2.
487 Traffic and Transport Planning Act, Article 3.
488 Working Conditions Act, Article 10 (1).
489 Working Conditions Act (14).
490 Instructions relating to the enforcement policy of the Health and Safety Inspectorate under the Working 

Conditions Act, Part/Section 1.4.
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1.4 Road traffic accidents

1.4.1 General

The definition applied to accidents in Article 1 of the Working Conditions Act excludes commuter 
traffic accidents and they therefore do not fall within the area monitored by the Health and Safety 
Inspectorate.
Road traffic accidents on public roads involving one or more employees who were performing 
their work at the time of the accident (for example drivers and agents) fall within the scope of the 
notification requirement. However, under the Road Traffic Act in day-to-day practice the police 
investigate these types of accidents. The non-notification of occupational accidents that occur on 
public roads is not enforced. If road traffic accidents are nevertheless reported, by a casualty for 
instance, these are registered but are not dealt with. Since road traffic legislation also applies, 
the investigation is passed on to the police who possess the required expertise. If the police or 
the Public Prosecutor requests the Health and Safety Inspectorate to investigate the accident, the 
Inspectorate obviously deals with the matter.

In this context reports of accidents handled by the Health and Safety Inspectorate relate to the 
following:
• road traffic accidents on (enclosed) business premises;
• accidents occurring while loading or unloading, and
• accidents occurring when performing work on public roads, or as a consequence of work 
performed on public roads. In this context, a particular focus is placed on accidents involving 
road workers or railroad workers.

These kinds of accidents must always be reported.
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construction vehicles

Organisations that use agricultural or construction vehicles
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Road safety of agricultural and construction vehicles
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Other external influences

Management

Ministry of Transport, Public Works and Water Management
Responsible for road traffic safety policy and the relevant laws.
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Service Traffic and Shipping (DVS) 
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APPENDIX M:  ESTABLISHING THE FIELD OF VISION FOR AGRICULTURAL 
TRACTORS

Source:  Directive 2008/2/EC on the field of vision and windscreen wipers for wheeled agricultural 
or forestry tractors

  Field of vision
Definitions and regulations

1.  defInItIons

1.1.  Field of vision
Field of vision means all forward and lateral directions in which the driver of the tractor can see.

1.2.  Reference point
Reference point means the position, fixed by convention, of the tractor driver’s eyes notionally 
located at a single point. The reference point is situated in the plane parallel to the longitudinal 
median plane of the tractor and passing through the centre of the seat, 700mm vertically above 
the line of intersection of that plane and the surface of the seat and 270mm in the direction of the 
pelvic support from the vertical plane passing through the front edge of the surface of the seat and 
perpendicular to the longitudinal median plane of the tractor (Figure 1). The reference point thus 
determined relates to the seat when unoccupied and fitted in the central position specified by the 
tractor manufacturer.

1.3.  Semi-circle of vision
Semi-circle of vision means the semi-circle described by a radius of 12m about a point situated in 
the horizontal plane of the road vertically below the reference point, in such a way that, when facing 
the direction of motion, the arc of the semi-circle lies in front of the tractor, while the diameter 
bounding the semi-circle is at right angles to the longitudinal axis of the tractor (Figure 2).

1.4.  Masking effect
Masking effect means the chords of the sectors of the semi-circle of vision, which cannot be seen 
owing to structural components such as roof-pillars, air intakes or exhaust stacks and the frame of 
the windscreen.

1.5.  Sector of vision
Sector of vision means that part of the field of vision bounded by:
1.5.1.  at the top, by a horizontal plane passing through the reference point;
1.5.2.  in the plane of the road, by the zone lying outside the semi-circle of vision, and forming the 
continuation of the sector of the semi-circle of vision, the chord of which is 9,5 m long, perpendicular 
to the plane parallel to the longitudinal median plane of the tractor passing through the centre of the 
driver’s seat and bisected by that plane

1.6.  Swept area of the windscreen wipers
 Swept area of the windscreen wipers” means the area of the outer surface of the windscreen swept 
by the windscreen wipers.
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2.  requIrements

2.1.  General
The tractor is required to be constructed and equipped in such a way that, in road traffic and in farm 
and forest use, the driver has an adequate field of vision, under all the usual conditions pertaining to 
highway use and to work undertaken in fields and forests. The field of vision is considered adequate 
when the driver has, as far as possible, a view of part of each front wheel and when the following 
requirements are fulfilled;

2.2.  Checking the field of vision

2.2.1.  Procedure for determining masking effects

2.2.1.1.  The tractor must be placed on a horizontal surface as shown in Figure 2. On a horizontal 
support level with the reference point, there must be mounted two point sources of light, e.g. 
2 × 150 W, 12 V, 65mm apart and symmetrically located with respect to the reference point. The 
support must be rotatable at its centre point about a vertical axis passing through the reference 
point. For the purpose of measuring the masking effects, the support must be so aligned that the 
line joining the two light sources is perpendicular to the line joining the masking component and the 
reference point.

The silhouette (deepest shadow) overlaps projected on to the semi-circle of vision by the masking 
component when the light sources are switched on simultaneously or alternately must be measured 
in accordance with point 1.4 (Figure 3).

2.2.1.2. Masking effects must not exceed 700mm.

2.2.1.3. Masking effects due to adjacent structural components over 80mm in width must be so 
configured that there is an interval of not less than 2200mm — measured as a chord of the semi-
circle of vision — between the centres of two masking effects.

2.2.1.4. There may be no more than six masking effects in the semi-circle of vision and no more 
than two inside the sector of vision defined in point 1.5.

2.2.1.5. Outside the sector of vision, masking effects exceeding 700mm but not exceeding 1500mm 
are, however, permissible if the components causing them cannot be redesigned or relocated: on 
each side there may be a total of either two such masking effects, one not exceeding 700mm and 
the other not exceeding 1500mm, or two such masking effects, neither exceeding 1200mm.

2.2.1.6. Blind spots caused by type-approved rear-view mirrors may be disregarded if the design of 
these mirrors is such that they cannot be installed in any other way.

2.2.2. Mathematical determination of masking effects for binocular vision:

2.2.2.1. As an alternative to the procedure set out in point 2.2.1, the acceptability of individual 
masking effects can be determined mathematically. The requirements of points 2.2.1.2 to 2.2.1.6 
apply in respect of the size, distribution and number of the masking effects.

2.2.2.2. For binocular vision with an inter-ocular distance of 65mm, the masking effect expressed 
in millimetres is given by the formula:
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in which:
a   is the distance in millimetres between the component obstructing vision and the reference point 

measured along the visual radius joining the reference point, the centre of the component and 
the perimeter of the semi-circle of vision;

b   is the width in millimetres of the component obstructing vision measured horizontally and 
perpendicular to the visual radius.

2.3.   The test methods referred to under point 2.2 may be replaced by other methods 
if the latter can be shown to be equivalent.

2.4.  Transparent area of the windscreen
For the purpose of determining the masking effects in the sector of vision, the masking effects due 
to the frame of the windscreen and to any other obstacle may, in accordance with the provisions of 
point 2.2.1.4, be considered as a single effect, provided that the distance between the outermost 
points of this masking effect does not exceed 700mm.
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APPENDIX N:  SUMMARY OF TNO INVESTIGATION INTO VISIBILITY AND 
RECOGNISABILITY

Tractor visibility – Literature study, calculation models and a field experiment
Date 15 April 2010 (version 08)
Authors J.W.A.M. Alferdinck and Dr E.S. Wilschut (TNO Defence, Security and Safety)
Project number: 032.31281

Problem definition
Each year, on average accidents involving agricultural vehicles in the Netherlands result in almost 
18 fatalities and 93 hospital admissions. Unlike other road traffic accidents, the number of casualties 
involved in these types of accidents has not declined in recent years. The comparative severity of 
accidents involving agricultural vehicles is therefore increasing. 

Almost 40% of all accidents between agricultural vehicles and passenger cars occur during darkness. 
The Dutch Safety Board asked Dutch research organisation TNO to investigate why such a large 
number of these accidents occur during darkness.

Procedure
The investigation was divided into three parts. A literature study examined to what extent standards 
exist for the lights and markings on agricultural and construction vehicles, and whether any previous 
investigation had been conducted on the detection and recognition of agricultural and construction 
vehicles during darkness.

By means of an existing model of visual observation the distance at which the different lights 
on the front of agricultural tractors are visible was then calculated. If all lights are visible, the 
agricultural tractor’s width can in any case be estimated and the agricultural tractor will in principle 
be recognised as such.

To conclude, a field experiment was performed to test the calculation models and to check whether 
anything unforeseen occurred on the road in practice. Two different tractors, one of which was 
coupled to an automatic planter, were placed on the road. The subjects approached the front of 
the tractor and had to indicate at which distances various vehicle components were visible and at 
what distance the vehicle was recognisable as an agricultural vehicle. The detection and recognition 
distances measured were compared with the stopping distance for motorists.

Light source
Light source

Small tractor Large tractor + 
automatic planter

Left dipped headlight)* 167 2683
Right dipped headlight)* 167 2683

Left wide-beam light 18.0 21.8
Right wide-beam light 17.4 20.3

Left wide-beam light of 
automatic planter - 2.57

Right wide-beam light of 
automatic planter - 2.73

Table 13: The measured luminous intensities of the lights of the tractors during the field experiment

)* The luminous intensities of the left and right dipped headlights were identical because the 
luminous intensity was calculated based on the measurement of the combined luminous intensity. 
The distance between the dipped headlights was too small to be able to measure these individually. 
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Results
The literature study found that in the Netherlands and in most other European countries, at night at 
least two dipped headlights and two wide-beam lights should be visible at the front of an agricultural 
tractor. The wide-beam  lights may not be mounted more than 40cm from the exterior of the tractor. 
Implements that are wider than the agricultural tractor and are coupled to an agricultural tractor 
are required to carry red and white retroreflective signs at the front and rear. In order to be able 
to assess the distance and the speed of agricultural tractors properly during darkness, the lights 
should immediately be recognised as those of an agricultural tractor. The small distance between 
the dipped headlights may lead to overestimating the distance.

A dipped headlight on an agricultural tractor with approved lights could radiate a factor of 100 
more light than the wide-beam lights. As a result, the wide-beam lights could be outshone causing 
the recognisability of the agricultural vehicle to deteriorate. 

The calculation models showed that wide-beam lights on the front of agricultural tractors, which 
satisfy the statutory requirements, are visible at a distance of at least 500 metres. However, they 
should be mounted at a sufficient distance from the dipped headlights.

It emerged from the field experiment that wide-beam lights on agricultural tractors and coupled 
implements are visible at distances ranging between 400-650 metres. However, the vehicle is not 
yet fully recognisable as an agricultural vehicle. Only when the dipped headlights are detected 
separately and more details of the tractor and the implement are visible, were the subjects certain 
that it was an agricultural vehicle. Depending on the luminous intensity of the lights and the 
visibility of a flashing light, this occurs at distances ranging between 70-160 metres. In cases where 
wide-beam lights with a low luminous intensity are combined with dipped headlights having a high 
luminous intensity, the recognition distance falls below the required stopping distance of 93 metres.

Figure 39: The visibility distances of the wide-beam lights, separate dipped headlights, the vehicle 
and tires during the field experiment. The distribution figures represent the Standard Error of the 
Mean or SEM). 

Conclusion
In conditions where the agricultural tractor’s wide-beam lights had a low luminous intensity and the 
dipped headlights a high luminous intensity, the recognisability of the vehicle can be inadequate. 
It is therefore recommended that the minimum required luminous intensity of wide-beam lights be 
increased to at least 20cd and that the setting of the dipped headlights be checked regularly.
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APPENDIX O:  LEAFLET ON AGRICULTURAL AND CONSTRUCTION TRAFFIC FOR 
TOURISTS IN THE PROVINCE OF ZEELAND

  
1
7
7
 

 B
IJ

L
A

G
E
 O

: 
B

R
O

C
H

U
R

E
 (

L
A

N
D

)B
O

U
W

V
E
R

K
E
E
R

 V
O

O
R

 T
O

E
R

IS
T
E
N

 I
N

 Z
E
E
L
A

N
D

 
 

 



180

  
1
7
8
 

 



181

APPENDIX P: TAKING THE AGRICULTURAL TRACTOR TO SCHOOL

Motoring to school by tractor is great 
www.destentor.nl, Friday, 12 February 2010 

HARDENBERG – It’s too cold to cycle to school and it’s unpleasant driving on icy roads. That’s if 
you’re old enough to hold a driving licence.
Luckily there’s an alternative for some of the students at schools in Hardenberg: a tractor. Not 
all of these workhorses operate on the farm in wintertime.The car park alongside Parkweg (close 
to De Groene Welle Agricultural Training Centre) offers space to a motley collection of tractors. 
Some models even look as if they’ve come straight from the Oldtimer Club. One thing you cannot 
help but notice is that not a single driver has placed a parking card on the front windscreen. 

The parking spaces on Parkweg near the Hardenberg city centre are not the sole domain of 
motorists. Students go to school by tractor. Photo Wim de Jonge

Going to school by tractor every day 
Joachim (17) feels safer on a tractor than on a bicycle 
www.nieuwsblad.be, Tuesday, 23 March 2010, by Mathias Van Assche and Bart Kerckhove

Going to school by tractor every day. Photo Marc Herremans

HALLE – His brother prefers a bicycle but Joachim Van Bellinghen thinks it’s boring and tiring. 
That’s why the 17-year-old student motors to his school in Halle by tractor every day, a six-
kilometre journey. Mathias Van Assche and Bart Kerckhove 
Joachim Van Bellinghen studies industrial sciences at Don Bosco Institute in Halle and it’s his final 
year. When he turns into the street it’s difficult to see anything next to him. All cars and even 
pedestrians need to make way for a large agricultural vehicle.
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Easy parking
Joachim stops his monster near the school gate for our interview. Even bus drivers are surprised 
when they see him park the tractor effortlessly. “I always park a few streets away otherwise I 
would obstruct the traffic too much,” says the student. “My aunt used to take my younger brother 
and me to school by tractor and she always picked us up afterwards as well,” explains Joachim. 
“But this school year my brother decided to go to school by bicycle from now on. Since the bus 
stop is two kilometres from our house and I don’t like biking – I find it boring and tiring – one day,
I decided to take the tractor. I thought it was great and since then I’ve been going to school by 
tractor every day. It’s quite handy too because while I do hold a category G driving licence to 
drive an agricultural vehicle, I don’t yet have a category B driving licence to drive a passenger 
car. My father also prefers me not to go by bike. My driving position is high and I’m safe in my 
tractor. 

Six kilometres
“The school in Halle is only six kilometres from where I live in Bellingen. It only takes me 15 
minutes altogether to get there. At first, my friends found it rather odd that I went to school 
in such a big vehicle. Now, they think its cool and they often make jokes about it.”Meanwhile 
Joachim has become an experienced tractor driver. “Apart from my daily trip to school, I also 
drive it often. I occasionally drive the tractor to grab a pint or drop by to see a friend. I once gave 
a friend of mine a lift because he had no transport. Last summer I drove the tractor to my holiday 
job at Colruyt. At the time I was even sometimes accosted by customers about it.”Joachim’s 
father is an industrial engineer and he’s mainly engaged in growing maize in his spare time. “We 
have our own small plot of land but we mainly work on my godmother’s field. I often have to help 
in my spare time and then I also drive the tractor,” says Joachim.

Despite the terrible accident in Bocholt last week, where a tractor ploughed into a group of 
cyclists resulting in four fatalities, Joachim did not change his driving style: “My natural instinct 
is to drive quite calmly. I’ve only been involved in two accidents and in both cases I was not at 
fault. The cars simply ran into me. My tractor can drive at a top speed of 46 kilometres an hour. 
That’s more than enough because the maximum permissible speed is 45 kilometres an hour. As 
a tractor driver you have to be very alert. My tractor will suffer little damage in a crash but the 
other vehicles will be damaged all the more severely.” 
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APPENDIX Q: THE PROLONGED UNSAFETY OF MAIN REGIONAL ROADS

Safety Study published on 30 June 2005

In June 2005 the Dutch Safety Board published a report on the Prolonged Unsafety of Main Regional 
Roads (Langdurig Onveilige Regionale Hoofdwegen). The Consideration, Recommendation as well 
as the Response from this report follow. The full report can be consulted on: www.onderzoeksraad.
nl/docs/rapporten/2005005e_The_prolonged_unsafety_of_main_regional_roads.pdf

consIderatIon

1. Reason for the thematic study
Sometimes in the media the term death trap appears to refer to a road that has long been known 
as being dangerous. In 2001 the predecessor of the Dutch Safety Board, the Dutch Transport 
Safety Board (Raad voor de Transport Veiligheid) published a report on such a road: the N-31 
(Zurich-Harlingen). Following a serious accident (five fatalities), the Dutch Transport Safety Board 
investigated the road and concluded that, although the road administrator knew how the safety 
of the road could be considerably improved, the decision-making about a structural approach to 
the problem had been stagnating for years. In summer 2001, the Safety Board also investigated 
another road, the N-(3)48 (Hoogeveen–Ommen), after a series of fatal accidents had occurred. Here 
again, the danger had existed for years and the decision-making processes were slow. The Dutch 
Transport Safety Board decided at the time not to investigate one particular road but to carry out a 
thematic study on the underlying causes of the general prolonged unsafety of regional main roads. 

A preliminary investigation showed that, in all of these regions, there are roads that are known for 
their prolonged unsafety. Almost all of these unsafe roads are main regional roads: roads that are 
major traffic arteries within a region. The category of main regional roads includes roads officially 
designated as trunk roads; moreover, it includes main regional roads that officially are not trunk 
roads but that either fulfil the same function (through traffic) or resemble a trunk road. Seven of 
these main regional roads were selected for this investigation. On these seven roads, on average 23 
are people killed and 254 are injured each year. The statistics for the risk of danger on these roads 
are about twice to four times as high as the average risk on trunk roads. Trunk roads have been 
chosen as standard because as stated the main roads investigated carry the official status of a trunk 
road, closely resemble a trunk road, or have the same function (through traffic).

By citing the accident statistics for the seven roads investigated, it is not intended to designate 
these seven roads as the top seven most dangerous roads, but rather to show that they are clearly 
more dangerous than average. It can be established that it is unnecessary for so many people to be 
killed or injured on these roads because it is known how the roads could be constructed differently 
so as to prevent at least some of the accidents. The Board wondered why no action was taken. 

The analysis of the policy-making and decision-making processes surrounding these seven selected 
roads as well as the analysis of the policy, legal and governmental frameworks show that, in 
addition to the fact that making decisions about the infrastructure is inherently complex; there are 
a number of additional factors that contribute to the prolonged unsafety of main regional roads. 
The most important underlying factor, according to the Board, is the division that exists between 
road administration on the one hand, and the responsibility for road safety policy, on the other.

2. Road administration primarily focuses on maintenance 
The division between administration and policy has resulted in the road administrators limiting 
themselves to the maintenance of the relevant roads. It appeared that the road administrators 
responsible for the roads investigated were not systematically concerned with the relation between 
accidents and the characteristics of the road. And, if an individual accident is investigated, the 
analysis is limited to possible maintenance flaws. The relevant road administrators generally have no 
insight into the extent to which the road deviates from the prevailing guidelines (that were drawn up 
on the basis of the Sustainable Safety philosophy and are summarised in the Road Design Manual). 
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Consequently, the state-of-the-art of safe road design is not applied to existing roads. Moreover, 
in respect of roads, which are managed by more than one road administrator (this was the case 
in three of the seven roads investigated), it was found that the individual managers maintain their 
own stretches of road and that there is no collective and consistent view of the road’s function and 
design, or of how this was created.

3. The safety of roads as part of general traffic and transport policy 
Policy related to the safety of roads (thus more or less independent of road administration) is an 
integral part of the general traffic and transport policy that encompasses both road safety policy 
and infrastructure policy. The system of providing financing to decentralised governing bodies is 
linked to this: government money earmarked for the regional infrastructure, road safety and, for 
example, public transport is paid as a lump sum to the decentralised governing bodies (as set forth 
in the Brede Doel Uitkering, an act passed in 1995, which stipulates that these benefits will be paid 
to the provinces annually). As a result, at the level of policy-making, the safety of roads competes 
not only with other aspects of road safety but also with other objectives in the area of traffic and 
transport. It is very difficult for the safety of roads to compete here because this is governed only by 
guidelines and not by mandatory standards, as is in fact the case for the environment, for instance, 
to which legal standards for air and water pollution for example apply. 

4. Factors taken into consideration in road administration are not transparent 
The fact that road administration is concerned primarily with maintenance and because of the 
difficult position of the policy relating to safe roads compared to other policy objectives, the factors 
considered when adjusting roads for the purpose of increasing safety are non-existent or only 
implicit. The Board found that there was a lack of transparency in the policy-making and decision-
making processes relating to making safety adjustments. Consequently, the results of the decision-
making processes are not optimal from a road safety perspective nor, perhaps, from a broader 
perspective (but that was not investigated). 
 
Taken together, all of the above means that a combination of various – independently justifiable – 
choices has resulted in a policy-making or decision-making process in which the considerations given 
to the safety of roads is insufficient or, at any rate, not sufficiently transparent. More specifically, 
the Board focuses on the following: 
1. decentralisation, which leads to the various authorities being free to choose the way in which 

they plan to achieve general road safety targets; 
2. the related choice of not drawing up legal minimum requirements for the safety of infrastructure; 
3. the division present in every layer of government between policy related to the safety of roads 

and the operational, maintenance-oriented interests of road administration. 

5. Possibilities for improvement 
The Safety Board is of the opinion that it is essential to improve the position of safety in both the 
policy-making and decision-making processes relating to road infrastructure. The Board believes 
that there are two important possibilities for achieving improvements. 

Firstly, a safety assurance system should be introduced to road administrators (at both the 
Directorate General for Public Works and Water Management and at provincial level). The 
government justifiably expects companies who cause safety risks to apply a safety assurance 
system in order to be able to analyse and manage these risks (industry). Road administrators can 
also be expected to apply such a safety assurance system. This involves formulating specific goals 
for the future design and safety of all of the main regional roads based on the function as well as a 
risk assessment of these roads. 

Secondly, the Minister of Transport, Public Works and Water Management should be more adamant 
in the demands it can make on the infrastructure and road safety. To improve the chances of safety 
in the decision-making process, the Board advocates the following: 
• establishing minimum requirements for safe infrastructural design; 
• making a safety assurance system an integral part of road administration. 
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Even though it now appears that the number of casualties in 2004 will approximate the goals set 
for 2010 and that the Netherlands remains one of the safest countries in Europe in terms of road 
safety, the possibilities for improvement must be exploited as much as possible. The estimation 
made by the Dutch National Road Safety Institute, SWOV, which states that the number of traffic 
fatalities can be reduced to about 350 per year, is still valid. An important prerequisite for this is 
actually implementing the principles of Sustainable Safety that have already been agreed upon. It 
is the responsibility of both the national government (as the party responsible for the system) and 
the road administrators to do everything in their power to actually prevent avoidable accidents and 
casualties. The Board would like to add that sometimes too much emphasis is placed on fatalities; 
with regard to the injured, the situation could even be worse than reflected in statistics. 
 
Making every possible effort is completely in line with the views of the Minister of Transport, Public 
Works and Water Management on safety. In the Ministry of Transport, Public Works and Water 
Management’s Views on Safety (2002), the first core element is described as follows: ‘striving to 
permanently improve safety, for which intermediate goals and standards can be used as milestones. 
And even after the goals have been achieved, the measures that have a positive effect on safety may 
not be neglected’. The recommendations made by the Board give substance to these (collective) 
efforts to permanently improve road safety. 

recommendatIons and resPonses

Two recommendations were formulated in the report published on 30 June 2005. All the responses 
to the recommendations were received.

Recommendation 1 
Road administrators (both national and provincial) are advised to take more explicitly into account
the issue of safety in the management and maintenance of roads, for example by introducing a safety 
assurance system. Important aspects of the intended safety assurance system are establishing 
target situations for each main regional road, if it is not possible to meet the target situation the 
road administrator should make transparent the factors being considered, and monitoring and 
analysing accidents or performing analyses. 

Response received from the Minister of Transport, Public Works and Water Management 
(received on 27 September 2005)
In her response the Minister of Transport, Public Works and Water Management disputed the fact 
that no systematic approach was applied. She substantiated this as follows. 
• in road construction, alternative solutions are assessed based on the road safety effects;
• a number of projects to be implemented up to 2010 (N31 and N61) were initiated primarily in 

the interests of road safety;
• she is implementing small work improvements in the areas of management and maintenance. 

The Directorate General for Public Works and Water Management is currently taking stock of 
the safety shortcomings of main roads.

Response received from the Interprovincial Consultation Platform (IPO) and the 
individual provinces (IPO’s response was received on 8 September 2005 and the responses from 
the provinces were received in the period September – December 2005)
In their responses the IPO and the individual provinces discussed the different elements of a safety 
assurance system as described in the explanatory notes. Their responses show that they believe 
that they have carried out, or have partially carried out the recommendation entailing taking account 
of safety more explicitly (for instance by introducing a safety assurance system), for the following 
reasons:
• they take as a basis the target situations as set out in the Road Design Manual using the 

Essential Recognisability Characteristics as the starting point;
• they assess the safety effects for construction projects and in doing so take other aspects into 

consideration;
• they monitor and analyse accidents and assume the consequences thereof (in this context a 

number of provinces expressed their concern about the increasingly limited number of accidents 
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recorded by the police for the purpose of the road accident register compiled by the Traffic and 
Transport Advisory Service of the Ministry of Transport, Public Works and Water Management.

A number of provinces and the IPO endorse the recommendation that an improvement can be 
made in terms of making transparent the choices made and considerations weighed and stated 
that they would adopt this aspect of the recommendation.

Recommendation 1 (continued)
In connection with the above, it was recommended that the Minister as the party responsible for 
road safety should promote a safety assurance system among the road administrators.

Response received from the Minister of Transport, Public Works and Water Management 
(received on 27 September 2005)
The Minister endorses this recommendation. She stated in her response that she would agree 
targets with the road administrators and will monitor progress thereof. 

Conclusions relating to follow-up
In her response the Minister did not follow up on elements of the intended safety assurance system 
as described in the explanatory notes to the recommendation. This prompted the Board’s question 
about whether there is a difference in view about what the Board and the Minister define as a safety 
assurance system (particularly the difference between safety and a safety assurance system). Based 
on the response received from the IPO and a number of individual provinces it can be assumed that 
they will follow up on the recommendations, to the extent they have not already done so.

Recommendation 2
It is recommended that the Minister of Transport, Public Works and Water Management - as the party 
responsible for the road safety system - impose minimum safety requirements on infrastructural 
design. In this connection, the Minister should indicate which Road Design Manual requirements should 
be designated as (legally) mandatory from a safety point of view. In addition, it is recommended that 
the Minister link these mandatory requirements to a form of independent supervision. 

Response from the Minister of Transport, Public Works and Water Management (received 
on 27 September 2005)
The Minister of Transport, Public Works and Water Management (as well as a number of provinces 
and the IPO) stated in their responses that they opposed imposing statutory minimum requirements 
on infrastructural design. The arguments put forward included the fact that the Mobility Policy 
Document stipulates clear safety frameworks and that safety should be weighed up in conjunction 
with other interests and that tailoring is required (by imposing minimum requirements, all roads 
would need to satisfy these requirements, even roads not having safety issues).

Conclusions relating to follow-up
The arguments put forward by the Minister, the IPO and a number of provinces entailing not 
following up on the response had already been acknowledged in the Board’s report. The report in 
fact highlights that safety is a difficult aspect when weighing up other interests. After all, the safety 
of roads is governed only by guidelines and not by mandatory standards, as is the case for the 
environment, to which legal standards for air and water pollution for example apply. A difference 
in view appears to exist on this point between the Minister, the IPO, the provinces and the Board.

Final conclusion
The Minister of Transport, Public Works and Water Management and the provinces are of the opinion 
that they already largely operate in accordance with the recommendations. The report did result in 
the Minister announcing in her official response that she would increase the relevant budgets and 
in IPO announcing that it will apply the recommendation relating to making transparent the choices 
and considerations in respect of deviating from target situations.

Following the Minister of Transport, Public Works and Water Management’s response, the Board 
chose to hold a meeting with management level representatives from the above ministry (about not 
following up on the recommendation relating to a safety assurance system and the minimum safety 
requirements). The Board’s purpose in holding the meeting was to explain what the recommendations 
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mean and to find out whether the response may perhaps have been caused by a difference in views 
about the implementation of a safety assurance system. The meeting has meanwhile taken place 
and has resulted in improving the mutual understanding of the Board’s recommendations and the 
response given by the Minister of Transport, Public Works and Water Management.
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