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Legal and Regulatory
Measures to Promote
Sustainable
Transport How can legal and regulatory mea-

 sures be used innovatively to pro-

mote sustainable transport in cities? How

can legal and regulatory measures contri-

bute to a long-term balance between the

growing demand for mobility and the need

to respect spatial, environmental, social and

economic constraints?

How can legal and regulatory measures be

effective and how can they safeguard the

quality of urban life today and in the fu-

ture?

This brochure shows some 'best practice'

in legal and regulatory measures in favour

of more sustainable transport in cities. It

aims to inform local authorities, urban plan-

ners and transport professionals of the

possibilities in this field. The following pa-

ges contain:

• an overv iew of  the LEDA database,  a imed at

urban authorities. This contains a query system

enabling users to search for specif ic measures

and identify pitfalls to be avoided, prerequisites

for success, public acceptance, enforcement is-

sues, etc. ;

• a description of 20 less well known but effective

legal and regulatory measures that were studied

in depth;

• guidelines for the assessment of the transferabi-

l i ty of such measures;

• an analysis of the transferability results.
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> project definition

This brochure was developed as part

of the LEDA project. LEDA stands for

Legal and Regulatory Measures for Sus-

tainable Transport in Cities. It is a research

project supported by the European Com-

mission, Directorate General for Transport

(DG VII), within the Transport RTD Pro-

gramme. It started in January 1998 and

ended in September 1999. LEDA involved

a consortium of 15 partners from 9 EU coun-

tries and 5 accession states (a full list of

the LEDA partners is at the end of this

brochure).

What was the reason for setting up the

LEDA project? Traffic problems are omni-

present in European conurbations.

Congestion, safety, environmental

problems and dispersed land use, all call

for solutions.

Legal and regulatory measures can chan-

ge the demand pattern in favour of

sustainable modes like public transport,

cycling and walking, and as such can

reduce urban traffic problems and their

negative impacts.

Legal and regulatory measures were the

main focus of the LEDA project. The main

component of legal and regulatory measu-

res lies in a new (or amended) law or regu-

lation. An example could be a bicycle prio-

rity street (or cycle road), which permits

entry to cars and lorries with destinations

in the street, but requires them to give way

What is LEDA?
to cyclists at all times. The users are

warned by a regulatory 'cycle road' sign,

placed at the entrance to the street.

Although LEDA is primarily concerned

with pure legal and regulatory measures,

the project has also looked at other kinds

of measures which can have an important

legal and regulatory component. Building

a bus lane, for example, is clearly an infra-

structure measure, but dividing the availa-

ble space in a street by assigning a bus

lane (and thus reducing the space for cars)

is primarily a regulatory measure. Further-

more, the rules for using the lane can differ

between countries. The times that the

rules apply may be restricted (e.g. peak

hours only); the list of other eligible lane

users (e.g. taxis, car-pool members,

cyclists, etc.) may vary.

LEDA has identified that legal and regula-

tory measures are most effective when they

are embedded in a total transport planning

policy. Consequently, the project dealt with

legal and regulatory measures at different

levels:

• pure legal and regulatory measures;

• legal and regulatory measures
combined with

• infrastructure measures;

• f inancial measures;

• awareness and information measures.

LEDA looked at these kinds of measures

within the traffic and transport sector. The

project also examined laws and regula-

tions in related areas such as land use,

energy and the environment in order not

to miss interesting but less well-known

regulations. The main focus has been on
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Overview of
the Database

The LEDA database is designed to be

used by transport specialists in ci-

ties, and urban authorities at local, regio-

nal and national level. The database con-

tains legal and regulatory measures

studied in more than 40 cities across Eu-

rope. The aim was to cover at least one

city in each member state and in the follo-

wing states in Eastern Europe: Czech Re-

public, Hungary, Poland, Slovakia and

Slovenia.

The database contains sections giving in-

formation on each city and a description

of each measure. The first provides the

user with information on the city’s struc-

ture and background. The second gives a

comprehensive overview of all the mea-

sures that have been examined within the

LEDA project.

> database

measures that are relevant in towns and

cities. The research and activities of the

LEDA consortium were reviewed by 4

regional user groups with representatives

from cities, local authority associations and

other interest groups. Their valuable

contribution covered issues such as the

selection of topics for consideration

within the analysis of measures; proposing

cities and measures to be investigated;

assessing the transferability of a sample

of measures to their own locality; and

monitoring the practical relevance of the

project on an ongoing basis.

The LEDA project provides information about the suc-

cessful implementation of legal and regulatory measu-

res in a city. The project answers the following questions:

What special effects do these measures have?

Is it possible to implement this measure in my city?

How can a measure be transferred to another city?

Which accompanying measures need to be implemented?

What is the public acceptance of these measures?

LEDA Benefits
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BACKGROUND
INFORMATION ON EACH
CITY
The city section provides background and

local information for each city studied. Le-

gal and regulatory measures cannot be

assessed in isolation. The context and po-

licy framework within which a measure has

been implemented is crucial for its evalua-

tion and permits a broader understanding

of the implementation process. An under-

standing of the linkage between the legal

or regulatory measure and how, where and

why it is implemented is essential for as-

sessing the transferability of the measure

from city A in country B to city Y in coun-

try Z. The city section not only provides

general statistics about the city and its

modal split, but also gives information on

the city’s administrative structure, land use

and environmental conditions and policies.

LEGAL AND REGULATORY
MEASURE INFORMATION
The second section of the database con-

tains material on all the legal and regulato-

ry measures studied, set out in fourteen

fields. Over 200 measures were studied and

are listed in the database.

These measures cover a wide topic range:

• measures relating to the organisation of trans-

port: regulating parking companies, transport co-

ordinators, car-sharing clubs etc.;

• measures that  regulate vehic le ownership:  l i -

censing taxis, etc.;

• measures relating to physical parking arrange-

ments:  the implementat ion of  mul t i -s torey car

parks, closed-off parking lots, electronic parking

guidance, etc.;

• measures cover ing t raf f ic  s ignage re levant  to

parking: traff ic  s igns are basic components of

any parking regulation. Some cities use parking

zone signs, whi le other c i t ies opt for s igns in

every street where parking regulations are im-

plemented;

• measures covering land use: legal and regulato-

ry land use measures can directly or indirectly

influence the demand for and use of one or more

transport modes;

• measures covering environmental issues:  legal

and regulatory environmental measures can di-

rect ly inf luence the urban traf f ic environment,

e.g. through the introduct ion of environmental

zones, noise limits, pollution restrictions for cars,

buses and trams, etc.;

• measures concerning administrat ive traf f ic re-

gulat ions:  the implementation of driving permit

systems, etc;

• measures for  physical  t raf f ic  regulat ion:  loca-

tion of traffic lights, rebuilding streets, closing off

streets to through traff ic by means of barriers,

etc. ;

• measures cover ing general  road t raf f ic  s igns:

road traffic control is one of the most important

areas for legal and regulatory measures and the

associated traffic signs are a basic tool for the

implementation of bus lanes, parking guidance

systems, cycl ing routes and networks, etc.

The consortium, Directorate General VII

and several experts (members of the regio-

nal user groups) from different countries

in Europe selected 20 legal and regulatory

measures which are less well known but

effective and which were studied in depth.
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Twenty Less Well
Known but
Effective Legal
and Regulatory
Measures

> in depth research

Accessibility Regulations

Increasing accessibility in Lisbon

Limited access to the city centre in Erfurt

Access pricing in Oslo

Traffic calming measures in Bologna

Environmental zones in Lund

Parking Policies

Parking policy in Evora

Global parking policy in Luxembourg

Parking charge system in Ghent

Car-sharing parking space in Wiener Neustadt

Public Transport

Bus priority scheme in Budapest

Quality bus corridors in Dublin

Bi-directional bus lane in Zug

Shared bus/bike lane in Ghent

Accessible taxis in Edinburgh

Transport levy on companies in Strasbourg

Cycling and Walking

Bicycle priority street in Lemgo

Pedestrian streets in Copenhagen

Land Use and Environment

ABC policy in The Hague

Getting the business in the right place in The Hague

Air quality legislation in Lyon

Twenty less well known but effective legal and

regulatory measures were selected and studied

in depth. Some of the measures are part of a

wider traffic management scheme (e.g. the

shared bus/bike lane in Ghent), other measu-

res can be subdivided into different compo-

nents (e.g. the parking policy in Luxembourg).

THE 20 MEASURES CAN BE CATEGORISED AS
FOLLOWS:
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Accessibility
Regulations

The city of Lisbon expanded considerably between 1970 and

1990. The Lisbon Urban Master Plan and the Master Plan of

the Lisbon Area, dating from the end of the sixties, had become

ineffective in the absence of a co-ordinating authority. This led to

ad hoc expansion outside the city limits. The city's chaotic growth

and the absence of efficient public transport combined with in-

creasing motorization (reflecting both economic improvements

and a reaction to the previous difficulties) caused even more traf-

fic chaos and severe traffic congestion. In 1989 the City of Lisbon

established a so-called 'Master Urban Plan' to solve these

problems and to transform Lisbon into 'a truly Atlantic capital'.

THE OBJECTIVES OF THIS PLAN ARE:
to upgrade the (public) transport network through:

• the expansion of the subway network;

• the construction of a railway crossing the Tagus river;

• the refurbishment and modernisation of the tram network;

• the construction of a transport interchange between different modes and the

creation of parking facilities;

• the promotion and stimulation of water transport;

• the closure of two ring roads.

to improve the land use structure through:

• the conservation and regeneration of the city centre to upgrade and maintain

the mix of activit ies;

• the construction of new residential areas, at reasonable prices, including

> lisbon - portugal

good public transport infrastructure;

• the regeneration of the west side of the city along the riverside, including the

creation of pedestrian areas and new land use patterns;

• the regeneration of the east side: redeveloping former wasteland & industrial

areas into high quality residential zones with new facil i t ies such as shop-

ping and leisure services;

• the creation of traffic cells and a pedestrian sidewalk along the riverside;

• good access to public transport, e.g. intermodal stations;

• the linking of new commercial areas with old residential areas.

Public involvement, good information and commitment from a wide

range of partners were key elements in the planning and imple-

mentation process. The restoration of so many parts of the city

has had a positive effect on the city as a whole. It is clear that the

habitability and the traffic conditions have improved. The whole

regeneration process has also contributed to a more positive city

image.

Increasing
Accessibility
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In the early eighties a comprehensive debate was taking place

in Oslo as to how car traffic in the city centre could be reduced

and how new roads could be constructed. There was significant

support for the concept of making road users pay. Different me-

thods of payment were considered: petrol tax, a local toll ring for

the Oslo tunnel, increased parking charges, etc.

Access pricing was set up to reduce car/vehicle traffic in the city.

Its revenues will be used to finance future urban road construc-

tion. The revenues are collected by a company owned by the

municipalities of Oslo and Akershus. The system comprises

Access Pricing

FACTORS CONTRIBUTING TO THE SUCCESS
OF THIS FAR-REACHING MEASURE
INCLUDE:

• the combination of traffic calming in the historic city centre with a number of

multi-storey car parks outside the inner city, jointly reducing the number of

cars searching for parking spaces in the centre;

• a good public transport network with modern and comfortable equipment;

• the ability of the City to implement this measure within its own powers;

• the participation of the Chamber of Commerce;

• a rapid implementation (9 weeks) thanks to the co-operation and enthusiasm

of all institutions involved.

Limited Access
to the City Centre
I n 1991, the City of Erfurt began the process of achieving a

 traffic calmed city centre by closing the roads for individual

motorised traffic. Initially, this was done on the four Saturdays

before Christmas. The Chamber of Commerce reacted positively

to this initiative and in 1992 the City decided to ban motorised

traffic every first Saturday in the month. In 1993 the measure was

extended to every Saturday.

The simple goal is to increase the attractiveness of the historic

city centre of Erfurt by decreasing the number of cars.

> erfurt - germany

The measure has resulted in a 90 % decrease in car traffic in the

city centre on Saturdays. It is thus very effective. The (cost) ef-

fectiveness could be increased if public acceptance became so

high that guarding the entrances of the streets leading to the

centre would no longer be necessary.

> oslo - norway

nineteen toll plazas at a distance of three to eight kilometres from

the city centre. It is impossible to pass a toll plaza in the direction

of the city without paying.

Another important reason for the introduction of access pricing

was the need to raise money to upgrade the main road system to

an acceptable level. This ambition is underlined by the fact that

toll ring plazas are to be removed when a certain number of new

infrastructure projects (mainly tunnels) are completed by the year

2003-2007. Everything indicates, however, that beyond the year

2007 there will also be a significant demand for infrastructure

investment. More than likely, this will give rise to ideas of recon-

structing or maintaining the existing toll ring. The introduction of

more extensive 'road pricing' and 'traffic management' seems very

probable.
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The City of Lund was the fourth city in Sweden to implement

a so-called 'environmental zone' in the city centre. In such a

zone, entry is restricted to vehicles which meet certain environ-

mental standards. So far the measure has only addressed heavy

vehicles. In Sweden all vehicles are environmentally classified in

the following groups:

> lund - sweden

One can conclude that the toll ring has a positive effect on the

environment in the city centre because there is less traffic. A year

after implementation, the number of cars passing through toll ring

plazas had decreased by 10 %. However, it remains the case that

the most important reason for access pricing is financial. The

overall income has exceeded 80 million euro per year whilst opera-

tional expenditure only comes to 11 % of this. The main barrier to

making the measure a real success is that from the beginning the

main focus has been on collecting revenues for new roads rather

than on reducing car traffic, improving public transport or impro-

ving environmental conditions.

selcitraP
hWk/g

xoN
hWk/g

CH
hWk/g

esioN
Bd

foeergeD
ecnanetniam

selcihev-0891 1.1 51 5.1 88/68

3ssalC 4.0 9 2.1 48/38 *

2ssalC 51.0 7 1.1 48/38 *

1ssalC 51.0 7 1.1 08/87 *

6991dnamed-UE 51.0 7 1.1 08/87

The aim of the measure is to protect particularly sensitive areas in

the central part of the city, which are affected by pollution and

noise from traffic. The measure also encourages general use of

more environmentally friendly vehicles and stimulates their tech-

nical development. The environmental zones also protect the cul-

tural heritage of the city centre.

Although it was the city council that initiated this measure, ap-

proval was still required from the county council and the road

directorate. The police are responsible for enforcement, and this

is done within existing manpower. Public acceptance of the envi-

ronmental zones is high. The Carriers Organisation can under-

stand the purpose of the zones but would rather be without them.

The measure is quite new in Lund,

but results from three other Swe-

dish cities are positive. Total emis-

sions in the zones were reduced

by 10 % in the first year. There was

also a slight reduction in noise

levels, despite an overall increase

in traffic. 95 % of the lorries and

all buses complied with the measure. The environmental zones

can be particularly successful when they are accompanied by

other measures such as traffic cells (circulation plan making throu-

gh traffic impossible: to enter a new city area, car drivers are al-

ways directed out of the centre and forced to take the ring road),

bicycle routes, pedestrian streets, active parking policies and the

improvement of public

transport. Environmen-

tal zones can be im-

portant in any transport

plan for the promotion

of a more sustainable

city centre. In Sweden,

the law would need to

be changed to extend

environmental zones to

cover cars.

* The vehic le must always be maintained to meet the environmental  stan-

dards. In Lund diesel lorries and buses weighing at least 3.5 t are only permit-

ted to drive in the inner city, if they belong to at least environmental class 3.

After 2001 only environmental class 1-vehicles wil l  be al lowed. A l icence to

drive in the restriction area must be shown by a vignette on the windscreen.

THE MAIN REASONS FOR THE
INTRODUCTION OF THE TOLL RING
SYSTEM WERE:

• unsatisfactory traffic flow with significant delays for all traffic;

• relatively low availability of public finance for transportation in

the Oslo Region. This was due to the national policy of giving

priority to the provinces and a comparatively poor public eco-

nomy in Oslo (at a municipal and regional level);

• local environmental problems with traffic hold-ups and pressu-

re on local streets and residential roads.

Environmental
Zones
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Traffic Calming
Measures

For years, mobility has been one of the core policy themes for

the City of Bologna. Bologna planned the City General Ur-

ban Traffic Plan (PGTU) in 1993. The introduction of traffic cal-

ming measures in the city centre is one of the main elements of

this plan.

Bologna was one of the first cities in Italy to imple-

ment traffic calming measures.

THE MAIN GOALS WERE TO:
• discourage car traffic in the city centre;

• increase the accessibi l i ty of the city centre for sustainable

transport modes;

• enhance the quality of life in and the regeneration of the city

centre.

A specific process was established to involve the

public, including the provision of a forum for local

residents' associations. A lot of information activi-

ties such as public meetings and special exhibitions

took place, and promotional material, such as leaflets

and posters, was distributed.

The focus on public participation was one of the key

elements in the success of the whole PGTU and the

traffic calming measures. It was clear that the resi-

dents of Bologna were really concerned about the

quality of the urban space and environment. Another

very important success factor in the whole process

was the synergy between the individual components

of the traffic calming policy and the PGTU as a whole.

It is significant that the entire process was underta-

ken by the City and the local public transport compa-

ny. No approval was required from higher authorities

to implement the PGTU. The combination of traffic

calming measures with alternatives to car traffic, such

as public transport and the creation of a cycle net-

work, have made the scheme even more effective and

successful.

> bologna - italy

THE TRAFFIC CALMING MEASURES
CONSIST OF:
• area-wide low speed zones;

• remodelling main roads to give more space to alternative modes;

• dedicated bus lanes;

• upgrading the general urban environment.
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Evora is the main urban and cultural

centre of the Alentejo region. To con-

serve its cultural heritage, the City has im-

plemented an integrated parking and traf-

fic system called 'SITE'.

Parking
Policies

> evora - portugal

Parking
Policy

OTHER IMPORTANT
SUCCESS FACTORS ARE:
• a professional  communicat ion and informat ion

campaign;

• changes to the road network before the imple-

mentation of parking charges;

• a common concern amongst the public and elec-

ted representatives to protect the cultural herita-

g e ;

• the role of the Urban Transport Service in the

implementation and planning of the traff ic cal-

ming pol icy (co-operat ion between publ ic  and

private bodies);

• the role of the municipal enterprise that managed

the whole of 'SITE' (co-operation between public

and private bodies).

THESE GOALS WERE
TRANSLATED INTO A MIX OF
MEASURES WITH THE
FOLLOWING MAIN ELEMENTS:
• parking charges inside the city walls (except for

residents);

• traffic cells in the city centre;

• adequate supply of free parking on the outskirts

of the city walls;

• improvement of the public transport network with

new bus routes and new vehicles;

• co-ordinat ion of ci ty services ( including publ ic

transport) at both a geographic and an organisa-

tional level;

• new ring roads outside the city walls;

• replacement of traff ic l ight controlled crossings

by mini roundabouts.

This 'global' approach was new in Portu-

gal and became a real success. The 'SITE'

policy was easy to implement because the

City had already adopted a municipal

master plan and a general land use plan in

1981, which had set a number of strategic

goals regarding land use and transport.

The 'SITE' policy is a good basis for taking

further measures to improve the quality of

life in the city centre. It shows how smaller

cities can solve traffic problems in their

centres.

THE MAIN GOALS OF 'SITE'
ARE:
• to reorganise and control traffic and parking;

• to improve public transport;

• to improve environmental conditions in the city;

• to promote the rational use of energy.
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THE PARKING POLICY IN
LUXEMBOURG CONSISTS OF A
SET OF MEASURES:
• parking privi leges for residents through residential

parking l icenses;

• park and ride facil i t ies at several locations around

the city, with a capacity of more than 4000 parking

places which are ful ly used;

• managing the supply of  park ing to meet speci f ic

demands and priorities (commuters, residents, shop-

pers, etc.) through the introduction of parking zones

with different restrictions depending on local parking

pressures;

• a parking policy that discourages commuter traffic.

THE AIM OF THIS POLICY IS TO:
• discourage long term parking in the city centre;

• discourage commuter parking in residential areas;

• discourage car use in the city centre without actual-

ly banning car traffic;

• introduce eff ic ient parking management through a

clear system of parking zones with different parking

regimes adapted to specific districts.

THE MOST IMPORTANT
REASONS FOR THE SUCCESS
OF THIS PARKING POLICY ARE:
• a good balance between the different push (parking

restrictions) and pull (park and ride) measures;

• the fact that the park and ride system offers com-

muters a real alternative by means of a network of

park and ride sites and frequent bus services to the

city centre;

• close co-operation between the National Ministry of

Transport and the Municipal Urban Traff ic Depart-

ment (which is pr imari ly responsible for the plan-

ning and the implementation of the parking policy in

Luxembourg) ;

• rapid implementation of a set of strict planning norms

for private companies in the city.

The combination of these measures, their lar-

ge scale implementation throughout the city

and the way they have been adapted to match

different situations in different city areas,

make this policy a success without any nega-

tive impact on the city's economic activity.

Global Parking Policy

> city of luxembourg - grand duchy of luxembourg
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> ghent - belgium

The City of Ghent has had a system of

parking charges via mechanical parking

meters since the sixties. The fines resulting

from violation of the parking regulations

were collected for the federal state. This si-

tuation caused problems with parking

enforcement. There was no reason or incen-

tive for the City to enforce parking regula-

tion, since it did not receive the revenues.

In 1987 the City of Kortrijk was the first

Belgian city to implement a two tariff par-

king regulation. Shortly thereafter, the City

of Ghent introduced the same measure. The

scheme comprises two ways of charging:

people can either park their car for maxi-

mum two hours, paying 1 euro per hour.

The second option is not to pay in advan-

ce. One will then receive an invoice of 9.3

euro for 4 hours. This administrative char-

ge has to be paid within 5 days. When peo-

ple ignore this invoice, the Ministry of Jus-

tice can force them to pay through legal

procedures (criminal law). 28 % choose for

the second and more expensive option.

 Parking Charge System

closely together with the mobility depart-

ment and the City police.

The City of Ghent has also implemented a

consultative body, called VERO (Traffic

and Land Use Planning), consisting of the

city departments involved, the Flemish

public transport company 'De Lijn' and the

Flemish Administration. VERO is a very

important means of enhancing commit-

ment and co-operation between all the

bodies involved in traffic and land use.

Improved enforcement is the most im-

portant advantage of the two tariff parking

system.

The City has a dedicated staff team for con-

trolling the parking regulations. The staff

are employees of the City police. The glo-

bal parking and mobility policy aims to im-

prove the quality of life in, and the sus-

tainability of the city centre. The parking

enforcement policy is a very important fac-

tor in achieving these aims.

THE INITIAL REASONING
BEHIND THIS MEASURE WAS
THAT:
• quality of life and good access can only be gua-

ranteed by restricting parking duration;

• charging for parking is the only efficient means of

restricting parking duration;

• a new taxation system is required to compensate

for the costs incurred in implementing the new

parking system;

• the potential  to earn small  parking fees is rea-

sonably cost effect ive;

• a parking control system does not work without

effective control; the hit ratio must be high enough.

The City of Ghent has its own parking com-

pany which is primarily responsible for the

planning, implementation and monitoring of

this measure. The parking company works
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Car Sharing Parking Space

> wiener neustadt - austria

The City of Wiener Neustadt has es-

tablished an on-street parking area for

car-sharing vehicles that belong to a pri-

vate car-sharing company. In Great Britain

the term car sharing is a synonym for car-

pooling. In continental Europe and in this

context, however, 'car sharing' is used to

define a system of people using various

cars belonging to a car-sharing organisati-

on. The 'sharing' of the car simply means

different people using the same car, at dif-

ferent time intervals. Car sharing can be

(and perhaps often is) solo driving.

The aim of the scheme in Wiener Neustadt

is to promote car sharing as an alternative

to individual car use and indirectly to

reduce the CO
²
 emission levels in the city.

The city is setting a positive example

through this measure by dedicating public

road space exclusively to car-sharing

vehicles.

The federal police and the local road admi-

nistration were consulted beforehand and

the chief officer of the municipal depart-

ment of transport gave his approval for the

implementation of the measure (1997). This

was necessary to enable installation of the

road markings, traffic signs and all other

equipment. The local police are responsi-

ble for enforcement and safety control. To

enhance car sharing, the municipality gran-

ted 110 euro to each of the first 12 new

members of the car-sharing company to

cover their first year registration fee.

The parking space for car-sharing vehic-

les has proven to be successful despite its

small-scale implementation (only one spa-

ce has been designated), and can be seen

as an innovative example in Austria and

beyond. Public acceptance was very high

although awareness levels were not. The

measure is cost effective, and this effecti-

veness can only increase when the mea-

sure is implemented on a larger scale. In-

tense promotional activities could increase

car-sharing membership in the future. This

could then enable the introduction of the

measure on a larger scale.
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Public
Transport

The shared bus/bike lane is an important means of provi-

ding a free flow of traffic for buses and cyclists. This can

encourage public transport and cycling. The measure was im-

plemented around a square at the southern edge of the city

centre of Ghent: the city library, the city administration and a

shopping centre are located here and the square is also a tram/

bus interchange point. In order to speed up public transport,

the city considered the construction of a contra flow bus lane

in a street leading to this square. This street, however, was

also an important part of the bicycle network. Therefore it was

necessary to allow cyclists to use this street as well, even on a

bus lane in contra flow.

This measure was implemented as part of the overall Ghent

South project which started in 1992. Promotion, information

provision and public involvement were organised as part of

this project. The public made no objections to the implementa-

tion of a bus lane used by bicycles. The planning, implementa-

tion, enforcement and monitoring did not cause any problems.

> ghent - belgium

Shared Bus/Bike Lane
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The implementation of Quality Bus Cor-

ridors (QBCs) is one of the key ele-

ments in the Dublin Transportation Initia-

tive, a strategy and set of initiatives de-

signed to:

• change the modal split, especially with regard to

commuting tr ips;

• achieve improvements in a l l  vehicular  t raf f ic

movemen ts ;

• provide safe condit ions for cycl ists and pede-

str ians.

The overall aim is to enable the increased

use of public transport modes, cycling and

walking.

EACH QBC COMPRISES:
• a direct high frequency bus service operated by

sty l ish,  comfortable,  environmental ly  f r iendly

buses ;

• high qual i ty shelters at most stops, with seats

and real-time information;

• improved lane markings, using dif ferent colou-

red surfaces, kerb alignments and traffic signals;

• restrictions on parking and turning movements;

• bus priori ty measures, including 'bus gates' to

enable buses to go straight on from a left turn

only lane at a junction and bypass traffic lights,

which hold back other traffic.

Quality Bus Corridors

> dublin - ireland

Dublin Corporation and Dublin Bus, sup-

ported by the Dublin Transportation Of-

fice, played a key role in the successful

implementation of the measure. The public

consultation process and the involvement

of a wide range of agencies ensured effec-

tive delivery of the Initiative's planning and

implementation stages.

THESE STAGES INVOLVED:
• design and construction of the various features

of the QBCs covering l ights,  parking, junct ion

layout alterations, traffic signals;

• the identif ication of key radial routes based on

passenger volumes;

• the introduction of new brands (City Swift  and

Xpresso) for the bus operation;

• construction of new bus shelters;

• training the driving staff in customer care.

The main conditions for the success have

been the commitment of the responsible

partners, public involvement and accep-

tance and last but not least, the positive

results. The main results of the measure

have been the increase in bus speeds

thereby reducing journey times for the pas-

sengers, and the shift in modal split from

car to bus.

National Ministry of Transport. Accep-

tance by the public and the ease of enforce-

ment also contributed to the measure's

success. The measure does not cause any

traffic safety problems. On the contrary,

safety has improved for cyclists, compa-

red to the situation before the implementa-

The shared bus/bike lane became a suc-

cess thanks to the co-operation between

city departments such as the Mobility and

the Urban Development Department, the

public parking company of the city, the

public transport company 'De Lijn', the Fle-

mish Ministry of Infrastructure and the

tion of the lane. The City of Ghent introdu-

ced similar bus lanes used by bicycles in

some other streets in 1997 when the mobi-

lity plan for the inner city was carried out.

Today the measure plays an important part

in enhancing cycling and the use of public

transport in the city.
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The decreasing reliability, attractive-

ness and share of public transport and

the increasing share of the private car is

one of today's main transport problems in

Eastern European cities such as Budapest,

Prague and Warsaw. To provide faster and

more reliable bus and tram services, priori-

ty measures have been introduced in Bu-

dapest. In 1995 the municipality of Buda-

pest approved a 4-year programme of public

transport priority measures.

> budapest - hungary

Bus Priority Scheme

ding back other traffic), privileged left turn arran-

gements in areas with congestion;

• restr ict ions on parking and turning movements

by cars;

• improvements to road markings and traffic signs.

THE MAIN OBJECTIVES OF
THE SCHEME ARE:

• to faci l i tate the provision of a faster and more

rel iable bus serv ice ( there is  no source of  f i -

nance for increasing the frequency of the ser-

v i c e s ) ;

• to create better, more comfortable conditions for

public transport passengers;

• to improve the general level of service, e.g. by

improving the mobility of disabled people through

adapted facilities;

• to improve road safety.

THE BUS PRIORITY SCHEME
COMPRISES A NUMBER OF

RELATED MEASURES:
• new modern buses ( including minibuses);

• a network of high quality bus stops (new seats,

etc . ) ;

• bus priority measures, including 'bus gates' en-

abling buses to go straight on from a right turn

only lane at a junction, bypass traffic lights (hol-

Co-operation between the Budapest Trans-

port Company (planner and initiator of the

measure), the Budapest municipality, the

district councils, the transport authority and

the police was a prerequisite to the suc-

cess of the scheme. Consultation with, and

participation by a wide range of agencies

ensured that the planning and implementa-

tion stages were effective. The implemen-

tation of the bus priority scheme has resul-

ted in a decrease in the bus journey time of

5 to 7 minutes during peak hours. The speed

of public transport is higher now than the

speed of car traffic. The bus priority sche-

me is a low cost and very efficient measure.

Bi-Directional
Bus Lane

> zug - switzerland

The bi-directional bus

lane consists of a cen-

tral bus lane and two bike

lanes. It was introduced on

a main access road which

was suffering from peak

hour congestion. Buses, in

particular, were delayed during the rush

hours. The bus lane is a tidal flow lane in

which the direction of the traffic flow can

be changed at different times of the day to

match the direction of travel during pe-

riods of peak demand. Traffic signals

allow buses to use the middle lane (i.e. the

bus lane) safely. It is much easier now for

buses to stick to the timetables, especially

during rush hours. At the same time, new

segregated cycle tracks were built, allo-

wing cyclists to use car-free parallel rou-

tes on both sides of the street. The aim of

the bi-directional bus lane is primarily to

accelerate bus traffic into and out of the

city centre. Alongside that, the measure

also contributes to a more positive image

of public transport. The measure was

approved by decree by the Chief Trans-

port Officer. The Canton and City authori-

ties set up a joint task force to implement

the measure. The local population was con-

sulted and kept fully

informed. The mea-

sure was very

successful both in

terms of planning

and implementation,

and as regards its

impact. The redesign of the streets benefi-

ted not only bus traffic, but also cycling.

The new traffic signals at some adjacent

junctions also had a positive effect on car

traffic flow, with the consequent benefit of

reducing the burden on residents living

along the street. The bus and cycling infra-

structure has become more attractive and

is used more than before. This measure can

serve as a model of good urban transport

planning.
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The City of Edinburgh Council is the

licensing authority for taxis and pri-

vate hire cars. The City can determine the

quality and quantity of the vehicles to be

licensed. The licensing of accessible taxis

by the City contributes to the general poli-

cy for improving transport options for

disabled people, which originated with the

former Regional Council. The approach

Accessible
Taxis

The ‘Versement Transport’ is a specific tax

imposed by law to subsidise the improve-

ment and development of public transport.

The Versement Transport comprises a per-

centage of the salaries paid by all compa-

nies with more than 9 employees. For large

cities like Strasbourg, with more than

100,000 inhabitants, there are two maximum

rates: 1 % and 1.75 %. The 1.75 % rate ap-

plies to cities where public transport has

exclusive rights of way such as a tram net-

work or a metro network. Exceptionally, the

maximum tax rate in the Paris region is 2.20

%. In the case of Strasbourg, the Verse-

ment Transport was introduced in January

1974, and the rate was raised from 1% to

1.75 % in January 1992, in order to finance

the new tram lines.

The ‘Versement Transport’ had its origins

in a report of the National Assembly in 1973

(the Valleix report) which stated that a good

transport policy is a major element of urban

development. This report also stated that

public transport facilities provide benefits

to private companies and identified the ne-

cessity to finance these facilities. The ‘De-

strade’ report (accepted by the Parliament

in 1982) made the Versement Transport ob-

ligatory and gave it a new orientation. It

was extended to medium-sized cities to de-

velop the main urban areas, to save energy,

and to provide good travel conditions for

commuters. The main innovation was that

local transport authorities could now deci-

de for themselves whether the money col-

lected had to go into new investment or

towards operating costs.

TODAY, THE VERSEMENT
TRANSPORT HAS TWO MAIN

OBJECTIVES:
• giving local authorit ies a f inancing capacity for

improving their  publ ic  t ransport  networks,

without resorting to state subvention or additio-

nal loans;

• enabling local authorit ies to reduce their opera-

ting deficits, by transferring financing from their

general budgets to this tax on salaries.

The BREEF report (1994) states that the

Versement Transport does not have a sig-

nificant effect on labour costs, nor on com-

pany location. It also has a very limited ta-

xation impact (less than 1 % of the overall

French tax burden). It is clear that this tax

levy on companies is a very powerful tool

for financing and developing public trans-

port in France. The Versement Transport

has been introduced in more than 85 % of

urban areas with more than 20,000 inha-

bitants. Almost 40 % of the costs of public

transport in France are financed by this

measure.

> edinburgh - united kingdom

taken in Edinburgh has now been adopted

for UK-wide regulations made under the

national 'Disability Discrimination Act 1995'.

These require that from January 2002, any

newly licensed taxis must be accessible to

wheelchair users, and from January 2012,

all taxis must be wheelchair accessible.

This measure also is an integral part of the

City Council's 'Moving Forward Transpor-

tation Policy'. This policy seeks to promote

improved accessibility of transport for all

groups in society whilst encouraging the

development and use of more environmen-

> strasbourg - france

Transport Levy on Companies
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tally sustainable transport modes in the

city. Making taxis more accessible for

disabled people fits closely with a whole

range of transport accessibility measures.

Taxis have benefited from changes made

to traffic priorities in 1996. For example,

taxis are allowed to use the new 'Green-

ways' network of road lanes. This network

is being progressively phased in across

the city, linking the suburbs to the city cen-

tre and granting traffic priorities to buses,

cyclists and taxis. Taxi use is increasing

across all groups in the population.

THE KEY INGREDIENTS THAT
MADE ACCESSIBLE TAXI

LICENSING A SUCCESS IN
EDINBURGH WERE:

• a vibrant taxi trade in the city, with a good history

of vehicle investment and of delivering

service quality;

• a strong local political will to improve access to

transport for disabled people;

• an active disability sector with a history of strong

partnership with the City Council and direct

engagement with the taxi trade;

• legal powers to set local taxi licensing conditions;

• good consultation with taxi operators and key user

groups at all phases of the policy implementation;

• positive involvement of all stakeholders at all sta-

ges of the project;

• active enforcement procedures carried out by the

police;

• a concessionary fares scheme for disabled people

using taxis;

• the importance of taxis in a wider package of mea-

sures to promote more sustainable transport use in

the city and to improve the accessibility opportuni-

ties for all groups in the community.

The measure was relatively easy to intro-

duce, as UK taxi legislation permits local

authorities to set local conditions for taxis.

Walking
and Cycling

The City of Copenhagen has a long history of city centre pedestri-

an streets. The first pedestrian street ('Strøget') was established in

1962. In 1989, Copenhagen City Council decided to implement a new

type of street: 'the pedestrian priority street'. This street, called 'Stræ-

det', runs parallel with the famous main pedestrian street 'Strøget'.

> copenhagen - denmark

Pedestrian Streets
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A pedestrian priority street has the appea-

rance of a regular pedestrian street, but al-

lows slow moving traffic (15 km/h) and

cycling. In Denmark, such a street is called

a 'seep' street. When 'Strædet' was imple-

mented, its legal status was similar to a 'play

street', but a new national law has made

it possible to create pedestrian streets

where driving is permitted. The street in

Copenhagen is 460 m long and 8-11 m wide.

The concept has also been applied to main

streets in some smaller towns and suburbs.

THE OBJECTIVES ARE:
• to reduce inconvenience from traff ic vibrat ion,

noise and pollution especially from buses;

• to create more attractive and harmonised streets;

• to create peaceful streets, which are not typical

pedestrian streets, because they aim to keep the

specia l  atmosphere of  smal l  ant ique shops,

second hand bookshops, etc. Often the rent in

t radi t ional  pedestr ian streets goes up,  which

makes it difficult for these kinds of shop to stay

there.

The reconstruction of 'Strædet' has been

a big success. It has created a new qua-

lity of life and a unique atmosphere for

the street. Old shops are still in place,

new small shops and outdoor cafés have

opened and the traffic is quite limited.

The mix of traffic only creates a few

problems. A survey of street users shows

general satisfaction with the change.

Nevertheless, there are some problems

with lorries delivering goods, because

they park illegally and thus block the rest

of the traffic. Cyclists riding against the

one-way direction are another problem.

All in all, however, the concept is so suc-

cessful that it will probably be extended

to other streets in the central area.



21Leda Final Brochure | 1999

> lemgo - germany

Lemgo is a medium-sized city which has established a bicycle

 priority street connecting five schools. The street forms an

important link between other cycle lanes in the city. In general,

only cyclists are allowed to use this street. However, other users

can have access to the street, where permitted by an additional

traffic sign. Cyclists have priority and may ride side by side.

Those cars and trucks (with destinations in the street) that are

allowed access, must yield to cyclists at all times. A regulatory

‘cycle road’ sign is placed at the beginning of the street.

The bicycle priority street is 0.8 km long and consists of three

blocks, each with a different name. Trees have been planted in the

roadbed to narrow the street. The street's road surface is red and

has bicycle symbols painted on it.

Bicycle Priority
Street
(cycle road)

The bicycle priority street in Lemgo is a simple example of a legal

measure aiming to contribute to a safer, more convenient, efficient

and sustainable mobility system and urban environment. It seeks

to provide a safer and more comprehensive network for cyclists,

in an area where cycling is far more efficient than driving a car.

Lemgo participated in the North Rhine Westphalia 'Bicycle

Friendly Inner Cities' programme and not only developed the

cycle road but also dedicated cycle lanes, cycle priority lanes

(other transport modes allowed), localised cycle lanes at junctions

and roundabouts, 30 km/h speed limit zones, and city centre

bicycle parking facilities. On main roads, measures were taken to

physically separate cyclists from other traffic.

Approximately 180 cyclists per hour use the street on winter

mornings; many of them are students. The modal split has chan-

ged in favour of more sustainable transport modes,

especially cycling.
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ABC Location Policy

The ABC location policy in the Netherlands is a good example

of a traffic and transport related land-use measure for compa-

nies and services. The most concrete aspect of the ABC location

policy is its obligatory parking standards for companies.

> the hague - the netherlands

Land Use

Environment

THE MEASURE AIMS TO:
• l imit private car use;

• regulate the availabil ity of parking places;

• improve city access and l imit car traff ic, especially within the inner city;

• increase the awareness of both citizens and companies that congestion is a

joint problem.

 and

DESIGNATION OF A CITY ZONE AS 'A', 'B' OR 'C'
DEFINES THE MAXIMUM NUMBER OF PARKING
PLACES ALLOWED:
• an A-location is a location with high quality public transport

and l imited car access (1 parking place for every 10 em-

p loyees) ;

• a B-location is a location with good public transport and good

car accessibi l i ty (1 parking place for every 5 employees);

• a C-location is a location where little public transport is avai-

lable and where more parking places are al lowed (1 place

for 2 employees).

Under current legislation on land-use policy, it is up

to the local authorities to designate the A, B and C

zones in their area. The ability to grant planning per-

mission enables municipalities to enforce this regu-

lation. The City of The Hague has chosen a relatively

large area to be an ‘A-location’. This area is situated

around the two main railway stations 'Centraal Stati-

on' and 'Hollands Spoor'.
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in VINEX locations that are still only partly inhabited, it makes

sense to integrate the costs within the cost of the houses. This

means that buyers will have to pay higher prices for houses, but

in return they will get high quality public transport. In addition

they could receive free public transport tickets following the in-

troduction of the measure. The system of partly financing public

transport through new housing has not been put into practice

yet. Making this measure a success requires real commitment from

a lot of partners. The co-operation between the municipality (land

use planning powers), the sub-region Haaglanden (co-ordinator

of the transport and traffic policy) and the province (approval of

land use plans) seems to work out well. The role of the developer

and of the public transport operator is equally important. Public

participation and good information provision are two further key

elements in 'getting the business in the right place'.

The Hague is a city with a relatively high demand for office space,

an increasing zone where parking charges apply and an accessi-

bility problem. Given these facts, the ABC location policy has

been successfully introduced here. As a result of the ABC policy,

companies show an increasing interest in being located near pu-

blic transport facilities. Public transport plays an important role,

since it offers employees an alternative mode of travel to work,

and the parking standards encourage companies to think about

mobility management.

'Getting the business in the right place' focuses on lateral

aspects of the ABC location policy, in particular the

co-operation between cities and the transport links between

offices and newly established neighbourhoods.

THE OVERALL AIM OF THIS MEASURE IS TO:
• integrate environmental and accessibility considerations within spatial plan-

ning pol icy;

• increase public transport market share and decrease car dependence for

home-to-work journeys by matching the accessibi l i ty prof i le of a location

with its public transport provision.

'Getting the business in the right place' concentrates on the opti-

misation of land use, relative to public transport supply and the

demand for car use. Planning improvements should result in

increased use of public transport and fewer car journeys. The

measure has general relevance for urban development, especially

for the construction of new offices and housing. Here, the ABC

location policy is really important because it directly influences

the provision of parking and the accessibility of offices by public

transport.

In implementing the measure, special attention is paid to the ac-

cessibility of the so-called VINEX locations (new neighbour-

hoods). A very interesting aspect is that public transport provi-

sion actively expands in parallel with the development of the new

area and its population growth. Sometimes this is extended to

cover commercial development locations. This ensures that resi-

dents will use public transport facilities from the outset. In order

that the necessary infrastructure can be built in advance, and that

public transport operators can be funded to supply a full service

Getting the
Business in the
Right Place

> the hague - the netherlands
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> lyon - france

The national law on air and the rational use of energy (called

Air Quality Legislation) was introduced in France in Decem-

ber 1996. This decree sets air quality standards, value limits that

trigger warnings and absolute value limits. At a regional level, the

Prefect develops a regional air quality plan. For large conurba-

tions (ca. 250,000 inhabitants) the Prefect is also responsible for

setting up a plan to protect the quality of the atmosphere.

Cities with more than 100,000 inhabitants are obliged to make an

urban travel plan (plan de déplacement urbain or PDU). The po-

wer to develop a PDU was created in 1982 legislation covering the

organisation of local transport; PDUs were made mandatory in

the 1996 Air Quality Legislation. The PDU translates the national

air quality legislation at an urban level. It seeks to ensure a balan-

ce between mobility needs and access to facilities on the one

hand, and the protection of the environment and of public health

on the other. The PDU aims for a co-ordinated use of all transport

modes, especially through appropriate usage of the road network

and through the promotion of less polluting and less energy con-

suming means of transport.

The PDU of Lyon (the first PDU approved in France) is both a

technical and a political document. It sets out the strategy for the

development of transport modes, in conjunction with the master

plan for the development of the metropolitan area. The PDU is

also a guideline for co-operative actions between all the commu-

nities of the Lyon region.

THE AIMS OF THIS PDU ARE:
• to establish a global strategy for urban travel consistent with urban develop-

ment (the key elements for achieving this goal are the creation of two new

tram lines, north-south and east-west);

• an improved modal split, with priority for sustainable modes (public trans-

port ,  cycl ing,  walk ing);

• good accessibility to the whole city for every citizen (following the principle

of geographical equity).

MANY ELEMENTS OF THE PDU WERE REALLY
NEW:
• the large scale public participation process;

• the formulation of a set of quantitative assessment criteria (number of acci-

dents, number of parking places close to publ ic transport infrastructure,

modal split f igures, etc.);

• wide scale co-operation in the organisation of land use and transport plan-

ning;

• use of a set of scenarios (trend scenario, public transport scenario and soft

mode scenario).

These elements contribute to a quite positive initial general eva-

luation of the PDU. The Lyon PDU is the first to follow the new air

quality law framework, with quantified objectives for a reduction

of pollution and a change to the modal split. It is clear that the

PDU is not only a mobility plan, but is more comprehensive, co-

vering transport, urban planning, and land use planning.

Air Quality Legislation
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Transferability
of Measures

> methodology

Two approaches were therefore adopted:

a)
Working with practitioners in selected ci-

ties, study partners simulated the transfe-

rability of a sample of the 20 less well known

but effective measures. For each measure

in each city, transferability was assessed

against five components:

• the ci ty 's object ives;

• the exist ing legal framework;

• the polit ical framework;

• public acceptabi l i ty;

• ability to enforce the measure.

Following consultation, guidelines were

developed to assist study partners and the

cities involved in undertaking the transfe-

rability assessments.

The approach to transferability has been

essentially pragmatic. Consultation revea-

led that, in practice, city planners would

be more interested in summary informa-

tion about measures and would assess

transferability themselves, rather than rely

on a third party, pan-European view. Con-

sequently, a detailed theoretical analysis

would be of limited use to practitioners in

cities who should be the primary beneficia-

ries of the LEDA project.

NEVERTHELESS, THREE
BENEFICIAL AREAS WERE

IDENTIFIED:
• an overview of potential transferability would re-

veal the extent to which insti tut ional and legal

f rameworks are in harmony across Europe. I t

might also identify areas appropriate for EU-le-

vel proposals for change;

• key issues affecting practical transferability could

be identi f ied by the exercise. This information

could be converted into a 'checklist' for any prac-

t i t ioners consider ing whether measures f rom

elsewhere would easi ly  t ransfer  to their  own

situation;

• an attempt could be made to predict transferabi-

l ity on the basis of specific city characteristics.

If successful, this might identify key characteris-

t ics for pract i t ioners to consider, when exami-

ning other cities for transferable measures.

and regional user group members, as likely

to influence transferability. For example,

where a measure depended upon signifi-

cant integration of traffic management,

public transport management and/or land-

use functions in its origin city, it was consi-

dered more likely to transfer to a city with

an equivalent level of functional integra-

tion and less likely to transfer to a city

where such functions were separated out.

In order to simplify statistical analysis, the

matrices required the origin and target city

characteristics to be assessed on a three

point Lickert scale, defined separately for

each characteristic.

Finally, in order to refine the approach for

the future and assist in the development

of guidelines or a checklist, all those parti-

cipating in the transferability studies were

asked to comment on the appropriateness

and comprehensibility of the characteris-

tics (and their associated descriptions), and

how easy it was to understand the approa-

ches taken. Although a common project

language (English) was adopted for LEDA,

it sometimes proved difficult to convey

clear meaning because of the different prac-

tical and structural circumstances in diffe-

rent countries.

Fifteen target cities were chosen where lo-

cal practitioners were willing to commit the

necessary time and effort to simulating

b)
A matrix was completed for each measure

identifying 17 characteristics of the mea-

sure within the origin city (the city where

that measure originated). A second matrix

was developed for each city where trans-

ferability was to be simulated (known as

target cities), identifying 13 similar charac-

teristics. Using the two sets of matrices, it

would then be possible to test transferabi-

lity predictions by correlating these with

the actual results of the exercise in a) abo-

ve. The characteristics were chosen, follo-

wing discussion amongst study partners
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transferability. The choice of target cities

provided the project with coverage of

fifteen different countries (including

Eastern Europe) and a cross-section of city

types. Each city was asked to consider just

five of the twenty measures, so that trans-

ferability could be considered in reasona-

ble depth. A detailed report relating to each

of these measures was passed to the local

practitioners to provide them with the

necessary information on all key aspects

of the measure. Meetings were then arran-

ged so that study partners could conduct

structured interviews about transferabili-

ty with the various local practitioners. In

some cases this involved interviews with

separate parties concerning different

aspects of the measures under considera-

tion. In other cases a joint meeting took

place, where all interested parties conside-

red each measure in turn.

In theory, it would have been ideal to struc-

ture the sampling so that each measure was

considered by at least three cities. In prac-

tice, however, so as to promote active

co-operation, cities were allowed some

measure of choice. This meant that the

transferability of certain measures (such

as 'access pricing', 'limiting access to the

city centre on Saturday' and the 'ABC

location parking policy' has been conside-

red in more target cities than that of other

measures, such as 'increasing accessibili-

ty in residential areas', 'car-sharing parking

spaces on public property' and 'air quality

legislation'.

Nevertheless, the arrangements yielded 75

separate assessments of the transferabili-

ty of a less-well-known-but-effective mea-

sure to a city where that measure has been

hitherto unknown. This has provided the

LEDA project with practical information

about the transferability of the different

measures, considerable commentary on

aspects of measure transferability (for ex-

ample, the likely public acceptance of the

measure), and a statistical database of ori-

gin and target city, and measure characte-

ristics, which is being used to identify any

relationships strong enough to use for

prediction.

THE FINAL REPORT
CONTAINS:

• the concrete results of the transferability study;

• guidelines on transferability, developed both from

the statistical research and the different parties’

commentaries, which wi l l  highl ight:

- aspects of the implementation of measures in

different cities;

- barriers or deterrents to the effective transfer

of measures between cit ies.

It is also possible to undertake a transfera-

bility study in your city, using the metho-

dology described in LEDA’s final report.
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> analysis

General Analysis
of Transferability Results

A common thread running through the

  results of the transferability studies

from the 15 cities, was that in most cases

measures in favour of public transport, cy-

cling and walking would transfer with rela-

tive ease. By contrast, measures directed

at restricting use of the private car would

face more barriers, in particular political and

public acceptance ones.  However, this was

less marked in cities which had much lo-

wer levels of car ownership, such as those

in Eastern Europe.

One key measure highlighting restrictions

on car use is the access pricing using a toll

ring in Oslo, Norway.  Comments from other

cities about this measure included:

Public acceptability is generally low, espe-

cially amongst city centre retailers.

Restricting car traffic is not an explicit goal.

Such a system will require a revision of the

traffic regulations by the National Parlia-

ment, as no local authority has the right to

collect tolls for the local use of roads.

One of the key measures for the promotion

of sustainable modes is the Bicycle Priority

Street in Lemgo, Germany. Comments from

elsewhere about this measure included:

Leeds City Council, in common with other

local highway authorities in Britain, could

easily introduce this measure under its

existing powers using Traffic Regulation

Orders.

Providing a good cycle network is one of

the alternatives to car traffic for distances

up to 8 km.

Only some changes in the Traffic Regulati-

ons are needed to make a bicycle priority

street possible, even though there is no le-

gal basis for such a street at present.

The bicycle network in Ghent is well used

and is accepted by the public without any

problems.
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seussi

1 saeralaitnediserniytilibisseccagnisaercnI 1:C 1:C 1:C 1:B 1:C

2 ycilopgnikraP 2:C
1:B
1:C

1:B
1:C

1:B
1:C

2:C

3 serusaemgnimlacciffarT 2:C
1:B
1:C

1:B
1:C

1:B
1:C

2:B

4 enalekib/subderahS 4:B
1:A
1:B
2:C

1:A
3:C

2:A
2:B

2:A
1:B
1:C

5 metsysegrahcgnikraP 1:C 1:C 1:C 1:B 1:B

6 ycilopgnikraplabolG 2:C
1:B
1:C

1:B
1:C

1:B
1:C

1:B
1:C

7 gnicirpsseccA
3:A
3:B
2:C

3:A
4:B
1:C

5:A
2:B
1:C

4:A
4:B

2:A
4:B
2:C

8 senozlatnemnorivnE 2:C 2:C 2:C 2:C 2:C

9 )daorelcyc(teertsytiroirpelcyciB 3:C
2:B
1:C

2:B
1:C

1:B
2:C

1:B
2:C

01
noertnecyticehtotsseccadetimiL

yadrutaS

1:A
5:B
1:C

3:B
4:C

4:B
3:C

5:A
2:C

1:A
5:B
1:C

11 srodirrocsubytilauQ
3:B
4:C

3:B
4:C

5:B
2:C

1:B
6:C

1:A
5:B
1:C

21 enal-sublanoitcerid-iB
1:B
2:C

1:A
2:C

1:B
2:C

3:C
1:B
2:C

31 ecapsgnikrapgnirahsraC 1:B 1:B 1:B 1:C 1:C

41 ycilopgnikrapnoitacoLCBA
1:A
3:B
5:C

1:A
7:B
1:C

3:A
5:B
1:C

3:A
3:B
3:C

5:B
4:C

51 'ecalpthgirehtnissenisubehtgnitteG'
2:B
4:C

4:B
2:C

2:A
2:B
1:C

1:A
5:B

4:B
2:C

61 seinapmocnoyveltropsnarT 1:C 1:B 1:B 1:B 1:C

71 noitalsigeLytilauQriA 1:C 1:C 1:B 1:B 1:C

81 teertsnairtsedeP 1:C 3:B 1:B 1:C 1:C

91 sixaTelbisseccA 1:C 1:C 1:C 1:C 1:B

02 emehcsytiroirpsuB 3:C
2:B
1:C

2:B
1:C

3:C
2:B
1:C

TABLE SUMMARISING THE RESULTS FROM THE TRANSFERABILITY STUDIES
A = Fundamental barrier   B = Current barrier but could in principle be overcome  C = No barrier

1, 2, 3 ... = number of times a barrier was mentioned by the target cities

The transferability of a measure reflects a number of possible

barriers relating to: the city’s objectives; the legal framework; the

political framework; public acceptance and enforcement issues.

It is clear that not every barrier can be overcome. Much depends

on the commitment of the different partners involved, on the

involvement of the public and on the structure of the city.
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I L S

Research Institute for Regional and Urban Herbert Kemming +49 231 9051 270 Herbert .Kemming@ils.nrw.de

Development of the Federal State of North Christina Borbach +49 231 9051 274 Christ ina.Borbach@ils.nrw.de

Rhine-Westphal ia, Germany

F G M - A M O R

Austrian Mobil i ty Research, Austria Wilfried Anreiter +43 316 810451 13  anreiter@fgm-amor.at

Langzaam Verkeer vzw,

Centre for Mobil i ty Management, Belgium Lieven Raes +32 16 23 94 65  l ieven.raes@langzaamverkeer.be

PLS Consult ,

Denmark Torben Soll +45 3397 8200  ts@pls.dk

DITS

University of Rome-"La Sapienza", I taly Antonio Musso +39 06 807 26 26 amusso@dits. ing.uniroma1.i t

amusso@tin. i t

Bealtaine Ltd.

Taylor Lightfoot Transport Consultants, Ireland Graham Lightfoot +35 3 6192 1121  tltc@bealtaine.ie

Anders Nyvig Ltd

Traffic and Urban Planners,

Consulting Engineers and Architects, Denmark Annette Kayser +45 4586 1900  ank@nyvig.dk

N E A

Transport Research and Training,

The Netherlands Jan-Coen van Elburg +31 70 3988 304  jel@nea.nl

CERTU

Research Centre for Urban Transport, France Jean-François Fri tsche +33 4 72 74 58 38  jfritsch@certu.fr

The TAS Partnership Ltd

Specialist Consultants in Public Transport, UK John Taylor +44 1772 20 49 88  john@tas-part.co.uk

U I

Urban Planning Institute

of the Republic of Slovenia Kaliopa Dimitrovska +386 61 1201312  kal iopa.dimitrovska@guest.arnes.si

VATI

Institute for Urban and Regional Planning,

Budapest Universi ty of Technology, Hungary Csaba Orosz +361 46 33 805  orosz@uft.bme.hu

MPK s.a.

Krakow City Transport Company, Poland Zbigniew Palenica +48 12 66 27 84  zarzad@mpk.krakow.pl

S T U B A ,

Slovak Univers i ty  of  Technology,

Bratislava, Faculty of Civi l  Engineering Peter Raksányi +42 17 5292 5375 raksany i@svf .s tuba.sk

U D I ,

Institute of Transportation Engineering

of the City of Prague, Ladis lav Pivec +420 2 24211 380  udi@monet.cz

Contacts
 To learn more about what legal and regulatory measures can mean for your city, please contact:
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 More information on the LEDA project is available:

• LEDA websi te:  www.leda.org (engl ish),  ht tp: / /www.i ls .nrw.de/netz/ leda (german)

• LEDA CD-ROM with the database of Legal and Regulatory Measures in 40 European Cities

• LEDA brochure on the legal framework and the possibilities to enlarge the scope of action of local actors

• LEDA research reports

Contact the partner closest to you for more information on these products.


