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1 Introduction 

  

1.1 The BESTUFS Thematic Network and need for action 

Background and 
need for Action  

 More than 80% of today’s road freight trips in European conurbations are on 
distances below 80 km and can be defined as urban or urban-regional 
transport.  

The delivery and collection of goods within urban and metropolitan areas, 
especially in the core areas of cities with old and established centres has a 
major impact on the local community concerning the economic power, 
quality of life, accessibility and attractiveness of a city. This means that an 
efficient and environmental friendly urban transport system is essential for 
the economic health and the quality of life of cities.  

It is therefore important to assess the opportunities and chances of technical 
(vehicle technology, telematics applications, etc.), organisational (co-
operation, etc.), operational (route planning, etc.) and political (time 
windows, weight limits, etc.) approaches for improving the urban transport 
systems. 

Starting up the 
BESTUFS 
Thematic Network 

 The EC established the thematic network (TN) on BEST Urban Freight 
Solutions (BESTUFS) in January 2000 with a duration of 4 years. BESTUFS 
is aiming at identifying and disseminating best practices with respect to 
urban freight transport. The concept of a thematic network is thereby 
focusing on the co-operation of experts and projects with already existing or 
just emerging experiences and expertises and on the collection and raw 
analysis of results of national and European projects - rather than starting 
new research activities. 

The thematic network BESTUFS contributes within the 5th Framework 
Programme to the Key Action „Sustainable Mobility and Intermodality“ (part 
of theme 3 “Competitive and Sustainable Growth”) focusing on “Modal and 
Intermodal Transport Management Systems” (task 2.3), especially transport 
and mobility services (Task 2.3.2) concerning urban goods transport. 

A continuation of BESTUFS is foreseen and will start in 2004. BESTUFS II is 
foreseen within the 6th Framework Programme. 

Main objectives of 
BESTUFS 

 � � BESTUFS is establishing and maintaining an open European network 
between urban freight transport experts, user groups/associations, 
ongoing projects, interested cities, the relevant European Commission 
Directorates and representatives of national, regional and local transport 
administrations in order to identify, describe and disseminate best 
practices, success criteria and bottlenecks with respect to the movement 
of goods in urban areas. The main objectives of BESTUFS are:  
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� � To create a permanent and dynamic concentration activity during the 
period of the 5th Framework Programme; 

� � To identify and structure the various themes which build the urban 
freight solutions (UFS) domain and which have relations and influence to 
it; 

  � � To present projects and best practices; 

� � To support the clustering of projects on European level and to integrate 
projects and clusters into the network; 

� � To collect, compare and summarise available experiences and results of 
projects and initiatives in the UFS domain mainly for Europe but also - if 
easily obtainable - for the USA and other countries; 

� � To identify and describe best practices and success criteria within the 
UFS domain; 

� � To disseminate experiences, project relations, best practices and 
success criteria to a broad public of interested actors, thereby aiming at 
the transferability of solutions; 

� � To establish links and co-operations with relevant other thematic 
networks (treating different themes) on European level in order to share 
and integrate the results (regarding overlapping themes) and to avoid 
duplication of work; 

� � To establish links and co-operations with national thematic networks 
(treating the UFS domain) in order to share and integrate results; 

� � To support the co-operation between actors in the UFS domain by 
providing information and by providing contacts. 

   

BESTUFS Glossary  The BESTUFS Glossary focuses mainly on urban freight transport and tries 
to create a common understanding of the used terms within all BESTUFS 
deliverables, workshops and discussions. It is available at www.bestufs.net. 

   

More information 
about the 
BESTUFS project 

 Web:    www.bestufs.net 
Post address:   BESTUFS 
     Administration centre 
     P.O. Box 1969 
     2280 DZ Rijswijk 
     The Netherlands 
E-mail:     bestufs@nea.nl 
Telephone No.:  +31 70 3988 393 
Fax No.:    +31 70 3988 426 
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1.2 Relation to previous and running activities concerning urban 
freight  

  
1.2.1 Global level 

OECD Working 
Group on Urban 
Freight Logistics 

 The OECD (Organisation for Economic Co-operation and Development) set 
up a working group dealing with urban freight logistics. This working group 
follows the aimed targets of OECD, based on the Article 1 of the Convention 
signed in Paris on 14th December 1960, which came in force 30th September 
1961 and promotes policies designed to achieve the highest sustainable 
economic growth and employment and a rising standard of living in Member 
countries. The Working Group on Urban Freight Logistics was set up to learn 
from international experiences and solutions, which have been proposed and 
implemented in OECD member countries with both successes and failures. 
In their actually report “Delivery the Goods – 21st Century Challenges to 
Urban Goods Transport” the OECD Working Group focuses on the delivery 
of consumer goods and highlights best practices in Member countries 
[OECD 2003]. 

Institute for City 
Logistics 

 In 1999 the Institute for City Logistics (ICL) at Kyoto, Japan was established. 
The most important objective of this Institute is to be the centre of excellence 
for the research and development on City Logistics and urban freight 
transport. ICL carries out the fundamental investigations and make it 
applicable to the real society. ICL also provides the platform for the 
exchange of knowledge, experience and information about City Logistics and 
urban freight transport. ICL will perform activities related to City Logistics and 
urban freight transport, including [Taniguchi et al 2003]: 

� � Organise the international conferences 

� � Perform investigations 

� � Develop software 

� � Provide short courses 

� � Issue newsletters 

� � Publish books and journals 

   

  
1.2.2 European level 

THERMIE  Within the European Community programs THERMIE (1990-1994) and 
JOULE-THERMIE (1995-1998) the rational use of energy in transport has 
been looked at. Concerning urban goods transport various measures and 
technologies have been investigated and assessed. For more information 
see www.cordis.lu under THERMIE and transport. 
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COST Actions  On European level the following COST Actions concerning freight transport 
and logistics are relevant: 

� � COST 310/316: Freight Transport Logistics (1989-1992) 

� � COST 321: Urban Goods Transport (1994 –1998) 

� � COST 339: Small Containers (1998 – 2001) 

Especially COST 321 (http://www.cordis.lu/cost-transport/src/cost-321.htm) 
provided important base material, information and results as an input for the 
further activities in the BESTUFS TN [COST 321; 1998]. On one hand COST 
321 reviewed current and potential measures promoted by public authorities 
and private parties, in the logistical, technical, behavioural, infrastructural 
and administrative field. An extensive survey was conducted, leading to a 
policy-relevant classification of observed and planned measures which were 
qualitatively assessed relating to their potential contribution to the 
improvement of the quality of urban goods transport. On the other hand 
COST 321 provided quantitative results on the impact of measures using 
simulation and modelling tools and also estimated effects in projects and 
case studies. Also some key figures relating to urban goods transport have 
been identified and provided for several cities. 

The BESTUFS TN can be seen as a follow up and continuation of the COST 
321 project. 

Projects of the 4th 
framework 
programme 

 Within the 4th framework programme several projects are related to urban 
goods movements dealing with organisational, operational, technical and 
economical aspects.  

Important projects are: DIRECT, ELCIDIS, EUROTOLL, EUROSCOPE, 
IDIOMA, IMAURO, LEAN, MOMENTUM, MOSAIC, MOST, PROPOLIS, 
PROSPECTS, REFORM and SURFF. These projects have been identified 
within the BESTUFS project during a clustering process considering urban 
goods transport themes as freight centres, traffic access restrictions etc. For 
more information see www.cordis.lu. 

Projects of the 5th 
framework 
programme 

 Also within the 5th framework programme (1998-2002) there are a number of  
projects linked to urban goods transport such as EUTPII, PROGRESS, 
SULOGTRA, REVEAL, OSSA, MOST or CUPID (all within the sub-
programme “competitive and sustainable growth”). For more information see 
www.cordis.lu. 

Other demonstration projects concerning Clean Urban Transport started 
2001 as a result of the CIVITAS Initiative (CIty-VITAlity-Sustainability; 
http://www.civitas-initiative.org/civitas/home.cfm ), which had been launched 
in autumn 2000 by the European Commission  as a joint Initiative between 
Key action Economic and Efficient Energy of the “Energy” Programme and 
the Key Action Sustainable Mobility and Intermodality of the “Growth” 
Programme). 14 EU-cities (Aalborg, Barcelona, Berlin, Bremen, Bristol, 
Cork, Gothenburg, Graz, Lille, Nantes, Rome, Rotterdam, Stockholm and 
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Winchester) and five associated cities from the accession countries 
(Bucharest, Gdynia, Kaunas, Pécs and Prague) are participating in pilot 
projects combating congestion and pollution through technologies and 
measures that range from the introduction of new information and transport 
management systems to the promotion of "clean" vehicle fleets for 
passengers and goods. 

BESTUFS 
Clustering report 

 More extensive information on complementary research activities related to 
the BESTUFS topic of urban freight transport can be found in the BESTUFS 
Clustering report (Deliverable D 4.4). The BESTUFS Clustering report 
relates the BESTUFS themes to the body of research activity from European 
and national sources by clustering relevant R&D projects around the 
BESTUFS key themes. It is available at www.bestufs.net. 

  
1.2.3 National level 

  On national level the activities concerning urban goods transport vary largely 
between the European countries.  

Since the beginning of 1990 especially France (COST 321, Programme 
national marchandise en ville) but also Spain (COST 321, initiatives of single 
cities), Switzerland (COST 321, DIANE 6, City of Zurich), Belgium (COST 
321, urban freight transport plans), Italy (COST 321, urban freight transport 
plans), Denmark (COST 321, cities of Copenhagen, Aarborg, Arhus), 
Germany (COST 321) and the Netherlands (COST 321) are active in urban 
goods transport issues. However, the concerns and also the activities differ 
very much between the cities within a country. 

 

 

 

 

  

1.3 Themes to be treated within BESTUFS  

Identified themes 
within the  
BESTUFS 
workshops 

 As a result of the first BESTUFS workshop on 16th/17th May 2000 in Brussels 
and from experiences and suggestions at further workshops the following 
catalogue of themes has been determined to be considered with priority 
within the BESTUFS project (the themes in italics have - at least partly - 
been treated so far):  

Methodology  � � Models and methods to deal with the complexity of urban freight 
transport chains and the shared responsibilities 

� � Goods transport efficiency, assessment and costs 

� � Statistical data, data acquisition and data analysis 

Planning and policy  � � Land use planning and business models for urban freight platforms 

� � Traffic, land use, infrastructure and regulations planning and policy 
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� � Integration of distribution centres and traffic management 

Transport concepts 

and management 

 � � Door to door freight transport aspects 

� � Improved management of the urban road space and the kerbside access 

� � Interfaces between public and goods transport 

� � City access, parking regulations and access time regulations  

� � Road pricing, tolls and heavy vehicle fees 

� � E-commerce and distribution (home shopping) 

� � Night delivery 

Co-operation and 

organisation 

 � � Co-operation of transport operators 

� � Public-private-partnerships (PPP) and stimulation e.g. via freight forums 

� � Win-win situations 

Transportation 

technology 

 � � Transport units and intermodal transfer facilities 

� � Innovative urban freight transport ideas (e.g. via underground systems, 
pipelines, etc.) and unusual transport modes (bicycles, etc.) 

� � Urban rail freight  

� � Vehicle technology and functionalities (e.g. low-emission vehicles), 
weights and dimensions 

Supporting 

technology and 

infrastructure 

 � � Intelligent transport systems (ITS), transport telematics applications and 
systems for urban goods transport 

� � Enhanced signage and information systems (e.g. VMS) 

� � Infrastructural solutions (e.g. to improve loading and unloading) 

� � Enhanced usage and maintenance of infrastructure (e.g. via a road map 
for transport vehicles) 

� � Enforcement support (e.g. by video control) 

Legal issues  � � Relationship and harmonisation between the urban, regional, national 
and European legislation 

   

Themes treated in 
2003 

 In the year 2003 the following themes have (or will be) been addressed, 
each in a particular workshop: 

� � Night delivery: a further option in urban transportation (9th BESTUFS 
workshop in Budapest) 

� � National Research Programmes Addressing Commercial Urban 
Transport (10th BESTUFS workshop in Dublin) 

� � Intelligent Transport Systems (ITS) (forthcoming 11th workshop at the 
18th / 19th September in Palmela / Lisbon  
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1.4 Aims, contents and use of the handbook 

 

Aims of the Best 
Practice 
Handbooks 

  

In the field of urban goods transport, the Best Practice Handbooks aims at 

� � giving information and hints about innovative ongoing strategies, 
concepts and activities in European countries, 

� � providing knowledge and experiences of completed and running projects 
and actions 

� � providing contacts for further information. 

 

Contents of this 
handbook 

 The present Best Practice Handbook (Deliverable 2.5) is related to the 
themes  

� � Public Private Partnerships (Part I) 

� � Intelligent Transport Systems (ITS) (Part II) 

each topic consisting of 

� � Overview on national situations and relevant projects  

� � Case studies and experiences  

� � Conclusions and recommendations  

The material for this handbook has been collected and completed by the 
BESTUFS contractors and members including important inputs from the 
involved experts and the workshops.The material for this handbook has 
been collected and completed by the BESTUFS contractors and members 
including important inputs from the involved experts and the workshops. 

   

Use of the 
handbook 

 The main focus of this handbook is to get an European overview of solutions 
and existing activities related to the considered themes. The results are 
described as experiences rather than as a thorough scientific analysis. 

   

Continuation and 
actualisation 

 The Best Practice Handbook Year 4 is the last in a set of four handbooks 
within the BESTUFS thematic network. The First Best Practise Handbook 
(Year 2000) treats “Statistical data, data acquisition and data analysis” and 
“City access, parking regulations and access time regulations and 
enforcement support". The Second Best Practice Handbook (Year 2001) 
treats "E-commerce and urban freight distribution”. The Third Best Practice 
Handbooks is about “Road pricing and urban freight” and “Urban freight 
platforms”. At the end of the BESTUFS project it is planned to provide a 
“final” integrated short version. 
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Comments from 
readers 

 Remarks and input regarding this Best Practice Handbook are welcome. 
Please send your ideas for updates and additions to the following address: 

 

Martin Ruesch 

RAPP AG 

Uetlibergstrasse 132 

8045 Zürich, Switzerland 

martin.ruesch@rapp.ch 

Tel.: +41 43 268 60 43 

Fax: +41 43 268 60 40 

 

 

 

Or to the BESTUFS administration centre: 

 

BESTUFS Administration centre 

P.O. Box 1969 

2280 DZ Rijswijk, The Netherlands 

bestufs@nea.nl 

Tel.: +31 70 3988 393 

Fax: +31 70 3988 426 
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2 Best Practices 

 

Identification of 
Best Practices 

  

In order to develop a common framework for best urban freight solutions as 
many as possible relevant aspects which might have an impact on urban 
freight transport are considered. In general, different “types” of actions, 
research and activities can be identified to characterise best practice 
solutions for urban freight transport.  

A best practice solution does not necessarily focus on particular measures 
such as the implementation of freight centres in urban distribution traffic. 
Also activities without direct impact on the actors of urban transport 
operations such as the improvement of the data and information basis or of 
planning tools in urban freight transport are considered. The following “types” 
of action can be part of best practice solutions:  

� � Projects, actions and activities where goods transport changes are 
realised – “vertical” projects. Normally, these projects are directly related 
to a particular problem in urban freight transport.  

� � Projects, actions and activities which will not directly lead to changed 
urban freight transport operations but which provide tools and/or 
knowledge to influence and prepare decisions in urban freight traffic – 
“horizontal” projects. These projects are focusing on the improvement of 
overall planning and basic knowledge, i.e. data collection, education, 
planning tools etc. Usually, they are not directly related to a particular 
problem. 

 

Sources of Best 
Practices and 
thematic structuring 

 To analyse existing and ongoing projects in the field of urban freight 
transport a thematic structure is applied. This approach allows to structure all 
relevant material available concerning the prioritised themes of the 
BESTUFS network and supports the analysis of the projects.  

To identify best practice in urban freight transport three “sources” will be 
used within the BESTUFS project:  

� � First, a formal approach is followed by providing tools as a thematic 
structure, suitable attributes and parameters as well as assessment 
directions.  

� � Second, a pragmatic approach is realised in order to assess ongoing 
projects as well as available project results on their contents.  

� � Third, workshops, conferences and clustering meetings are organised in 
order to extract experiences and knowledge from experts.  

The following graphic describes the action lines: 
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 Tools

(formal background)
Contents

(pragmatic approach)

Catalogue of
attributes and
parameters

Selection process

Classification of
projects/results

Ranking the good practices
and results according to

their importance

Catalogue of
themes

Recommendations
on urban freight solutions

Determination of thematic focus

New projects/results

Catalogue of
assessment directions

Clustering
projects

Extracting good practices

Cluster
meetings

Workshops

Conferences

Screening existing
projects/results

 

Figure 1: Sources of Best Practices and thematic structuring 

 

 

BESTUFS 
definition of Best 
Practice 

 Best Practices are planned or implemented private only, public only or Public 
Private Partnership (PPP) strategies, measures or activities which have an 
essential contribution to urban goods transport and ideally lead to benefits 
for all actors involved. Best Practices will be identified on the fulfilment 
degree regarding the following requirements:  

� � Best Practices have to fit to a defined theme or address a relevant 
problem with respect to the movement of goods in urban areas (see 
structure of themes). 

� � Best Practices should be based on real experiences (real world 
implementations, pilot projects) or analysis in studies. 

� � Best Practices should have considerable and measurable positive 
effects (qualitative, quantitative) on relevant indicators of urban goods 
transport.  

� � In some cases it can also be important to take project activities into 
account which have not been successful. We can also learn from bad 
experiences and improve solutions by describing and analysing failure 
factors. 
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3 Public Private Partnerships (PPP) in urban freight 

  

3.1 Introduction 

   

Why PPP ?  Public Private Partnerships (PPP in the following, sometimes also called 3P), 
the institutionalised collaboration of public and private actors, is not an 
innovation of today. Contractual PPP was used as early as 1834 with the 
development of the Suez Canal which was financed by European Capital 
with Egyptian financial support and had a concession to design, construct 
and operate assigned to the Egyptian ruler Pasha Muhammad Ali [Menheere 
et al. 1996]. Nevertheless, PPP has become a slogan in public discussions 
and Europe has seen a strong growth in PPPs in recent years. With the 
current concept of sustainability, consultation and participation of private 
actors in political decision making has become increasingly popular, 
particularly on the local and regional level. New Public Management 
approaches are opening up opportunities for private companies as there is a 
growing understanding that co-operation with private companies will help to 
improve efficiency faster and to ease the pressure on public budgets [Erlach 
2002]. 

   

BESTUFS work-

shop in Malaga 

 “Public Private Partnerships (PPP) enhancing urban goods transport” was 
the topic addressed by the successful 8th BESTUFS-workshop that took 
place in September 2002 in Malaga (Spain). Due to the positive response to 
the workshop and the lasting actuality of the issue it was decided to 
incorporate the topic “Public Private Partnership for urban freight” into the 
fourth Best Practise Handbook (2003) within the BESTUFS thematic 
network. 

   
 

 In the following some information is given in order to show the most 
important aspects of Public Private Partnerships, to have a common 
understanding of what is meant by “Public Private Partnerships” within the 
BESTUFS-thematic network and to highlight the focus of this Best Practice 
Handbook. 
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3.1.1 Definitions, classification and scope 

   

No general 

definition 

 In international literature there is no general definition for PPP. For one 
speaker PPP can mean the simple informal communication between 
members of the public administration and private enterprises. For others 
PPPs are exclusively contractual arrangements between government and a 
private party for the provision of assets and the delivery of services that have 
been traditionally provided by the public sector (a notion close to that of 
privatisation). The PPP concepts presented at the BESTUFS workshop 
reflected this wide range of different forms of PPP applied in general as well 
as in the urban freight transport domain. Therefore, some definitions and a 
systematic classification are necessary in order to sketch the scope of 
different PPP-projects. 

   

PPP as a blanket 

term 

 PPP is a blanket term covering many forms of co-operation between 
government institutions and private sector entities [Erlach 2002]. Yet all 
these different forms of PPP have one main idea in common: that public and 
private actors are different. Each of them disposes of comparative 
advantages in certain aspects whether it is information, managerial know-
how, financial resources, etc. Within the partnership (which can be seen as a 
sort of institutional division of labour) each partner fulfils the tasks he is 
better at - resulting in a win-win situation. 

   

Classification 

criteria 

 PPPs can be classified according to [Roggencamp 1999]: 

� � their object (here: urban freight domain) 

� � the involved partners  

� � the degree of formalisation of the partnership 

� � the dimensions of the partnership 

For defining the scope of this handbook particularly the last two criteria merit 
detailed attention. 

   

Classification 

according to degree 

of formalisation 

 With respect to their degree of formalisation Heinz [1993] identifies three 

categories, although the differences are rather gradually than discrete (see 
Figure 2): 

� � informal co-operations 

� � contractual co-operations / agreements 

� � Joint venture companies with public and private shareholders/partners 
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informal
co-operations

Joint venturescontractual
agreements

degree of
formalisation

low medium high

PPP

 

  Figure 2: Forms of PPP and their degree of formalisation [Roggencamp 
1999] 

   

Informal co-

operations 

 Informal co-operations (also called “handshake partnerships”) include 

informal discussions within specific projects as well as platforms and forums 
for a general exchange of information and experience, working groups and 
commissions on particular topics or thematic networks (such as BESTUFS). 
Many of these informal PPPs are not meant for implementing single projects 
but rather have a co-ordination and catalyst function. Stakeholders meet on 
a regular basis allowing their interests to be noted and eventual agreements 
to be reached. In Groningen (NL) for example, a communication process for 
urban transport issues has been started including an “advisory commission 
for distribution issues” that is acting as a sounding board for the city council 
[Kramer/Broersma 2002]. 

   

Contractual 

agreements 

 Contractual agreements are probably the most frequent (some would even 

say classic) form of PPP dating back centuries as shown with the example of 
the Suez canal. In these forms of PPP a public good is produced in co-
operation between the public and private sector. This includes the 
subcontracting of governmental services or the financing and developing of 
public facilities to private undertakers, also referred to as “contracting out”. 
This form of PPP is particularly common in France, Canada and the UK, 
where over 100 deals have been closed for the construction of roads, 
railways, water and sewer systems, public buildings, etc. [PWC 2000]. An 
example of a contractual PPP in the freight transport domain is the 
agreement signed in 2001 between the Italian Ministry of Environment, the 
Italian Oil Union and the Fiat Group, committing each partner to selective 
tasks aiming at the increased diffusion of environmentally enhanced vehicles 
[Marchisio 2002]. 

Contractual forms of PPPs can be distinguished according to the extension 
of risk transferred from the public to the private sector (see Figure 3). Forms 
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with little risk transfer include simple outsourcing of services such as catering 
and cleaning to achieve costs savings. Forms of higher risk transfer include 
Build, Operate and Transfer schemes (known as BOT) where the private 
sectors designs, finances, constructs and operates the facility and 
eventually, after a specified concession period, the ownership is transferred 
to the government. [Menheere et al. 1996] 

   

  

 

  Figure 3: Contractual forms of PPP [PWC 2000] 

   

  However, some contracting out agreements tend to resemble rather a pure 
customer-supplier contract than a partnership in its narrower sense. Some 
authors (e.g. Erlach 2002) therefore do exclude contracting out from their 
notion of PPP. We follow this perception by emphasising on dialogue 
structures rather than on purely contractual or financial agreements (see 
below). 

   

Joint Ventures  Joint ventures (JV) are established where the public sector and the private 
sector wish to share the risks and rewards associated with a particular 
commercial enterprise, with each party undertaking the specific roles for 
which it has particular skills and expertise, thus a real partnership in its 
narrower sense. Across the world joint ventures between the public and the 
private sector are increasingly being used to help exploit the commercial 
potential of many public sector assets [PWC 2000]. In Terni (Italy) a logistics 
platform is being developed by the Region of Umbria that will be operated by 
a JV-company between the public (50%) and the local industry (50%) 
[Castellani 2002]. 

   

Classification 

according to dimen-

sions (policy and 

operational) 

 A PPP can basically cover two dimensions: a policy dimension and an 
operational dimension [Roggencamp 1999]. While the policy dimension 
includes agreements on common objectives, decisions on measures and the 
necessary resources, the operational dimension serves the pursuit of the 
policy and its implementation. The policy dimension might therefore be 
called the “soft” dimension in contrast to the rather “hard” operational 
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dimension. The differentiation of these two dimensions follows the 
differentiation of “provision” and “production”. Public provision of a (public) 
good does not necessarily mean that it cannot be produced by the private 
sector, in the contrary, it might be a very efficient form of division of labour.  

It is the fact that public and private partners are participating together in the 
policy dimension (even when only by exchanging information) that is 
characteristic for a PPP in its narrower sense, independent of the operational 
dimension that can be shared or treated by one sector exclusively (see 
Figure 4). Because the policy dimension lies on the strategic level, PPP is 
also referred to as inter-sectorial strategic alliance between private and 
public sector [Roggencamp 1999]. 

   

  

 

  Figure 4: Dimensions and organisational forms of PPPs  
[Roggencamp 1999] 

   

   

Focus of this 

Handbook 

 The integration of public and private partner into the policy dimension is the 
innovative aspect of PPPs compared to the commonly practised contracting 
out approach, where the public sector decides on the policy dimension (the 
quantity and quality of the good to be provided) and contracts the private 
sector for its production under given conditions. Therefore pure contracting 
out is often not considered as a form of PPP in the narrower sense.  

This Handbook follows this perception and focuses on Public Private 
Partnerships that cover the policy dimension (which might include 
contractual agreements too, see Figure 4). The emphasis is on the dialogue 
between the public and private parties, i.e. on the “soft” aspects of 
partnership rather than the “hard” ones (financing, contracts, etc.).  Yet, 
many PPPs will include both the policy and the operational dimension. 
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3.1.2 Players, incentives, opportunities and risks 

   

Players = partners  Figure 5 shows possible public and private partners in the urban freight 
domain. Obviously their interests can be complementary as well as 
conflicting - depending on the particular issue. 

   

  

public players

national and local ...
�  government
�  administration
�  politicians
�  public institutions

pr ivate players

�  private companies
(shippers, transport
operator, receivers,
consultants, etc)

�  economic associations
�  chamber of commerce
�  labour unions
�  interest groups, NGOs
�  private clubs
�  citizens (inhabitants,

visitors, public)
�  citizen action groups

 

  Figure 5: Possible PPP-Protagonists in urban freight [according to 
Balasko 2000] 

   

   

  However conflicting their interests in some cases may be, the public as well 
as the private side has several incentives to join in a partnership 
[Roggencamp 1999, Balasko 2000]. 

Public incentives  The public sector gains access to corporate funding as well as to 

professional know-how, managerial expertise and labour capacity of the 
private economy. This enables the administration to concentrate on its core 
competencies and to increase the effectiveness and efficiency of their 
actions. A core aspect for joining a partnership with the private sector is the 
reduction of uncertainty as the input from the private side provides local 
authorities with the level of knowledge required to implement complex 
measures and projects. For instance, the private side might act as a 
sounding board for policy initiatives providing the authorities with information 
on possible impacts of certain policy measures. The integration of all actors 
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from the beginning of a project increases its acceptance thereby accelerating 
its implementation. Partners are mutually sensitised for the differing views 
and interests of the others. And a partnership allows to share the risk of 
developing and implementing a project among the partners. Finally, image 
gains and relation management with the private sector as a powerful 
stakeholder are not to be underestimated. 

Private incentives  The private partners seek to make use of their assets in order to increase 

profits. A partnership with the public sector might offer them financial 
support, e.g. tax reductions or development funds. Close relations to politics 
and administration and access to public information channels can help them 
to accelerate planning procedures and project implementations, thereby 
hedging project risks.  An active market player might even influence the 
market conditions (e.g. planning regulations) he is acting in: PPP offers 
private actors the possibility to influence external factors that play a 
significant role in the development of their companies and their markets, e.g. 
economical and social issues. Finally PPP gives private players the 
opportunity to improve their public relations and to share project risks among 
partners, just like for public players too. 

Complementary 
and overlapping 
interests 

 This short overview on the interests of public and private players shows, that 
their objectives are complementary and partially overlapping, offering room 
for successful partnerships. 

   

Opportunities and 
benefits 

 Thus, PPPs offer opportunities and benefits for all partners:  

� � synergy effects such as the mutual exchange of information and know-
how 

� � effects of reciprocal learning such as a mutual understanding of the 
partner’s mindset and action constraints  

acceleration effects in developing and implementing a project (efficient 
division of labour and mutual reduction of resistance through integration of 
the opposite sector from the beginning). 

For the public shareholder the following benefits can be taken as an 
example: 

� � access to corporate funding 

� � utilisation of private management expertise 

� � ability to concentrate on core competencies and  

� � increase of efficiency. 

For private participation there are also important benefits that can be 
assumed like: 

� � PR and image gains 

� � Motivated and committed employees 
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� � Improved access to public information channels and acceleration of 
planning procedures and project implementation 

� � Possibility to influence external factors that play a significant role in the 
development of the company, e.g. economical and social issues. 

 

   

...problems and 
risks 

 However, as the partners have complementary but not identical interests, a 
PPP also implies risks - as does every partnership. Asymmetric information 
between the partners is a hindrance for establishing new partnerships 
(selection of trustworthy partners) and implies the risk of moral hazard1 once 
the partnership is established. Furthermore, an actor’s investment specific to 
the partnership reduces his independence and offers possibilities for free-
riding to his partners (hold-up risk). Beside this the PPP does include the 
entrepreneurial risk which can be distinguished in an economical risk and a 
technological risk. 

PPP allow the public sector to transfer certain risks (e.g. construction, 
financing, operating) to the private sector in exchange for a fee. At some 
point, where the uncertainty and risk for the private sector are too high, the 
fee becomes uneconomic for the public sector. The more optimal the risk 
allocation is for a project, the higher the overall value achieved. 

An additional problem and risk can be seen in the often existing own 
interests of the public shareholder who is not aiming to share his 
responsibilities, tasks and competence with third parties. This constellation 
can hamper the project development and can lead to inefficiency during the 
PPP project process. 

Barriers for the implementation of a PPP could often be the expensive 
preparation of the project (especially if a new company will be founded) and 
the requisite for the work out of complex regulations. 

A further important obstacle can be seen in the complexity of co-ordination of 
PPPs and linked to this high transaction costs. 

About that there often no experiences in PPP are made. How to deal with 
PPP can therefore be a risk for public and private partners. If there is made 
no experience the potential partners desist from the realisation.  

 

   

  Figure 6 gives an overview on opportunities and risks of PPPs. 

                                                      
1 Moral hazard refers to a situation in which, after a contract or partnership is negotiated, asymmetric information 

enables one partner to mislead or trick the other partners in order to pursue his personal interests [see e.g. 
Milgrom/Roberts 1992]. 
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Opportunities: 

�  synergy and barter effects

�  learning effects

�  acceleration effects

Risks: 

�  asymmetric information:
     choice of partners,
     moral hazard

�  hold up situation

PPP

 

Figure 6: Opportunities and risks of a PPP  
[according to Roggencamp 1999] 
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3.2 Related research activities 

  There are not many examples given which are dealing with Public Private 
Partnership in the area of research activities. This results of the kind of 
theme treated in this handbook. PPP is in general not appropriate for 
research purposes, because the private actors are only interested in if there 
is a profit situation for them. About that most of these activities in the field of 
PPP are appropriate to deal with practical approach and not on a theoretic 
level. The following European and national research projects related to 
Public Private Partnership have been identified: 

European research 
projects:  

 PROFIT (http://europa.eu.int/comm/transport/extra/profitia.html): The objec-

tive of PROFIT was to help decision-makers assess whether or not public 
private partnerships (PPP) can offer an attractive option for successful and 
accelerated implementation of Trans-European network projects. Specific 
aims were:  

� � to provide a comprehensive methodological framework for assessing the 
PPP potential of a trans-European network project, based on financial 
attractiveness and socio-economic costs and benefits,  

� � to develop a practical and easy-to-use handbook for decision-makers 
which offers "quick scan" guidelines of the PPP potential of infrastructure 
projects.  

The main project output is a handbook targeted at government officials 
involved in setting up or supervising PPPs to finance and operate trans-
European network projects. The handbook is based on the development of 
an integrated socio-economic, financial and risk analysis framework.  

The handbook gives a detailed description of how to organise the different 
phases of the PPP process:  

� � the tentative PPP exploration, to decide whether to initiate the process of 
developing a project on a PPP basis,  

� � the PPP preparation process, to decide whether the project©s objectives 
meet the required PPP objectives,  

� � the tendering process and  

� � the PPP negotiation process with the preferred bidder.  

Recommendations have been provided on how to avoid possible barriers 
pertaining to the regulatory framework, market and financial factors, and the 
political environment. A methodology (the PPC, "public private comparator") 
has been presented to enable decision-makers to compare PPP with 
conventional tendering for a specific project.  

Three types of PPPs were found to be the most common for trans-European 
network projects:  
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� � joint ventures, where investment is shared between the public and the 
private sector,  

� � concessions, where investment is undertaken in full by the private sector 
through concession agreements,  

� � hybrid types, where the project is split into several project components 
with a public SPV ("special purpose vehicle") in control of the overall 
project.  

Before the PROFIT project, an integrated framework for assessing the 
suitability of PPP schemes for trans-European network projects was lacking. 
PROFIT has made available the necessary guidance. The PROFIT 
methodology addresses the various aspects that should be taken into 
account when going through a PPP process in a logical order.  

   

No national general 
research projects 
on Public Private 
Partnerships 

 Research activities in the field of PPP on a national level are not known 
because most projects on national level follow a more practical basic 
approach and have no focus on theoretical research objective.  
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3.3 Situation at country level 

   

Fast changing 
information 

 Material regarding the situation of PPP in urban freight in general and of 
projects related to PPP in different European countries was collected by the 
various BESTUFS contractors and members. Further input came from the 
involved experts and the workshop held in Malaga. The following chapters 
summarise the main findings of the material collection on country and project 
level. The given information and its assessment represent the situation at the 
time of collecting the material, i.e. beginning of 2003.  

   

11 countries 
represented 

 Material on 11 countries has been collected, covering most countries of the 
European Union except Portugal, Ireland, Luxembourg, Denmark, Sweden 
and Finland, plus Switzerland and Australia (see Figure 7). In the following 
an overview about the activities in different countries will be given. The focus 
is on the importance of PPP in the surveyed countries and the general 
situation within the countries. 

  A detailed report on each country’s situation concerning PPP is given in 
Annex I. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 7: Countries covered by the material collection 

+ Australia 
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3.3.1 Importance of PPP for urban freight 

   

 
 

 In order to give a brief impression of the relevance of the topic PPP the 
BESTUFS partners participating in the material collection were asked to 
estimate the importance (or relevance) of PPP for urban freight in their 
country - in the past, nowadays and in the future. Although the term 
“importance” is defined rather vaguely and its estimation is always subject to 
the personal view of the assessor, a rough overview on their different 
estimations sketches a first picture of yesterdays’, nowadays and possibly 
tomorrows’ situation concerning PPP for urban freight in Europe.2 

   

Increasing 

relevance 

 The following figure 9 shows the estimation of experts concerning the 
importance of PPP in urban freight transport. The experts have been asked 
to give a statement about the relevance of PPP appeared in the past, 
nowadays and expected in the future. The importance was scaled into a six-
level evaluation scheme: Level zero means PPP has no importance, level 
one shows a very low importance, level two a lower one, level three a 
medium relevance, level four means high and level five gives the highest 
importance for PPP. 

The analysis of the questioned importance shows that in most cases the 
experts saw a very low relevance of PPP in the past and against this a very 
high role of PPP in the nearer future. In figure 9 it is shown very clearly that 
PPP is a theme which will become more of interest in the future. Especially 
the bad economic situation of public authorities and new mechanism of 
financing comprehensive public projects will accelerate this development.  

   

                                                      
2 Please note that the considerations expressed in this chapter represent the personal opinions of the BESTUFS 

partners participating in the material collection and should not be mistaken as a statistical opinion poll. 
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Figure 8: Past, nowadays and future importance of PPP for urban 
freight (number of countries)3 

 
 
 
 
 
 

                                                      
3 According to the personal estimations of the BESTUFS members participating in the material collection 
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3.3.2 National situation regarding PPP 

   

Summary of 
experiences: 
Limited number of 
PPP-examples in 
urban freight 

 In the following a summary of experiences from projects with application of 
PPP will be given. There are existing of course many various examples 
within the countries using PPP for developing, financing and operating 
projects. The different projects cover various measures with different 
approaches in the transport sector. But there are only a few examples given 
dealing with PPP in urban freight transport. Therefore often examples with 
generally regard to transport are given as example and not only with focus 
on urban freight transport. But in many countries are no examples given in 
the field of urban freight transport. Transport is a sector where PPP is often 
applied and mostly in context of financing motorways or other infrastructure 
projects. 

   

Most PPP-projects 
are infrastructure 
investments (PFI – 
Public Finance 
Initiative)... 

 The involvement of private actors in the development of infrastructure 
projects was particularly welcome in the transportation domain, due to the 
significant capital investment required in such projects. Transport-related 
infrastructure and the respective public services provided, often require 
modernisation and a significant boost to their competitiveness. Because of 
the high investments a private operation by private investors is welcome. 
There are numerous huge projects where private actors financially are 
involved: e.g. the Austria Centre Vienna, the Athens airport project, the 
Oeresund Bridge (linkage between Denmark and Sweden) and many more 
examples from whole Europe.  

   

...in urban freight 
transport are less 
PPP projects 

 Public Private Partnership in urban freight transport is mainly applied in form 
of dialog (informal PPP) between the official bodies and the private industry. 
Most PPP are contractual PPPs but this does of course include the informal 
approach of the co-operation. Especially in questions dealing with urban 
freight transport the local authorities are engaged to take advice and support 
from private actors like shippers, logistics services, haulage companies and 
consultants but this partnership shows only the character of a dialog and 
nothing more. The implementation of concepts and plans regarding urban 
freight transport are mostly in the responsibility of the official authorities. 
Only in case of a profit situation for private actors and a given win-win-
situation for both parties the private side is interested in the operation of a 
concept. In case of the development and the construction of a logistics 
centre for example often private operators are willing to manage the 
operation.  
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History of PPP 
started in early 
nineties 

 In most countries the introduction of PPPs has been started in the beginning 
of the 1990s. The first stage of PPPs has been informal PPPs, where private 
industries, advisors, institutions and research agencies give support to local 
authorities. Most of these first projects have been the construction of 
motorways under the participation of private financiers. Official authorities 
have more and more seen that big infrastructure investments could not be 
done anymore without private investment capital, especially under the 
framework conditions of a worse becoming economical situation of 
municipalities and state administrations. 

   

Motivation and 
approaches of PPP 
in urban freight 
transport 

 There have been existing different reasons for the motivation in setting up a 
PPP. One main reason can be seen in PPP as a solution in case of a 
widespread privatisation activity in many countries which started in the 
beginning of the early nineties.  

At the beginning, as already mentioned, the motivation to launch PPP-
enterprises was heavily focussed on the financing aspect. About that the 
local authorities have realised that nothing happens in the field of urban 
freight transport if there is no participation and support from the private 
actors. Knowledge and input from specialists of consulting and engineering 
companies, logistics services etc. became of more importance because the 
problems in urban areas have intensified since the mid 1980s. Above all this 
can be seen in the number of informal approach of PPPs (also in case of 
contractual PPPs), which are often represented within the best practice 
examples.  

A further argument for establishing a PPP is to represent a way for 
harmonising conflicting interests among different stakeholders and to find an 
attractive solution for the stakeholders (possibly a win-win situation). 

   

  In the following we give a very brief summary on the national situation in the 
various countries (summarised in).4 

   

Austria: most PPP 
are PFI (Private 
Finance Initiative) 

 In Austria most public-private co-operation projects were carried out in the 
field of communal infrastructure. Generally spoken, PPP has often been an 
emergency solution if there was no appropriate public financing solution. The 
general opinion was, that the official authorities are predominant in 
producing public goods.  

Referring to the different dimensions of partnerships it can be stated, that the 
contractual agreement is still the predominant form in Austria, although this 
model is often not regarded as a PPP.  

                                                      
4 A more detailed report on each country’s situation concerning road pricing and urban freight transport is given in 

Annex I. 
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The dimensions that can be found often in Austria are: 

� � BOT (Build-Operate-Transfer) 

� � BROT (Build-Rent-Operate-Transfer) 

� � BOOT (Build-Own-Operate-Transfer) 

� � PFI (Private Finance Initiative) 

Especially huge projects have been financed by PPP like the "Semmering-
Basistunnel". Regarding PPP in urban freight transport there are not many 
examples given. There is only one big project example that can be named: 
the Cargo Center Graz (CCG). 

   

Belgium: long 
tradition of 
partnerships 
between the public 
and private sector, 
but not in case of 
urban freight 
transport 

 Belgium has a long tradition of partnerships between the public and private 
sector. The central government (and the regional ones, after the creation of 
the regions) and the local authorities have set up such organisations for 
diverse reasons: industrial policy, financing to develop economies of scale or 
to share municipal activities. In the area of urban freight transport only one 
example for PPP is known (the morning market in Brussels). 

   

Denmark: Very 
innovative in co-
ordination of PPP-
projects in different 
Danish cities 

 Denmark already started to develop a PPP in the field of urban freight 
transport issues in 1993. This PPP was a co-operation between the Danish 
Minister for Transport, the association Danske Fragtmaend and the Danish 
freight railway operator DSB Gods and aimed to create feasible solution 
models which would benefit the local environment and also accommodate 
the interests of the local authorities, carriers and traders. 

Denmark is very innovative to set up PPP-projects in the field of urban 
freight transport and to co-ordinate different activities in different cities with 
various approaches. In 2001 the Forum for City Logistics was founded which 
co-ordinates PPP-projects in three different cities: Aalborg, Aarhus and 
Copenhagen. 

   

France: more 
experimental 
character 

 In France PPPs have traditionally been used to support community services 
in road construction. Regarding urban freight transport, dialogue with private 
operators and joint public private initiatives have not been very substantial 
until the PDU (urban mobility and master plans) process was introduced in 
1997. Most cities have only set up a forum for discussion with 
representatives from commerce and transport professionals. Some cities 
went further and have established specific experiments with both private and 
public funding.  
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Germany: most 
experienced in PPP 
in urban freight 
transport 

 First appearance of PPP in Germany was in the beginning of the 1990ies. 
One reason was that due to the German reunion high investments were 
needed to rebuild the infrastructure in Eastern Germany. A consideration of 
financing these infrastructure was to do it by Public Private Partnership. In 
the recent past PPP became more concrete due to the introduction of the 
heavy vehicles fee, to be introduced in Germany by August 2003. In urban 
goods transport various examples on PPP exists. In the 1990ies almost 100 
cities set up city logistics co-operations. These city logistics co-operations 
followed the approach to cope with the different interests the different actors 
in urban goods delivery have and to come to a win-win situation for all actors 
involved. These city logistics co-operations have been mostly initiated by the 
chamber of commerce, transport operators and cities. 

   

Greece: PPP are 
relatively new  

 The implementation of PPP in infrastructure projects in Greece is relatively 
new with the first efforts appearing in the 1990ies, during the implementation 
of the Community Support Frameworks. Partnerships between the Public 
and Private domains have been seen as an alternative way to privatisation 
where full privatisation was not acceptable. Like in many other countries, the 
involvement of private actors in the development of infrastructure projects 
was particularly welcome in the transportation domain, due to the significant 
capital investment required in such projects (PFI). There are mainly 
important infrastructure projects given where a PPP was launched, but there 
are no examples for taking PPP into account regarding urban freight 
transport. 

   

Italy: PPP in urban 
freight transport are 
mainly realised in 
transhipment points 

 PPP in Italy, in the urban freight distribution sector, mainly represent a way 
for harmonising conflicting interests among different stakeholders and finding 
a solution (possibly a win-win solution) for implementing complex projects. 
The main field where some relevant PPPs does exist are the realisation of 
infrastructure and the management of specific logistic/transport services 
(e.g. transhipment centres). 

   

Netherlands: PPP 
relating to urban 
distribution 
platforms 

 Public private partnerships have been introduced in urban freight distribution 
in the early nineties as a result of objections to regulatory measures taken by 
municipalities. Faced by the negative responses to these measures and the 
lack of interest in the problems other parties in the distribution process 
encounter, municipalities decided to ask the Chamber of Commerce, interest 
groups of shippers (EVO), of transports (TLN and KNV) to join in the 
planning processes in order to create support from the involved parties and 
the public.  

In 1995, Platform Stedelijke Distributie (PSD, translated as Platform Urban 
Distribution) was founded by the national government because of the 
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following reasons: 

� � The failure of a significant part of national policies with focus on urban 
distribution 

� � The introduction of many municipal regulatory measures like delivery 
time windows and vehicle restrictions with limited access to cities. 

Another important PPP-project in the field of urban freight transport that has 
be mentioned is the “Bevooradingsplan Binnenstad Utrecht”. 

The most relevant type of PPP in urban distribution in the Netherlands are 
informal co-operations, but on municipal level a contractual PPP is a 
common phenomenon in the form of the declaration of intent. On a national 
level, contractual co-operation or joint ventures are not very common. 

   

Spain: only 
experiences in 
financing of road 
projects 

 In general there are made no experiences with PPP in Spain with one 
exception: During the second half of the 90´s there was a resurgence in the 
financing of road projects in Spain through private finance. The First Phase 
of the National Motorway Programme, approved by the government in 1997, 
has been concluded with the award of the R-4 Madrid – Ocaña. Urban 
freight projects with support of PPP could not be found. 

   

Switzerland: boom 
of PPP in city 
logistics in the 
1990ties 

 In Switzerland PPP in passenger transport is more common than in freight 
transport for example in co-operative transport planning or agreements with 
private parties on the number of allowed car trips for a specific area. In the 
field of urban freight Switzerland saw a boom in informal public private 
partnerships as a consequence of the city logistics boom in the 90ties when 
several city logistics and urban freight research projects were launched 
within the DIANE 6 and the COST 321 programmes. With the decline of the 
city logistics boom the mentioned informal PPPs have mostly been 
abandoned too. Although the different actors know each other there is no 
institutionalised form of PPP anymore, e.g. on the basis of regular meetings. 

   

United Kingdom: 
Freight Quality 
Partnerships 

 In the UK, like in most other countries, PPPs have been mainly “Private 
Finance Initiatives” which have been established to develop and manage 
infrastructure projects. There is no example given for using PPP 
operationally in the field of urban freight transport. But there are many 
examples given for an informal approach in solving problems regarding 
urban freight transport. It is in the area of a voluntary PPP the UK shows a 
lead. The concept of Freight Quality Partnerships was mooted by the Freight 
Transport Association (FTA) in 1997. 
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Australia: more a 
consultative 
approach but 
nowadays with 
efforts to a more 
formal approach 

 PPPs in Australia have mainly a consultative approach (informal PPP). The 
regulatory consultative process and the formal committee systems have a 
niche and useful role to strongly influence at least to give input into national 
debate and perhaps even the output of national policy formulation. There are 
existing examples in the area of urban freight transport. The first examples 
were for urban passenger services, for airport terminal and toll roads. The 
basic idea was to promote efficiency in the service delivered. Nowadays 
PPPs with focus on freight in general and urban freight especially get more 
attention. On November 2002 the national government released a transport 
concept paper called “AUSLINK” which does include policy initiatives with 
focus on urban, highway and intermodal freight issues. This possibly the first 
such strategic framework that is actively canvassing a formal role for PPPs 
in Australia. 

   

  

3.3.3 Legal framework conditions 

   

European 
background 

 As seen PPPs have become more important in the recent ten years. The 
question is: Are there given regulations or a general framework dealing 
with the problems and creation of PPP? Are there given unique patterns 
how to set up a PPP and help to find the right kind of co-operation?  

On the European level no regulations do exist with direct regard to PPP. 
But there are existing regulations which indirectly influence the creation of 
a PPP. On the first the tendering regulations have to be named which are 
also affecting PPP. The EU has set up a very detailed procedure how to 
introduce the tender process for public calls. If public authorities want to 
involve private partners in projects and if these projects offer a financial 
profit, the authorities have to respect the official tendering procedures. It is 
not possible for them to give the project to someone private without 
creating a fair competition situation. Taking the example of the actually 
foreseen Danish-German bridge project “Fehmarnbelt” initiated by the 
German and Danish governments: This infrastructure project should be 
operated by a private investor. Before a private investor will receive the 
acceptance of bid a fair competition for all interested parties is prescribed. 
Otherwise the EU officials would intercede and require that the tendering 
process will start again newly. Therefore the private competitors which are 
interested in the participation in a PPP should take part in a tender 
procedure conforming with the EU regulations. 

Furthermore there are regulations affecting the protection of the fair 
competition within the EU that have to be mentioned. A PPP can not be 
introduced if other competitors would be harmed and if in case of a PPP 
the private partner gets a too strong market position.  
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General situation in 
the countries: 

No regulations with 
direct connection to 
PPP, but existing 
regulations indirect-
ly influencing PPP 

 In the surveyed countries there are in general no legal frameworks given 
directly affecting PPP. Of course there are running discussions how to 
unify the procedure of creating a PPP but not in the area of urban freight 
transport. There are nearly no laws, regulations or guidelines existing how 
to manage and deal with PPP except in the case of Belgium where PPP 
explicitly is pre- and described in laws and regulations, in particular at the 
local level. 

On national level there are of course existing regulations that indirectly 
affects the development of PPP like formal contracts, taxation laws, EU 
rules, constraints in economic supports (EU: the prohibition of unfair 
competition) and constraints concerning tender procedures.  

   

Austria  The legal framework was probably one of the big critical factors that hold 
many concepts off realisation. As the legal conditions are rather complex, it 
is necessary that they are presented transparently and in a structured way. 
Points to consider in Austria: the formal contract, taxation law, EU – rules, 
constraints in economic support, constraints concerning tender procedures. 

   

Belgium  Rules for PPP are explicitly described in Belgian laws and regulations, in 
particular at the local level. There are tools given helping to support the 
local authorities. 

   

Denmark  There is no information available about the framework conditions for PPP 
in Denmark.  

   

Germany  A legal framework was set for the private financing of public infrastructure 
(extension and new building of motorways, bridges, tunnels and specific 
routes). This legislation is mainly linked to the leverage of the heavy goods 
vehicles fee in August 2003. 

For the support of co-operations there are no specific legislation or 
framework conditions in Germany. 

   

Greece  At the moment there is no organised institutional/legal framework 
governing the creation of PPPs. Very detailed agreements are formulated 
on an ad hoc basis addressing all operational and legal aspects of each 
partnership. Each agreement, to be valid, is then voted as a law (ratified) 
by the Greek Parliament. 

The formulation of the legal framework is currently in progress but there is 
no information about the advancement stage of this effort. 



BESTUFS – D 2.4 Best Practice Handbook Year 2003 32 
Public Private Partnerships (PPP) in urban freight 

 
 

 
 
 
 

   

Switzerland  Swiss politics in general is based on the idea of consensus which favours 
the establishment of informal PPPs. In fact it is common that a large 
number of stakeholders or associations representing them respectively are 
given the opportunity to express their opinion on the subject before a new 
law is established. The same goes partly for larger projects too. The idea of 
consulting stakeholders is based on the assumption that the actors 
concerned usually know the details of the subject best. Therefore the 
public should benefit from this source of knowledge. Additionally future 
opposition against a project or law respectively can be minimised by 
integrating all relevant actors right from the beginning. 

   

Other countries  In most other countries a legal framework for PPP is not known. Often PPP 
is accounted more as an informal and consulting process in which the need 
for a legal framework is not affordable. But there has to be an acceptance 
for EU Member States to the EU legislation which also concerns the 
establishment of PPP-projects.  

   

   

  

3.4 Regarded case studies (project-level) 

   

19 projects 
collected  

 19 projects from most of the participating countries have been collected. 
Table 1 gives an overview on all collected projects, the projects’ phase, the 
type of PPP, the duration, the project initiator and the spatial orientation. 

ANNEX II gives a detailed and summarised description of all collected 
projects. 

 
  

Focus on:  

·  contractual 
PPPs  

·  already 
operating 

·  most local 

 The following Table 1 gives an overview about the main characteristics of 
the collected PPP examples from different countries. As there can be seen 
most of the PPP projects regarding urban freight transport are already 
operating. Only the PPP within the project “Baustellenlogistik” in Berlin is 
stopped because the construction of the Potsdamer Platz is already 
finished.    
Regarding the type of PPP the majority of the projects are on a contractual 
basis and are based on a closer co-operation. This reflects what is already 
said about contractual agreements in chapter 3.1.1.  
Nearly all examples of PPP in context with urban freight transport are of a 
permanent duration and not only transitive. This shows that PPPs in urban 
freight are based on a perennial operation and not only short-term projects 
and can therefore be seen as long-term investments.  
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The main focus of PPP in urban goods transport is on a local spatial 
extension which is reduced to the urban areas.  

 

   

Main application 
areas of PPP 

 Concerning the contents of PPPs in urban freight transport nearly all 
researched projects are dealing with urban distribution and construction of 
logistics or distribution centres. Another approach can not be seen barely 
from the existing best practices. Other fields of application are licence 
solution like the example from Copenhagen (Denmark) has shown or the 
actually initiated congestion charge London (UK). 

   

Best practices  For showing the experiences made in the surveyed countries selected best 
practices in each countries have been chosen. Ideally they should show 
how a PPP in urban freight does function and about that they should give 
some background information why this example does function very well 
and what have been or are the main difficulties within this named project.  

The following figures give a short impression about the kind of PPP taken 
into account and about the main characteristics they have. Figure 9 gives 
an overview what type of PPP in the regarded case-studies is predominant 
whereas Figure 10 shows in which project phase the given examples are.  

For the Australian example “Barnes Road Bridge Project” no further 
information about the type, project phase, duration and the project initiator 
is available.  
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Figure 9: Type of PPP 
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Figure 10: Project Phase of PPP 
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Table 1: Overview on collected PPP projects (marked projects are presented in detail) 
 

Country City/Region Name of concept Project Phase Type Duration Spatial extension 

AT – 01  Graz Cargo Center Graz realisation contractual transitive regional 

AUS – 01  Whole Australia National Road Transport Commission ‘s Industry Advisory 
Group (IAG) 

operation informal permanent national 

AUS – 02  State of Victoria Barnes Road Bridge Project not available not available not available regional 

AUS – 03  State of Victoria Victorian - Road / Sea / Rail  - Freight Advisory Council operation informal permanent regional 

BE – 01  Brussels MABRU – Marché matinal - Vroegmarkt operation contractual permanent regional 

CH – 01  Basel Basel City Logistics operation informal permanent local / regional 

CH – 02  Thun SpediThun operation contractual permanent local 

DK – 01  Aarhus Environmental zone scheme operation contractual permanent local 

DK – 01 Aalborg Transport co-ordination operation contractual permanent local 

DK – 01 Copenhagen Certification scheme operation contractual permanent local 

DE - 01 Berlin Baustellenlogistik Berlin stopped contractual transitive local 

ES – 01  Malaga Calle Camas planning and 
design 

contractual ? local 

FR – 01 Bordeaux ELP (Espaces de livraison de proximité) operation informal/ 
contractual 

transitive local 

IT – 01  Rome Rome planning and 
design 

contractual permanent local 

IT – 02  Siena / Terni Urban goods distribution / Logistics platform operation contractual permanent local 

IT – 03  Parma Parma transit point planning and 
design 

contractual permanent local 

NL – 01 Utrecht Bevooradingsplan Binnenstad Utrecht planning and 
design 

contractual permanent local 

NL – 02  Groningen City Centre Distribution Groningen operation contractual permanent local 

UK – 01 Whole UK Freight Quality Partnerships operational informal transitive national 
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Assessment of the 
projects 

 The following project descriptions show examples of planned or 
implemented PPP-projects and assess the experiences made. As many 
innovative projects are planned or set-up a selection had to be made.  

Thereby, the following aspects were considered: 

� � Relevance for BESTUFS, innovative character and contribution to solve 
problems 

� � Success / failure analysis and real world experiences 

� � Balance among countries and approaches 

� � Availability of existing and further information. 
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Example 3.4.2:  
Cargo Center Graz, 
CCG 

 Example 3.4.1: Cargo Center Graz (Austria) 
 
[CCG 2003; Erlach 2002] 

  
 

Key words 
 

City and regional logistics, urban distribution, transhipment center, 
contractual PPP, cost sharing  

 
 

 

Background 
 

The coming enlargement of the EU to the East and to the South-East means 
for Styria a chance and a challenge at the same time. Not only Styria leaves 
its position on the periphery in respect of geopolitics and economic policy, 
but also a new, growth-oriented market with about ten millions of people 
opens up at the same time. Already today the economic development of 
Styria is exemplary throughout Europe (an EU study proves it - together with 
Ireland and the Balearic Islands - to be a region with the most successful 
growth), but especially in the area of transport infrastructure, an area that will 
be of decisive importance for the future, the Federal Government of Austria 
and the Styrian Provincial Government put considerable efforts into making 
up for the failures of the past decades. Because of these reasons the Styria 
government looked for a solution for using efficient logistics capacities. 

 
  

Objectives 
 

It was aimed from the beginning on to establish a new (very first in Austria) 
freight village.  

The Cargo Center Graz operates at one of the most important transport- and 
logistic junctions of Middle Europe - where the network of the European 
economic areas meets the requirements of the strongly expansionary 
economic region of Styria. The freight village located near Graz, which is the 
capital of the Styria province within Austria, has got a surface of 50 ha and is 
equipped with warehouses and transhipment facilities. The total investment 
was 130 m EUR. 
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Figure 11: Cargo Center Graz – functional diagram [Erlach 2002] 

 
  

Basic approach 
 

After a long period of discussions and negotiations with the public federal 
railway without results an alternative concept was developed by the public 
authorities of the province of Styria and private partners. Private transport 
companies and forwarding agencies as well as the three largest Styrian 
banks form together with the Styrian Provincial Government and the Federal 
Government of Austria a Public Private Partnership-Model (PPP), which is 
new for the Austrian freight transport economy. Because of the dimensions 
of the project many important partners get involved – transport and logistic 
operators as customers/users of the facilities as well as the Railcargo Austria 
(Federal Railway), the Steiermärkische Landesbahnen (regional rail 
operator). The heterogeneous structure of the company meets traffic related 
public guidelines and provides the CCG with large-scale possibilities of 
proximity to the customer, market information and economic efficiency. 
Moreover, due to the planned close cooperation with the Steiermärkische 
Landesbahnen (STLB - the Styrian Railways Company) the CCG can act on 
the market like a railway company itself. 

Parallel a city and country logistic initiative the so called “Styrialog” has been 
founded (another private company, supported by the Styrian government). 
This platform shall use the facilities of the Cargo Center Graz for distribution 
as a city terminal. The selection of the partners was a result of discussions 
and bargaining within the political administrative sector and regional lobbies, 
representatives of chamber of commerce, private transport operators and 
others. 

The PPP is organised as a project which is supported by the public sector by 
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financing and construction of the infrastructure. As a owner of the area and 
the facilities the public sector is leasing it to a private limited company 
operated by  

� � Transport service providers 

� � Banks 

� � Energy supplier 

In this private operating unit the public sector is not participating directly (just 
via a majority ownership of the energy supplying company).  

The dialogue between the two parties is going on permanently on a very 
informal basis and between different partners but mainly between the 
managing director of the PLC and the political representative of the Styrian 
Government (responsible for economy). 

The performance of the PPP will be monitored by the Styrian government 
but also by the federal government. But there are no specific procedures or 
evaluators known yet. 

 
  

Financial solution 
 

The whole infrastructure is financed by the public sector. The partners of the 
CCG have a limited risk in case of getting into economic troubles. 

 
 

 

Future plans 

development 

 
For the future an expansion and establishing in the network of freight villages 
is foreseen. 

 
 

 

Results and 
experiences 

 
It is too early to evaluate the results of the project. As far as the political and 
technical procedures are done the PPP works pretty well in a sense of 
implementation of the targets aimed at. The beginning of the operation of the 
freight village and its services (including urban freight deliveries) has been in 
June 2003. A critical aspect is the integration of the Rail cargo Austria and 
some other important partners, which is not fulfilled completely at the 
moment. 

 
 

 

More information 
 

Erich Fuchs, MD Cargo Center Graz, Kasernstr. 58, Kalsdorf   
Tel. +43 31 35/54 445-0 

Reinhard Dorner, ECONSULT, Birostrasse 12, A-1230 Wien 
Tel. +43 1615705027 
r.dorner@econsult.at  

 

See also References and contact persons! 
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Example 3.4.3:  
Espaces de 
livraison de 
proximité (ELP) 

 Example 3.4.2: Espaces de livraison de proximité (ELP) Bordeaux 
(France) 
 
[Dablanc 2002] 

  
 

Key words 
 

Unloading zones, urban distribution, distribution concept, informal/ 
contractual PPP 

 
 

 

Background 
 

There has been strong need for co-operation between freight operators and 
local authorities during the tramway lines in the inner city area have been 
under construction. So deliveries have been nearly impossible because of 
major ongoing public works in the city centre.  

Regarding this a PPP was started as a general collaboration between freight 
organisations, the Chamber of Commerce (CCI) of Bordeaux and the 
Bordeaux metropolitan authority to design solutions for delivering the goods 
during the building of the new tramway lines (involving major public works in 
the city centre). It ended up with a specific project (ELP) with contractual 
commitments between parties involved to set up and co-finance specific 
delivery areas. 

 
 

 

 
 

 

Figure 12: Espaces de livraison de proximité (ELP) Bordeaux 

 
 

 

Objectives 
 

The aim of this PPP was to find an acceptable solution for deliveries in the 
city center of Bordeaux. The aimed solution should solve the problems of 
traffic congestion and negative impacts. 

 
 

 

Basic approach 
 

At the start of this PPP a broad round table was established with the 
objective to bring as many partners as possible together and to discuss the 
ongoing problems and possible solutions. All freight organisations have 
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agreed to discuss possible solutions. The first main achievement of the PPP 
process set up by the CCI was to involve the three main truck organisations. 
For one year one meeting every three months with a private consultant was 
held who was hired to organise and manage the meetings and set up the 
ELP experiment project itself. Employing a private consultant was one of the 
success factors because he could manage and take care for the PPP more 
neutral compared with the situation a city official would manage the group. 
About that a consultant could act and manage this project more efficient. He 
was good in overcoming disagreements and initial opposition among truck 
companies© representatives. 

 
 

 

Financial solution 
 

Now the contractual PPP is between the CCI, the City of Bordeaux, the 
Metropolitan authority of Bordeaux and the national government. All these 
partners provide subsidies. However, neither local retailers nor the freight 
organisations have accepted to provide subsidies. Their participation is 
"intellectual" and above all they commit themselves in communicating on the 
project to their members so that the use of these specific areas will be 
facilitated among potential users (truck drivers). 

 
  

Future plans 

development 

 
Only one "ELP" will be implemented at the beginning for a three month 
period. If it is successful two more would be implemented. If the whole test is 
successful, these new unloading areas could become permanent. Therefore 
it is a step by step and careful approach. 

 
  

Results and 
experiences 

 
So far, the informal part of the PPP has been very well perceived by 
transport organisations. On the public side, the local officials were rather 
disappointed in realising that there was no financial commitment from the 
truck companies. This is why they chose a step by step and limited approach 
for further developments.  

Truck organisations have committed themselves to be involved into dialogue 
and strategic thinking, but they have not accepted to finance the project. 

A financial co-operation of the private sector and the local authorities for 
such experiments may take longer than just agreeing to discuss with public 
officials. Their understanding is that the public space is free and should 
remain as such. 

 
 

 

More information 
 

Direction of Studies of the Chamber of Commerce of Bordeaux or by GART  

Member of BESTUFS who did the material collection: 
Laetitia Dablanc, GART, 17 Rue Jean Duadin, F-75015 Paris 
Tel. +33 140563060; laetitia.deblanc@gart.org 

See also References and contact persons! 
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Example 3.4.4:  
Marché matinal – 
Vroegmarkt 
(MABRU)  

 Example 3.4.3: Morning market MABRU in Brussels (Belgium) 
 
[Henry 2002] 

  
 

Key words 
 

Urban distribution, contractual PPP, consolidation of products 

 
 

 

Background 
 

In Brussels fresh products operations between wholesalers and retailers 
were spread in various places in the historical city centre. This lead to 
congestion and to difficulties for both retailers and wholesalers. It was for 
example difficult for one retailer to go from one wholesaler to another. It also 
led to congestion and there were only a few possibilities of extension (thus 
the spread in different places). But fortunately the city had a plot of land 
available (an old gas factory owned by the city).  

 
 

 

Figure 13: The morning market MABRU in Brussels 

 
  http://www.mabru.be/nl/info_mab.htm 

Objectives 
 

The city thus decided to regroup all fresh product activities on this plot. 
There is still some scope for extension on the place. The Morning Market for 
fresh products MABRU was launched by the city of Brussels in the 
seventies. Some warehouses were available, and new ones were built on 
the ground formerly used by a town gas factory. MABRU provides an 
infrastructure used by wholesalers and retailers of fresh products (fruits and 
vegetables, flowers, etc.) for a rent.  

 
  

Basic approach 
 

In 1992, the city decided to have the market run by a non-profit organisation. 
Land and buildings were given to the organisation which is now managed by 
representatives of the city and of users. The management board of MABRU 
is composed of representatives named by the City Council (they have a 
majority of the votes and are either city councillors or users) and 
representatives of the users. Gromagro was the organisation representative 
of users which were selecting the members of the board representing the 
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users. However, the organisation has now disappeared to be replaced by 
another one called UMB. At this moment, they are quite disorganised and 
have problems appointing their representatives. 

This illustrates the difficulty of organising a group including both large 
wholesalers and small retailers. The first ones because of their size tend to 
keep the power to themselves. One of the roles of the city representatives is 
to ensure that the interests of the small retailers are taken into account. 

There are regular meetings of the managing board (monthly) and board of 
directors (once every 2 months). A general assembly is called upon twice 
per year. It has de facto a minor role being composed of the same bodies 
(only with more representatives) than the board of directors.   

The management of MABRU is the responsibility of the managing director, 
under the supervision of the management board and the board of directors.  
The managing director, responsible for the management of MABRU was 
appointed by the board of directors and has a long-term contract.   

Except the regular meetings of both boards and of the general assembly 
there are no specific measures to monitor the performance of MABRU.  
Annual reports are presented to the General assembly (and thus indirectly to 
the city council). 

 
  

Financial solution 
 

The investment was borne by the City of Brussels. The operations are 
financed by the rent paid by the users. This rent is a function in dependence 
on the space used by operations and the type of equipment used at that 
market space (e.g. an empty lot is worth less than a refrigerated one). Each 
user also pays for its electricity and water usage.   

The organisation is self-supporting (there is no subsidy) as far as operation 
and maintenance are concerned. 

 
  

Future plans 

development 

 
A relocation of the market is under discussion (this is a very remote plan). It 
might be necessary to rebuild the warehouses to comply with new EU 
regulations on traceability and health. In this case the market is still in 
Brussels but a location further out is considered. There is scope for a limited 
extension on-site. 

 
  

Results and 
experiences 

 
The benefits for the users are the rationalisation of all the dealing between 
wholesalers and retailers in a single, well accessible place. Retailers do not 
have to face city centre congestion and to drive between several places.  
Comparison between products is easier. Wholesalers have an easier access 
to a large number of potential clients. A centralised market is also more 
attractive for more remote clients, and thus has larger potential catchment 
area. 

For the public authorities the benefits are in terms of less congestion in the 
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city centre and to make sure that small retailers, useful for the life of the city 
centre, have a voice in the management of the sector. 

The fact that it is self-financing (in terms of operation) is certainly one of the 
major reasons of the success of MABRU. The provision of building facilities 
by the city is of course another reason.  

The scale of MABRU (it first serves the region of Brussels - one million 
inhabitants – but clients are coming from all over Belgium – 10 million 
inhabitants) is correct, but the market is only supported by the city of 
Brussels (the centre of the region, with only 130.000 inhabitants). This kind 
of initiative should be at the regional level.   

This kind of public organisation of markets is in the interest of the collectivity, 
allowing the market not to be dominated by a limited numbers of large, 
oligopolistic actors (one of the large traders was paying a rent much lower 
than its competitors for example). 

 
  

More information 
 

Not available 

Member of BESTUFS who did the material collection: 
Alain Henry, STRATEC, Avenue A. Lacomblé 69-71 boite 8, B-1030 
Brussels 
Tel. +32 2 7387881 
h.duchateau@stratec.be 

 

See also References and contact persons! 
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Example 3.4.5:  
Stadtmobilität Thun 
(“city mobility 
Thun”) – 
SpediThun 

 Example 3.4.4: SpediThun (Switzerland) 
 
[Egger 2002] 

  
 

Key words 
 

City logistics, urban distribution centre, distribution concept, informal 
PPP  

 
 

 

Background 
 

The association „Stadtmobilität Thun“ was initiated in 1997 by VCS, an 
association for transport and environment and the „IG Velo“, a cyclist lobby 
organisation. The main idea was to act instead of to react. The 
“Stadtmobilität Thun” association deals with any question or problem in 
relation to urban mobility in the city of Thun including urban freight 
(SpediThun). Its members are: 

� � VCS, an association supporting environmental transport like bike and rail 

� � IG Velo, a cyclist lobby organisation 

� � TCS, a lobby organisation for individual car usage 

� � STI, the public transport operator in the city of Thun 

� � the Swiss post 

� � a private local freight transport operator (one!) 

� � the municipality 

� � a bike courier 

� � the main operator of the municipal parking blocks 

The association of inner city trade and retailers is currently being integrated. 

The association meets on a regular basis 3 to 4 times per year in a kind of 
“open general meeting”. In the 5 years since its foundation several 
innovative mobility projects have emerged from the association acting as an 
initiating platform or a facilitator. Projects initiated by the platform include a 
bike delivery system, an mobility information brochure for new residents or 
the project SpediThun.  

 
 

 

 
 

 

Objectives 
 

SpediThun was started in summer 2000 under the motto “delivering 
together”. It emerged from the project “urban mobility” that was launched in 
1997 by the municipality of Thun (40©000 inhabitants) and various transport 
associations. It was aimed to enhance heavy vehicle transport to carry out 
deliveries in the historical center of Thun. 



BESTUFS – D 2.4 Best Practice Handbook Year 2003 46 
Public Private Partnerships (PPP) in urban freight 

 
 

 
 
 
 

SpediThun is a city logistics scheme operating an urban distribution centre. 
The project that emerged from the public private partnership “Stadtmobilität 
Thun” is also organised in a public private partnership itself.  

 
 

 

Basic approach 
 

The informal PPP is composed of five essentials partners which are building 
a sort of steering committee for this launched project: 

� � the municipality as political partner and donor (project leader) 

� � Büro Rundum)mobil, a private mobility consulting company that 
elaborated the scheme 

� � the association “Stadtmobilität Thun” as representative of various 
mobility organisations and mobility supplier (see above) 

� � the association of inner city trade and retail companies 

� � the Swiss post as an important representative of the local transport 
business 

� � an innovative transport operator who runs the platform 

In collaboration with two local transport operators a terminal was realised in 
the outskirts of Thun. At the terminal the goods are reconsolidated and then 
delivered twice a day to the retailers in the inner city using appropriate 
vehicles adapted to the network of narrow streets downtown. The project 
aims at delivering at least 200 consignments per week, reducing the number 
of trucks with trailer downtown to zero and reducing the number of trucks 
downtown up to 20%. The project was started with an intensive marketing 
campaign including over 300 transport operators as well as local businesses. 
The SpediThun vans deliver mostly shops for household articles, 
entertainment electronics, sports articles, toys, books and newspapers. It is 
not suitable for textiles, fresh produce, watches and jewellery. In average, 
around 50 tons are delivered into the city per month (2001). 

A part from the location of the terminal its opening hours are estimated to be 
crucial for the success of the project. Another key factors is seen to be the 
fact that the whole project is embedded in the framework project “urban 
mobility” which takes a governing and co-ordinating part bringing together 
the various actors and their differing demands and supplies while knowing 
about the specific details and complexity of the transport business. 
Furthermore the involved transport operators are known to be highly 
innovative, have good local contacts and have a close relation to the project 
(it’s “theirs”). Another point is probably the less fierce competition in the local 
market, as the two participating companies are the major local market 
players. Like this they can take full advantage of their know-how of the local 
framework conditions. 

 
 

 

Financial solution 
 

The projects did not receive any subsidies apart from a kick-off credit. Today 
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it is economically independent and apparently attractive for the two transport 
operators involved (at least when taking into account the image gains and 
PR-effects). The transport operator covered their entire costs due to terminal 
investments etc. The municipality covered the cost for public relations and 
marketing. All other members of the working group covered their own 
expenses. 

 
 

 

Results and 
experiences 

 
At the beginning personal contacts were crucial but finally the partnership 
worked out well. Nevertheless the steering group broke up after the launch 
of the project and a first evaluation meeting. 

A success factor for the partnership and the project respectively was the 
broad composition of the steering group. An innovative actor is needed for 
initiating the project, but broad partnership is necessary in order to reduce 
the implementation risk.  

Although the partnership was attached to a project, thus temporary, it was 
broken up too quickly. The partnership should have continued in order to 
elaborate further measures supportive to the project. 

 
 

 

More information 
 

Rundum-mobil 
Gerhard Schuster 
Obere Hauptgasse 20 
CH-3601 Thun 
info@rundum-mobil.ch / www.rundum-mobil.ch 

 

Member of BESTUFS who did the material collection: 
Dieter Egger, Rapp AG, Uetlibergstr. 132, CH-8045 Zürich 
Tel. +41 43 2686032 
heiko.abel@rapp.ch 

 

See also References and contact persons! 
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Example 3.4.6:  
City Centre 
Distribution 

 Example 3.4.5: City Centre Distribution Groningen (Netherlands) 
 
[Broersma/Kramer 2002] 

  
 

Key words 
 

City distribution, time-windows, timely access regulation 

 
 

 

Background 
 

Being the largest city in the north of the Netherlands Groningen is a regional 
economic centre with 175©000 inhabitants. It is connected to the rest of the 
country by road, rail and inland shipping and has a connection to the seaport 
Eemshaven. Groningen has a strong regional function for more than half a 
million people.  

About that Groningen can be characterised as a town with an old historical 
centre which is more than thousand years old with shopping function and a 
high level of entertainment and cultural possibilities. This leads to a very high 
degree of quality of live. 

But there have been existing a lot of inner-city problems that reduces this 
nice and convenient atmosphere. Especially traffic problems and connected 
with this environmental problems and the decrease of quality of life occurred 
by road traffic. One reason is the commuting situation in the greater area of 
Groningen. Half of the people who work in Groningen live in the outskirts of 
Groningen or in the regional area. About that deliveries into the city centre 
have caused an additionally traffic volume with the consequence of a high 
noise level and air pollution.  

In 1977 the introduction of a Traffic Circulation Plan was introduced and has 
been in the result not very satisfactorily. In this concept the relevant 
economic key-players were not involved and therefor especially shop owners 
in the centre were very unsatisfied with this new policy that aimed to reduce 
traffic in the inner-urban area. About that the plan was introduced in three 
weeks which lead to the assumption that problems are foreseeable. 

In the beginning of the 1990 a reestablishment of conversation between the 
official authorities and transport companies was done. 

 
 

 

Objectives 
 

As consequence of this politics in 1994 a new approach was tried: the “City 
Centre Better”. In this project all the main players have been involved from 
the beginning on, so that the project process could be influenced by as many 
parties as possible who are involved in this problem. It was aimed to a 
consensual solution which is acceptable for all parties and is passable for 
them. It should guarantee an efficient and economical solution especially for 
the transport companies and an satisfactorily answer regarding the 
environmental problems and the quality of life from the view of the cities’ 
authorities. 
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The result of this contractual PPP have been the following measures: 

� � The enlargement of the pedestrian area 

� � Time-windows for distribution in the car-free areas between 5 and 11 
a.m. and 6 and 8 p.m. 

 
 

 

Basic approach 
 

The Municipality of Groningen, more precisely spoken the city council 
initiated the project in close co-operation with representatives of the local 
business and several market parties: 

� � Groninger City Club (lobby group of local entrepreneurs) 

� � Chamber of Commerce 

� � EVO (lobby group of shippers, receivers and transporters, in this case 
one-man transport companies) 

� � TLN (Transport en Logistiek Nederland: lobby group of professional road 
transport) 

� � KNV (employers’ organisation of professional passenger- and goods 
transport) 

� � Department of Public Works Noord-Holland 

� � Traffic police 

For the improvement of the accessibility of the city centre for transport 
services an experiment was introduced. For two distribution companies 
delivering goods from the outskirts of Groningen into the city centre it was 
allowed to make their deliveries outside the time windows all the day. Both 
parties benefit from this experiment. The distribution companies gained a 
better efficiency and the local authorities a better living and environmental 
situation. 

In consequence of this experiment an “Advisory Commission for distribution 
issues” has been set up by the City Council to supervise the test. This was 
the basis for a successful PPP. The PPP has an informal approach but on a 
contractual basis.  

In 1998 in accordance with the advice of the Advisory Commission the 
project became a new direction towards more structural policy. The new 
additionally measurements have been the permission for 3.5 tonnes trucks 
to use bus lanes and cross sections during the defined time windows. From 
official site new research inputs have been delivered. 

Nowadays the foreseen transport companies for the delivery of the city 
centre rises up to three distributors. Three fresh goods distributors and even 
three more are under discussion. The conditions for the delivery of the city 
centre are a minimum of 100 deliveries per day at 20 addresses, the usage 
of environmental vehicles (EURO-2; at the time point of introduction), the 
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signalisation of vehicles with a city distribution logo, speed limits etc. 
Following concessions have been made from official site: the usage of bus 
lanes and the crossing of sections boundaries outside the time-windows. 

 
 

 

Financial solution 
 

The partners committed themselves to bring input and way of solution into 
the pilot project. But there is no financial commitment between the involved 
partners. The philosophy has been that both partners benefit from this 
partnership. 

 
 

 

Future plans 

development 

 
In the future a further improvement of the policy of co-operation will be 
continued. It should be aimed to support this policy and project by 
additionally technical applications like the usage of more environmental 
vehicles (electric vehicles) or maybe a concept of underground logistics. 

 
 

 

Results and 
experiences 

 
The research activity in Groningen has shown the positive reaction from all 
parties and positive results (i.e. no problems with flow public transport, less 
transport time in the inner city area.  

The deliveries became more efficient and more economical for the transport 
operators. On the other hand the environmental situation and the quality of 
life has become better. 

In 1999 Groningen has won the first price of a city distribution contest, 
offered by the National Platform City Distribution. 

 
  

More information 
 M. Kramer 

Department of Land Use Planning and Economic Affairs 
Municipality of Groningen 
Gedempte Zuiderdiep 98 
P.O. Box 7081 
9701 JB Groningen 
Tel: 050-367 8123 
Email: m.kramer@roez.groningen.nl 

 

See also References and contact persons! 
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Example 3.4.1:  
Bevoorradingsplan 
Binnenstad Utrecht 

 Example 3.4.6: Bevoorradingsplan Binnenstad Utrecht (Netherlands) 
 
[Schoemaker  2003] 

  
 

Key words 
 

Urban distribution, distribution concept, contractual PPP, cost sharing,  

 
 

 

Background 
 

The current main program is the “Bevoorradingsplan Binnenstad Utrecht” 
(distribution plan for city centre of Utrecht). In addition several smaller 
programs are active, such as the exemption regulation for vehicles from 
commercial urban distribution centres, the “Bierboot” (ship used for the beer 
supply to bars and restaurants in the city centre).  

The city centre of Utrecht has some peculiarities that ask for careful 
consideration of the measures to be taken. Utrecht has a historic city and an 
adjacent large shopping mall like centre, which when it was built was the 
largest of its kind in Europe. The historic centre has several sensitive 
features: it has some large old canals and bridges. The quays are used for 
traffic and parking and in the inside of the quays are cellars which are now 
frequently used as bars and restaurants. Because of these delicate 
structures, large heavy vehicles are banned from these parts of the city 
centre. The combination of these factors significantly effects the efficiency of 
the distribution. 

 
 

 

 
 

 

Figure 14: City of Utrecht  
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Objectives 
 The main purposes of the PPP-project are to: 

1. analyse the current practise and the type and size of problems in urban 
distribution in Utrecht. 

2. development of an urban distribution plan as a short term solution for the 
supply of the city centre of Utrecht (only considering road traffic). 

 
 

 

Basic approach 
 

The “COMMISSIE van ADVIES inzake BEVOORRADINGSAANGELEGEN-
HEDEN in UTRECHT (CABU)” initiated the project by advising the city 
council to develop a distribution plan. The city council adopted this advise, 
but under the condition that private parties within the CABU would contribute 
to the development of the plan, either financially or by human effort. The 
private parties that are now co-producing the plan selected themselves by 
applying to this demand. The collaboration is officially signed by all parties in 
a declaration of intent in which the responsibilities, legal context and basic 
conditions are laid down.  

The solutions considered in this project are: 

1. routing of distribution traffic to, from and inside the city centre. 

2. loading and unloading locations. 

3. delivery time windows. 

4. the role of urban distribution centres. 

The main responsibility lies with the municipality (project leader). The other 
parties have the role of a project member. The group meets once every 
three or four weeks, but the individual members have regular e-mail contact. 
The work is divided based on the specific knowledge of each member. The 
members are: 

� � Chamber of Commerce:  

� � Interest group of shippers (EVO) 

� � Interest group of transporters (TLN) 

� � Interest group of entrepreneurs in the city centre (Platform Binnenstad 
Utrecht) 

The reason for inviting the involved parties to the planning process is that the 
city councillor wished to involve these parties. This would provide input of 
ideas, streamlining of the process, partial financing (indirect, by providing 
human effort), and information about the way the distribution is organised 
from the point of view of the delivering and receiving parties. During the 
process, the local police will be consulted on the feasibility of enforcement of 
the regulations. The residents have already been consulted through an 
enquiry, but will have the opportunity to comment again through the 
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neighbourhood council. 

 
 

 

Financial solution 
 The costs are shared between the partners: the municipality delivers 80% of 

the project maximum of 500 hours, the other parties together deliver 20%. All 
other costs are paid by the municipality. 

 
 

 

Future plans / 

Development 

 
There are plans to perform a zero state measurement and an after-
implementation measurement. No decision has been made, though. 

A more comprehensive strategy can only be developed after the analysis 
made in this project. 

 
 

 

Results and 
experiences 

 
As the project is still in the planning phase no definitive conclusions can be 
drawn. Up till now the experiences have been positive: there is relevant input 
from all parties, there is a true collaboration and no conflicts avoided have 
been encountered. 

The main benefits for the private partners are to be directly involved in the 
planning process. For the public partner the benefits lay in the constructive 
input from interest groups, a more streamlined process and some financial 
benefits. 

 
 

 

More information 
 Mark Degenkamp  

Municipality of Utrecht  
P.O. Box 8406  
NL-3503 RK Utrecht  
m.degenkamp@utrecht.nl 
Tel. +31 (30) 286.37.47 

Member of BESTUFS who did the material collection:  
Jarl Schoemaker, NEA, Sir Winston Churchilaan 297, NL-2280 DZ Rijkswijk  
Tel. +31 70 3988 309  
jsc@nea.nl 

See also References and contact persons! 
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3.5 Synthesis from the case studies 
 

  

Reasons for the 
need of PPPs in 
urban freight 
transport 

 As seen in most examples PPP-projects are concentrating on urban 
distribution and city logistics. The background for these partnerships is 
based on essential problems in urban areas like: 

� � traffic congestion 

� � environmental impacts (noise and air pollution) 

� � damages on the historical structure and buildings 

� � the missing of loading and unloading zones 

� � time losses in delivery 

� � lack of space 

However the reviewed examples show that the main reason for building a 
PPP in urban freight transport is the balance between economical best 
solutions and reducing impacts on environment. 

Most environmentally impact can be seen in traffic congestion in inner-city 
areas. Above all the comprehensive problem situation and the various 
elements influencing traffic congestion make clear that a need of 
comprehensive solutions is necessary for acting against this. Therefore 
different stakeholders are involved finding an appropriate solution. But that 
has to be mentioned not without managing an appropriate economic basis 
for all stakeholders and participants. 

The influence of public bodies in freight issues is limited compared with 
those in public transport, because most of the freight activities are carried 
out by private enterprises. Therefor it is more than necessary to involve the 
private parties for finding a balanced answer to the existing problems. 

 
  

Different stake-
holders are 
involved in PPPs 

 Taking into account the above named reasons PPP-solutions in urban freight 
are necessary. Because of the interests of many different stakeholders in 
urban freight transport and the co-ordination of the inner-city goods flows 
partnerships has been taken as basic approach to solve the problems. 

To represent the different interests private parties and administration bodies 
worked together in those projects. The main actors in PPPs in urban freight 
transport are: 

� � the municipality and local administration bodies 

� � shippers 

� � logistic services 
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� � road hauliers and 

� � terminal operators 

� � consultants 

In case of the project SpediThun which has created a platform for deliveries 
into the inner-city, different stakeholders have created this PPP: the 
municipality as project leader, a private consulting company for advisory in 
questions of mobility, associations to ensure the interests of their members, 
the Swiss post and an innovative transport operator who acts as operator 
and conducts the delivery system. 

   

Objectives and 
tasks 

 The different participation in those PPPs varies in dependence on 
participants’ expertise and know-how, their importance for this project, their 
financial part of investment etc. The reviewed examples show that there are 
existing a lot of different objectives and tasks within a PPP and participants 
meet various tasks. The main tasks are: 

� � to exchange knowledge 

� � to deliver input of ideas 

� � to increase efficiency in project management 

� � to aim a more practical point of view and  

� � to share investment costs  

� � to create a win-win-situation for all partners 

Taking the mentioned examples into account many different tasks are the 
result of a PPP. In the Dutch project “Bevooradingsplan Binnenstad Utrecht” 
for example the tasks have been to share the specific knowledge of each 
member, to provide input of ideas and partial financing. In the case of the 
example from Bordeaux an objective was to discuss together the problems 
and to find together solutions. 

 
  

Type of PPP: most 
are contractual co-
operations 

 In part 3.1.1 of this handbook different kinds of PPP have been explained. 
There can be made a differentiation in dependence on the type of 
formalisation and involvement of private partners:  

� � informal co-operations 

� � contractual co-operation / agreements 

� � joint ventures  

In the selected examples only the two categories informal or contractual co-
operations are represented but mainly with a focus on contractual co-
operation. It has to be mentioned that contractual PPPs shown in the 
examples do of course include informal aspects. The involved partners take 
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care to exchange information, to discuss possible solutions and to deliver 
ideas and input into the projects but more on a contractual basis. Often the 
contact between the private parties and the public site has foreseen the 
private operation of a project or concept like given in the Austrian example 
Cargo Center Graz or the Swiss example SpediThun. 

There is no example for a joint venture given. Also the other examples not 
explained in detail in this chapter show no joint venture as co-operation form. 

   

Financial solution:   The financial solutions depend on different factors: 

� � the complexity of the project 

� � the PPP-model: informal, operational 

� � the risks and opportunities 

� � the benefits for both partners (return on invest) 

� � the duration: permanent or transitive 

� � the responsibility of each partner  

The given examples show different solutions for financing PPP-projects: In 
the case of the Cargo Center Graz for example the infrastructure 
investments are done by the public site and the investments for operation by 
private investors. Because of the complexity and the high investments of this 
project a share of costs and know-how seemed to be useful. Nevertheless 
for the involvement of private partners it is important that there will be a profit 
situation for the private investors. In the Swiss PPP-project SpediThun the 
two private transport operators ensure the investments for the operations 
whereas the municipality of Thun finances the marketing campaign and the 
public relation management. 

   

Thematic fields of 
application in urban 
freight 

 Most of the PPP-projects in the area of urban freight transport shown in the 
examples are focussed on distribution issues. On the one hand the planning 
of optimised distribution centres is a key application area of PPP where often 
the infrastructure planning and financing is done by the public side and the 
operation of a centre is managed by private enterprises (see also the 
example Cargo Centre Graz), on the other hand good flow optimisation in 
inner-urban areas is a point for building a successfully PPP (see 
Bevoorradingsplan Binnenstad Utrecht). In the second case the private side 
is mostly involved in a discussion process whilst the official side has the role 
to implement plans and activities (Bevoorradingsplan Binnenstad Utrecht).  
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3.6 Conclusions and recommendations 

  
3.6.1 Conclusions 

Framework 

conditions of a PPP 

 There are several framework conditions that favour the building of a PPP: 

� � less public budgets 

� � public interest and acceptance among users 

� � complex projects 

� � lack of information 

� � problems in efficiency 

   

Good experiences 
in PPP regarding 
urban freight 
transport 

 The analysis of best practices has shown that there are a lot of examples of 
PPP in transportation in general covering both passenger and goods 
transport. The focus of PPP has been or is on financing infrastructure by 
support of private investors. 

But there are also good examples existing dealing directly with urban freight 
issues Like for example:  

� � MABRU Morning Market, Brussels (BE) 

� � SpediThun, Thun (CH) 

� � Basel City Logistics, Basel (CH) 

� � Construction Site Logistics, Berlin (DE) 

� � City gods, Copenhagen (DK) 

The main field of PPP-establishments in urban goods transport can be 
identified in city logistics, road pricing and the development of urban 
distribution centres. But also in the field of: 

� � city access regulations  

� � transport co-ordination or  

� � waste management 

   

Win-win-situation 
as condition for a 
successful PPP  

 Public projects and goods often require a macroeconomic efficient 
production.  

The main aims of PPP in the field of transport for public authorities are: 

� � economical benefits,  

� � improvement of quality of life and environment 
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� � the improvement in traffic security  

� � Know-how exchange 

Private parties aim to realize: 

� � return of investments by economic benefits 

� � image and publicity (marketing aspect) 

The main interest from private side is given if they can function as operator 
of a business model. Especially the operation of a distribution or logistic 
centre is of high interest for private stakeholders.  

But public authorities are often rather interested in an informal exchange of 
knowledge or in creating ideas together. But nevertheless this can only run if 
for both parties a win-win-situation can be realised. There will be no 
acceptance from private enterprises if they do not profit from a built PPP. 
The profit can be a return of invest in form of money or image, but normally 
financial profits are crucial for them. 

   

Exchange of 
information and 
knowledge is 
essential for project 
initiatives 

 The examples show that public authorities formulate their need for 
information and know-how with regard to the initiation and management of 
projects. Therefore they are looking for institutions, enterprises and 
consultants supporting them in projects by delivering input in form of ideas or 
project management.  

Institutions like universities are often involved in projects because they can 
report about actually research experiences from similar projects. Consultants 
often advise the public bodies in financial and operational matters and 
enterprises like transport operators can bring practical experience into the 
project and can point out possible difficulties regarding to the project 
implementation.  

   

Most projects have 
been implemented 
on a local level 

 Most of the regarded case studies have been implemented on a local level. 
But freight transport is often carried out on a broader spatial extension at 
least a regional level. However the involved partners have been mainly from 
the local area.  
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3.6.2 Recommendations 

   

Broader spatial 
extension of 
projects  

 As seen the most projects are based on a local level and the partners are 
mainly coming from the local area. Nevertheless urban freight has regionally 
impacts which imply that focus should be seen on a broader spatial 
extension. If environmental problems or congestion are the reason to create 
a PPP to find an appropriate solution in urban freight transport partners from 
a broader spatial extension at least from a regional should be involved. 
Taken the deliveries in urban city centres as example a considerable number 
of deliveries are coming from regional distributors or vice versa deliveries 
from the inner urban area have their receivers outside the city. This implies 
that problems are based on a broader spatial extension and are not only 
problems of the city.  

But it has to be mentioned that complexity of communication and 
management within the project will grow if more partners are involved. 
Therefore a PPP with few partners as possible but with carefully selected 
ones could be efficient and could be an approach to find a practicable 
solution. 

   

Involvement of 
state-ministries and 
regional bodies 

 The best practices are exclusively dominated from local initiatives and 
represented by local authorities. In none of the case studies, except the 
project of the Cargo Centre Graz, any regional or sate administrations have 
been involved. Problems in urban freight are a general problem that matters 
not only the local administration but also state and regional administrations. 
There are also no national research activities given in the field of PPP in 
urban freight transport. Taken this into account state-ministries should show 
more efforts to support initiatives. So they could for example initiate new pilot 
projects, co-finance projects or only be involved as moderator between the 
partners. 

   

Only with focus on 
urban distribution 
and the 
construction of 
logistic center 

 PPP in urban freight is focused, as seen in the majority of projects, on the 
optimisation of urban distribution, road pricing or the construction of logistics 
and distribution centres. But there are existing more application areas for 
creating a PPP in urban freight transport: 

� � the usage of ITS in urban freight 

� � city access management 

� � the development of environmental-friendly vehicles for goods distribution 
(in this case the official authorities are asked to support the private 
industry) 
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� � loading zone management etc. 

As shown there are more possibilities given to think about new strategic 
partnerships.  

   

Dialog with all 
transport operators 
not only with focus 
on freight transport 
operators 

 The most PPP in the field of urban goods transport only involve partners 
from the freight transport business. Because of the complexity to solve 
environmental problems or congestion in inner-urban areas it would be 
advantageous to integrate also other interest groups like public transport 
services. It should be aimed to find a comprehensive approach which affects 
all kind of transport and all modes. Single views on a problem often cause a 
one-way solution or in worse case shift the problem. Therefor an integrated 
approach could help to solve comprehensive problems. But in this case the 
complexity and communication can be more difficult because different 
stakeholders have different interests and objectives. 
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NGO  Non Government Organisation 
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ANNEX I 

General situation concerning PPP within countries  

 
Country Description 
Australia The first PPPs in Australia were for urban passenger services, for airport terminal and toll roads. Neither of 

these were directed necessarily at urban freight. They were developed in order to share risks and borrowing 

minimisation from the perspective of the government instrumentality. The basic idea was to promote efficiency 

in the service delivered and not at the full cost to the public budget. Tollways have been the most common 

investment strategies however, Australia has developed a large number of important formal committees 

involving the road freight industry in regulatory planning and strategic policy development. The National Road 

Transport Commission’s Industry Advisory Group is one such entity at the National level. Australia has six 

states and two territories and at this level there does exist Freight Industry Advisory Groups that work with 

each Transport Minister in each State. Within the last quarter there has even been a national logistics 

committee established (the Australian Logistics Council) and this mirrors the high value of advice that both 

regional and federal governments have to this consultative process. 

The regulatory consultative process and the formal committee systems have a niche and useful role to 

strongly influence at least input into national debate and perhaps even the output of national policy 

formulation. In short, the objective is to gauge from the representative group what is truly representative for 

the freight industry, and to gauge the level of acceptance from the other levels of highly varied representation. 

Private players involved include several national Road transport Associations, particular transport commodity 

groups e.g., Tankers, farmers. Postal etc, local government representatives, business association represen-

tatives, truck manufacturers etc The NRTC’s IAG process draws upon the road transport industry, from 

several road transport association membership groups, regional government and even manufacturers, and 

national business representatives. Certainly the consultative committee systems that the National Road 

Transport commission have formally set up are regarded nationally by operators, regulatory, industry 

associations, manufacturers and by the three levels of government. These formal committee systems are 

becoming more important and more frequent in their establishment. In October 2002 several representatives 

of the Industry Advisory Group and other invited experts contributed to an informal national conference of 

freight safety. This was just one example but many similar expert groups are often convened from the 

advisory group membership. 

The IAG committee holds formal national regulatory status, although being one of several such committees its 

status is not extremely high. The strategic planning process is aided considerably by formal consultative 

committees such as the National Road Transport Commission’s IAG (Industry Advisory Group). The group 

has a legal status as it is established within the agreed framework of the charter for the National Road 

Transport commission formal regulatory discussion and feedback mechanism. 

On November 7th 2002 the national government released a transport concept paper called “AUSLINK”. This 

new transport strategy focuses on range of rethought policy initiatives including urban, highway, and inter-

modal freight issues. Within the proposed strategy framework for the Green Paper, is a role for PPP. This 

possibly the first such strategic framework that is actively canvassing a formal role for PPPs in Australia in 

more than an ad-hoc role. This will increase the importance of PPP in Australia’s urban freight domain. 
Austria One of the first huge projects realised in the form of a PPP was the "Austria Centre Vienna", a conference 

centre built due to the demands of the UNIDO (United Nations Industrial Development Organisation) and the 

IAEA (International Atomic Energy Agency). The conference centre was opened in 1987. The project was 

often officially criticised because of its low profitability. The second big PPP-project was a planned railway 

tunnel, called "Semmering-Basistunnel". There was much focus on this project by the media and the public, 

because it degenerated into a political trial of strength. The work was started in 1994 and stopped again in 

2000 and it is still one of the main political topics in the provinces involved. These first two major projects were 

not the best basis to create a PPP-culture in Austria. Seen from nowadays, maybe the projects were too big, 

to guarantee a realisation without complications. But it has to be mentioned that the problems were not 

originally situated in the PPP-structure, they were results of political impacts. Probably some smaller PPP-
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enterprises in the form of pilot- or demonstration-projects would have brought the experience necessary to 

handle and promote PPP as a model for the future. 

In the beginning the motivation for establishing PPP-enterprises came from the public players and was heavily 

focused on the financing aspect. The aim of the first initiatives was to relieve the budget and create access to 

capital. Generally speaking, PPP has often been an emergency solution if there was no appropriate public 

financing solution. The general opinion was, that the state was predominant in producing public goods. There 

was also the fear that private players, if involved once, could try to establish private monopolies for tariffs. In 

the past there was no visible concept or strategy for improving and supporting the realisation of PPPs. 

Although there have been various projects on state and community level, PPP were not really promoted as a 

potential model for the future. Usually the focus was on the transfer of operational tasks to a private company. 

On community level often businesses of waste and  waste water disposal, public transport or public buildings 

were organised as PPPs. The evolution of PPPs seemed to be quite slow. Although there has always been a 

strong connection between public and private sector in Austria, the promotion and formalisation of co-

operation concepts was not pushed ahead. A reason therefore was probably the assumed legal and 

organisational complexity, which discouraged public authorities. 

To refer to the various degrees of formalisation of PPPs, the understanding for this classification seems to be 

different in Austria. Although there have always been informal co-operations between private and public 

players in the past, they would not be seen as PPPs. Even contractual agreements were not regarded as 

PPPs. The reason therefore was probably the financial focus. Austria understanding was based upon the 

opinion that PPP is strongly related with sharing of investment costs and risk, therefore a joint venture was the 

only appropriate form. Summing up, it has to be mentioned that informal co-operations dealing with policy 

dimensions always existed in Austria. In fact they were never seen as PPPs. 

Referring to the Austrian notion of PPP  it can be stated, that the contractual agreement is still the 

predominant form in Austria, although this model is often not regarded as a PPP.  The dimensions that can be 

found often in Austria are: 

� � BOT (Build-Operate-Transfer) 

� � BROT (Build-Rent-Operate-Transfer) 

� � BOOT (Build-Own-Operate-Transfer) 

� � PFI (Private Finance Initiative) 

The general strategy is to focus on big projects in traffic infrastructure, mainly the building of roads,  railway-

infrastructure, bridges, tunnels, etc., although there are also examples and initiatives on other sectors like 

waste disposal, waste water treatment, hospitals, business parks, public buildings etc. In January 2002 the 

PPP-concept became new attention, when the "Generalverkehrsplan" (a master plan for traffic- and 

infrastructure-development in Austria) was published by the ministry of communication. Although the focus is 

still on the financial aspect, the minister recommends this form of co-operation between public and private 

sector and demands the utilisation of synergies. In the paper the potential of the private sector is supposed to 

be around 5% of the total investment costs for all infrastructure projects. A "task force" was nominated by the 

ministry, to evaluate every project listed in the master plan. They have to check if a PPP is suitable for the 

project or not. If not, they have to give detailed reason for this decision. In every case the project-profitability 

has to be calculated under different conditions in the form of simulation-models. This task-force will also deal 

with the following issues: 

� � shorten the duration of administrative procedures 

� � deregulation and simplification 

� � feasibility of co-operation 

� � methods of risk-sharing 

� � legal questions 

� � preparatory training 

� � benchmarking 

Fist evaluation-results have already been published. The public sector is actively looking for private partners 

to realise several infrastructure projects, such as  cargo terminals in Vienna, railway stations in the towns of 

Linz, Innsbruck, Salzburg and Vienna and  railway connection from the centre of Vienna to the near airport. 

The political will was stated, that PPPs will be enforced in the future. So on top of the political authorities 

supporting the PPP-model is the ministry of communication, giving clear order to enforce this model. Also the 

Austrian Federal Economic Chamber ("Wirtschaftskammer") is a principal supporter, organising the dialogue 
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between public and private partners. Another organisation supporting PPP is the Federation of Austrian 

Industry ("Industriellenvereinigung"). The Institute for International Research is organising a 2-days 

conference in January 2003 especially dealing with the topic of PPP and the experiences made in Austria.  

The Vienna University for Economics and Business Administration is also a very important player, offering 

special lessons dealing with different dimensions (legal aspects, formal organisation, etc.) of PPPs. 

As mentioned above, the predominant type is the contractual agreement, strictly separating policy and 

operational dimension. There is one big project that can be stated out in this paper, the Cargo Center Graz 

(CCG, see project AT - 01). This is the first major enterprise that can clearly be identified as a Private Public 

Partnership by all dimensions. Especially the policy dimension was developed collaboratively, taking all 

arguments of public authorities and private partners into consideration. The project is of economic importance 

for Austria and especially for the town of Graz, and has direct impact on the evolution of urban freight 

transport in this specific area. 

The level of awareness among stakeholders has changed a lot within only a few years now. Regarding 

examples of PPPs in other countries, and the synergies and potentials they create, nearly all (!?) stakeholders 

in Austria see upcoming chances for the public and private sector through this form of co-operation. The focus 

is especially on national level, as these projects are observed intensively by the media and the public. A very 

big role in this context is also taken over by financial institutions (e.g. banks). As these models offer new 

possibilities for business, they try to promote and support public and private players in initialising PPP-

projects. They show big efforts to make this model a transparent alternative solution, and often overtake 

active parts in the foundation of new PPP-enterprises. Involving private partners to finance public investments 

in infrastructure offers new opportunities for efficient implementation of public projects. On the one hand the 

financial possibilities of the communities are very limited, on the other hand urgent investment demand is 

increasing permanently. Apart from a few negative experiences, a considerable number of PPP-projects has 

been handled successfully in Austria. Although PPP was long regarded as a sole financing model, the 

evolution in Austria shows that the relevance is growing. Further aspects, such as optimising fulfilment, 

efficiency questions and risk-sharing, are taken into consideration. Originally the public players were 

responsible for defining the objectives and decisions (policy dimension), whereas the private players were 

responsible for financing, production and management (operational dimension). This concept is getting more 

and more extended, so that the private institutions are involved into decision-making. 

Generally speaking all local expert groups (ministry task force, Austrian Federal Economic Chamber, 

Federation of Austrian Industry, University Institutes, etc. ) predict great potentials that can be realised 

through PPPs. They have all identified the mistakes made in the past, and try to promote a new way of co-

operation. Above all they have recognised that the strong division 

� � public player -> policy dimension 

� � private player -> operational dimension 

does not lead to successful partnership. The involvement of all partners into all measures is necessary to 

guarantee, that all expectations are integrated. This new form of partnership is promoted by all stakeholders 

to create a general understanding of what a PPP really is, and how it can offer synergies. This new way of 

thinking has mainly developed within the last two year. Congresses, conferences and workshops have been 

initialised to publish ideas and create general understanding and acceptance. 

The cultural background for establishing PPPs can be seen as rather good, as private and public sector were 

always closely linked through the social partners. The political communication culture can not be hold 

responsible for failures and a long period of stagnancy. Overall it seems that the legal and organisational 

complexity, and the lack of promotion and support, were the reasons that it took that long to establish 

successful enterprises. The planning process was, for a long time, not existing. There was no recognisable 

continuous process that brought stakeholders together and organised the creation of a general basis. Some 

single initiatives by various stakeholders were realised, but did not bring that break-through-success. In 2001 

the first organised planning process was started, when major stakeholders, all above the ministry of 

communication, took over responsibility for the issue "PPP".  The necessity was realised, and since then 

PPPs seem to go a new, modern way in Austria. 

The legal framework was probably one of the big critical factors that hold many concepts off realisation. As the 

legal conditions are rather complex, it is necessary that they are presented transparently and in a structured 

way. Points to consider in Austria: 

� � The formal contract 
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� � Taxation Law 

� � EU - rules 

� � Constrains in economic support ("Beihilfeverbot") 

� � Constrains concerning tender procedures ("Vergabebeschränkungen") 

The PPP is promoted strongly nowadays, although realisation can be found in only a few projects. It will be of 

very high importance in the future! Stakeholders have recognised that co-operations between public and 

private players offer many synergies and opportunities. The success is depending on the involvement of the 

partners and the professional organisation. The opportunities that have been identified are: 

� � Efficient and quick possibility for realising projects 

� � Utilisation of resources from all partners 

� � Planning of one integrated solution 

� � Direct allocation of costs and profits 

� � Optimising taxation expenses 

� � Various Synergies 

Belgium Belgium has a long tradition of partnership between the public and private sectors.  The central government 

(and the regional ones, after the creation of the regions) and the local authorities have set up such 

organisations for diverse reasons:  

� � Industrial policy: for example, financial participation in ageing industries to support them and protect 

employment, or involvement in national monopolies that are progressively privatised (in sector such as 

telecommunications, airlines or airports). 

� � Financing regional development for example by the development of industry parks. 

� � Financial engineering to realise public expenditures without increasing a huge public debt (now at about 

100% of GDP, but which reached 140% of GDP in the eighties).  For example SOFICO was created in 

1994 to finance the building of new road infrastructures.  The private sector finances the construction of, 

say, a road or a tunnel, and receives afterwards from the government a payment proportional to the 

number of users (shadow toll).   

� � Grouping of municipalities and private operators to develop economies of scale in some municipal 

services (distribution of water and energy, cable TV, waste collection and treatment, etc.).  

� � Delegation of some municipal activities to commercial or non-profit organisations.  

Public companies with majority (SNCB, the national rail company, at 98%, or Belgacom, the telecom operator 

at 50.1%,) or minority (Arcelor, the steel company at about 5%) participation of the federal or regional 

governments.  In some cases, the government is planning to sell part of these assets, for example in the case 

of Belgacom. 

At present, various forms of PPP exist in Belgium.  The different levels of government can be involved (federal 

and regional governments, municipalities), and a number of institutional settings are used.  The partnerships 

can take the form of public or limited companies or non-profit organisations.  Public private partnerships that 

would deal with matters related to urban freight will a priori involve local authorities.  PPPs with local 

authorities can have three different structures: 

� � Grouping of municipalities and private partners in Intercommunales 

Several municipalities can re-group in supra-communal company, in order to develop economies of scale 

in a given activity. The activities of the Intercommunales must be specified in the status and be in the 

interest of the various municipalities.  This includes (but is not limited to) activities such as water and 

energy distribution, cable TV and waste collection, computer services to the municipality, management of 

swimming pools, music schools, kindergarten, slaughterhouses or graveyards and economic 

development.  These groupings can be public or limited companies or non-profit organisations.  Private 

partners may be associated and have a share of the assets (in the case of public or limited companies), 

though not a majority one.  The main advantages brought about by the intercommunales are the 

flexibility of management and the access to the financial resources and the technical know-how of the 

private sector.  In the case of electricity distribution, for example, groups of municipalities have 

associated with the main Belgian electricity producer (Electrabel, which still has the quasi monopoly of 

electricity production in Belgium) to organise electricity distribution in Belgian municipalities.  In practice, 

this comforts the monopoly power of the electricity producer.  Indeed, as the municipalities do not share 

the technological know-how, they usually let the private sector manage these intercommunales, even if 

they have a majority stake in the grouping.  In return, these companies provide important revenues for 
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the municipal budget and for the representatives of the municipalities represented in the 

intercommunales.  This example shows one of the dangers of this setting, the loss of control by the 

public authorities.   

� � Autonomous municipal companies (“ régies communales autonomes” )  

This kind of company is allowed since 1995.  A single municipality can create an autonomous 

commercial company for a limited number of activities relevant to the management of the municipality.  

These activities are similar to those of intercommunales and mainly include parking, water and energy 

distribution, harbours and airports, cable TV, slaughterhouse, cultural, sport or tourism activities, 

markets.  These companies are similar to commercial companies, with a few significant differences.  

Their activities must be explicitly defined and are by law restricted to some activities (see above).  They 

are not subject to bankrupt (they have no capital and are backed by the municipality).  Private partners 

cannot have a share of the assets of the municipal company, even if they can be associated.  Being fairly 

recent, there are still very few of these autonomous companies in Belgium.   

� � Non profit organisations set up by one municipality 

Municipalities can set up non-profit organisations to deal with municipal matters.  These are mostly used 

for social, cultural and health activities.  They usually involve representatives of the municipality and local 

partners.  The case study developed below is the Morning Market in Brussels (MABRU), which 

associates the city of Brussels and a group of wholesalers and retailers in fresh products to create a 

public infrastructure to be used by private partners.  There are no regulatory differences between these 

organisations and other, non-communal non-profit organisations.   

Public private partnerships are explicitly described in the Belgian laws and regulations, in particular at the 

local level.  There are tools often used by local authorities. 

PPP is considered very important as there has always been a tradition of mixed economies in Belgium, with 

co-operation between private and public sectors. In the future, liberalisation enforced by European authorities 

will reduce the role of central and regional governments in the private sector.  This points towards a decline of 

the importance of PPP.  However, the recurrent deficits of governments will support the creation of new forms 

of partnerships, as governments find new way to bring private finances into public infrastructure projects. 

Market liberalisation will also force a simplification of the intercommunales system and will thus contribute to a 

slight decline of the role of public private partnerships. 
Denmark In 1993 a co-operation initiated in 1993 on the initiative of the Danish Minister for Transport between Danske 

Fragtmænd and DSB Gods, the two largest collective distributors in Denmark was initiated. This activity can 

be seen as a first step to handle urban freight problems by a PPP. 

On the basis of their experience of daily distribution in city areas they set out to create feasible solution 

models which would benefit the local environment and also accommodate the interests of the local authorities, 

carriers and traders alike.  

The work resulted in the following three papers:  

� � Portrait of an environmentally-friendly transport solution for city areas  

� � Principles of future regulation (certification) of goods transport in cities 

� � Catalogue of ideas for goods transport in city areas 

The proposals attracted the keen interest of the Municipality of Copenhagen, and in 1995 a working group 

was established to apply a solution model to a specific project.  

 

Denmark is very committed in setting up city logistics projects under the participation of private parties and 

public authorities. The most famous example is the Forum for City Logistics (http://www2.city-logistik.dk). 

Exploration of other solutions and testing of alternative models in smaller city areas led three Danish 

municipalities - Aalborg, Aarhus and Copenhagen - to prepare a joint programme for the development of 

goods transport in city areas. In 2001 the Forum for City Logistics was established. 

The primary objective is to create transport solutions to the benefit of the city environment in terms of road 

safety, air and noise pollution, accessibility, energy consumption, safety and the visual environment. This 

applies to transport of goods and services to and from city areas. At the same time, goods transport should 

ensure a level playing field for the retail trade in the city area and the vast shopping centres outside the city.  

Other objectives are to ensure the exchange and communication of experience and to maintain consistency in 

the various pilot projects to be launched. This prevents the implementation in Denmark of different schemes, 

which would make unreasonable demands on the nation-wide transport companies.  
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The three cities have also embarked on trial development projects to test various models and parameters of 

city logistics.  

The three cities and the Ministry of Transport have thus created a steering group which has established a joint 

forum - the Forum for City Logistics - with its own secretariat. The partners involved in those city projects are 

public bodies like municipalities, the local police etc. and private enterprises like large transport companies 

and local delivery services. 

The three city projects co-ordinated by the Forum for City Logistics are: 

� � transport co-ordination in Aalborg city 

� � the certification scheme Copenhagen 

� � environmental zone scheme Aarhus 

On the basis of practical experience the Forum is to investigate which environmental benefits can be gained 

by applying various distribution models with or without local restrictions.  

  

France France has a long history of contracting out local public services (water distribution, urban transport, refuse 

removal for example). Nation-wide, the highway network has been nearly entirely built through formal PPPs. 

However, as processes involving a dialogue and co-operation between private and public parties, PPPs have 

not been developed much historically within French local governments. Regarding urban freight transport, 

dialogue with private operators and joint public private initiatives have not been very substantial until the PDU 

(urban mobility and master plans) process was introduced in 1997. Before only a few logistic villages at the 

outskirts of cities (Garonor North of Paris for example, with local governments co financing) were built using 

PPP structures. The introduction of the PDU process obliged all large cities to establish freight forums to build 

up urban freight policies within their transport planning process. Since 1998/99 some more formal 

experiments involving collaborative initiatives from both the public and the private sides with co-financing from 

all partners (strongly subsidised by the national government) have started to appear. 

Today, local governments have realised that nothing could be done efficiently in urban freight without the 

private sector©s consent and participation. Most cities have only set up a Forum for discussion with 

representatives from commerce and transport professionals. Some cities went further and have established 

specific experiments with both private and public funding. The PDU process has been a success in setting up 

the first bases for a dialogue between public officials / technicians and private carriers, retailers and freight 

organisations (this dialogue did not exist before). However, today, Forums and partnerships have difficulties in 

becoming permanent (meeting every six months for example). Furthermore, local officials find it difficult to 

meet with the real decision makers : large parcel companies representatives (and not local sub contractors), 

large logistics providers, etc. Regarding experiments, the main difficulty is to increase the financial 

participation of the private parties involved in the PPP. The final objective for local governments is eventually 

to stop subsidising these new services, but private operators do not agree in taking over the whole financial 

burden. 

Private partners usually include the Chamber of Commerce and one or two retailers associations. Sometimes 

freight transport organisations are involved. These are rather fragmented in France (3 main organisations), so 

different cities would have different organisations represented, depending on the dynamism of local branches. 

Sometimes, a truck company would also be directly represented (PR person or general manager for 

example). On the public side, the authority in charge of PDU (i.e. metropolitan authority, transport authority…) 

is alway involved. And in most cases the most important city of the area would also be represented (City of 

Bordeaux AND Bordeaux metropolitan authority in the case of the Bordeaux region). In many cases, also 

some regional representatives of the national state (Direction Départementale de l©Equipement). Regional 

branch of the SNCF (national railway) and Port authority too. Rather seldom PPPs include some NGOs 

(environmental, transport users). 

When a policy oriented PPP is established, projects are very local, usually dealing with experiments such as a 

new design for loading/unloading areas (see project F - 01). At a larger scale, the well known experiment 

ELCIDIS in la Rochelle, is not aimed at the policy dimension but restricted to the operational dimension: the 

administration of La Rochelle has decided to set up a distribution centre, without involving the freight 

organisations in the preliminary dialogue and preliminary studies. The administration then decided to contract 

out the terminal©s management to a private operator. 

Awareness today is much bigger today than 10 years ago. Local politicians as well as transport professionals 

are the two stakeholders which have increased the most their awareness of the need for a closer public 
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private cooperation to reorganise urban freight. The French legal framework is very open to PPPs (all kinds of 

PPPs). The obstacle in setting up PPPs comes more from a lack of culture than from a restrictive legal 

framework. Urban freight policy in France is charcterised by a very low level of dialogue culture with freight 

transport business in local French governments. This has made it very difficult to set up more permanent 

working groups and establish successful PPPs. 

The increasing importance of PPP in urban freight described above is estimated to grow further in the future. 
Germany First appearance of PPP in Germany was in the beginning of the 90th. One reason was that due to the 

German reunion high investments were needed to rebuild the infrastructure in Eastern Germany. A 

consideration of financing these infrastructure was to do it by Public Private Partnership. In the recent past 

PPP became more concrete due to the introduction of the heavy vehicles fee, to be introduced in Germany by 

August 2003. A new legislation was made setting the framework for privately building, maintenance and 

operation of motorways, tunnels, bridges and specific routes. Up to now two projects are realised one in 

Rostock and one in Lübeck. With the introduction of the heavy vehicle fee more infrastructure projects will be 

financed by PPP in the future. A further form of PPP presently in discussion in Germany is the financing of the 

Transrapid. The Transrapid as well as specific infrastructure between Hamburg and Berlin should be build in 

the frame of a PPP. For the construction of the Transrapid route the government provided a fixed contribution 

as support. As the private side was not willing to provide their contribution the project never started. Now two 

local routes in Munich and the Ruhr area are foreseen to be build in a PPP. 

Beside this operational “hard” dimension of PPP there are also some examples on PPP following a “soft” 

dimension. In urban goods transport various examples on PPP exists. In the 90th almost 100 cities set up city 

logistics co-operations. These city logistics co-operations followed the approach to cope with the different 

approaches the different actors in urban goods delivery have and to come to a win-win situation for all actors 

involved. Initiated were these city logistics co-operation mostly by the chamber of commerce, transport 

operators and cities. Within the organisation representatives of each group meet regularly and can be 

regarded as PPP. The operation part of the city logistics (transport operations) were organised on a 

completely private contractual basis. In the same line of co-operations falls the development of freight villages 

(Güterverkehrszentren) in Germany. Following the aim to moderise and rationalise logistics in the city and 

region a GVZ development companies were established at each potential location in order to develop a 

concept for marketable services from the freight village and to gain transport and logistics companies to move 

their bases and depots into the freight village. These development companies are mostly organised as legally 

independent companies where the municipality, the owner of the dedicated land for the freight village and 

transport and logistics companies commonly provide the nominal capital. 

The experiences in Germany with the described PPP models were not the success as initially expected. The 

model of financing public infrastructure via PPP was under long discussion. But up to now only some minor 

projects (tunnels and bridges) are actually financed via this approach. Main argument against financing public 

infrastructure by PPP is that there are doubts that a private financed infrastructure are “cheaper” in the end 

than a completely state financed one. The experiences with common co-operations in urban logistics and 

GVZ development companies are also below expectations. As a general trend it is to recognise that 

institutionalised groupings like the GVZ development company are terminated. As well as for city logistics co-

operations (as far as they exist). Still existing are informal round tables of the different actors in urban goods 

transport. 

A legal framework was set for the private financing of public infrastructure (extension and new building of 

motorways, bridges, tunnels and specific routes). This legislation is mainly linked to the leverage of the heavy 

goods vehicles fee in August 2003. For the support of co-operations no specific legislation or framework 

conditions exists in Germany. 

The relevance of PPP will gain in the future, but mainly at the side of financing public infrastructure due to the 

leverage of the heavy vehicle fee.  As most of the co-operations in city logistics and GVZ development will be 

organised on an informal level the importance of these PPP form will loose in the future. Nevertheless, these 

forms of co-operations are established and will have influence on the organisation of urban goods transport 

also in the future. 

Greece The implementation of PPPs in infrastructure projects in Greece is relatively new with the first efforts 

appearing in the 90s, during the implementation of the Community Support Frameworks. Partnerships 

between the Public and Private domains have been seen as an alternative way to privatisation where full 

privatisation was not acceptable. It is argued that the implementation of PPPs evolved as part of the wider 
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administration reform launched by the Greek government in the late 80s and through the 90s. The 

requirement of this reform stemmed from the realisation that the high centralisation degree of the Greek State 

administrative structure and the lack of competent local structures of this kind, presented a decisive obstacle 

in the country’s adaptation to the EU and the effective utilisation of the First Community Support Framework to 

improve the country’s competitive position. Part of this reform was a privatisation programme and an 

increased co-operation with the private sector. Like in many other countries, the involvement of private actors 

in the development of infrastructure projects was particularly welcome in the Transportation domain, due to 

the significant capital investment required in such projects. Transport-related infrastructure in Greece and the 

respective public services provided, urgently required modernisation and a significant boost to their 

competitiveness. Apart from the capital required and the financial risks involved in this venture coupled by the 

relative shortage of public funds, very strict and limited timetables were prescribed for the projects in progress 

in order for them, first, to be able to absorb the respective EU funds within the prescribed timeframes and 

second, where requested, to be completed in time for the Olympic Games of 2004. In addition to that, in some 

cases, such as the Spata Airport, know-how transfer was also required. Therefore, the main drivers for PPP 

adoption in Greece can be summarised as follows: 

� � better exploitation of public funds  - sharing of financial risks 

� � time constraints for projects completion (acceleration of procedures) 

� � know-how pooling 

The European Commission has also played a vital role to the development of PPP schemes in Greece as it 

has placed considerable emphasis on their implementation within the framework of the Common Transport 

Policy. 

In general, the Greek State has retained an authoritative and relatively centralised approach, undertaking the 

main role of policy formulation and contracting out (concession agreements) harder issues of a project such 

as the design, construction, financing and operation/management for a specified time period. The public 

sector of course retains the control over these contracted functions, monitoring the private sector’s 

performance against the contract’s specifications. In other words, the government retains the central role of 

policy formulation, whereas the implementation of this policy can be undertaken by a scheme involving a 

number of actors from the public and private domain. As regards the object of the PPPs so far, two large 

transport projects have been completed and are already operating: the Athens Ring Road (Attiki Odos) and 

the New International Airport of Athens (“El. Venizelos” or “Spata Airport”).  

� � Attiki Odos is a clear example of Privately Financed Investment (PFI), where the State has contracted 

the Design, Construction and Operation (tolls) of the road to a private entity (Attiki Odos S.A.). The public 

contribution in the project financing was about 29% (actually, including the cost of expropriations, it was 

somewhat more) and the exploitation period for the private company is 23 years.  

� � The Spata Airport is owned and operated by Athens International Airport S.A., a  public-private 

partnership, in the form of a Societe Anonyme, unique in Greece. The Greek state is the majority 

shareholder (55%), joined by an international consortium (45%), led by Hochtief AirPort GmbH. The 

majority of the fixed project cost was funded by the European Union, European Investment Bank and 

bank loans, with the loan paid off from the company©s cash flow.  

Other PPP projects currently in progress are the Rion-Antirion Bridge (connecting continental Greece with the 

peninsula of Peloponnese) the design, construction and operation (for 35 years) of which, has been 

undertaken by a private company (GEFYRA S.A.), as well as some minor urban facilities in Athens. There are 

plans that  PPP schemes will also be assigned the Thessaloniki metro and some projects related to the 2004 

Olympic Games. It is also very possible that the six freight centres foreseen to formulate the Greek Intermodal 

Freight Centres Network will be developed and operated through PPP schemes, but the respective study is 

presently at an early stage and there are no documented official plans regarding this issue. In all significant 

PPPs so far, one Partner is always a central public authority (such as a Ministry). At a local level, no 

significant PPPs have been recorded yet, at least no schemes where the participation of the private sector is 

noteworthy. The private actor is usually a consortium of private enterprises. Significant is also the role of 

banks and in most cases, also the financial support from EU institutions such as the European Investment 

Bank and the Cohesion Fund. The degree of formalisation is usually medium (concession agreements) 

ranging  up to Design-Build-Operate-Finance schemes (such as Attiki Odos). 

From the projects completed so far, it can be concluded that the tendering procedure followed in the case of 

PPPs, although supposed to be less expensive and lengthy than the traditional one, has not necessarily been 
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so. And there have been strong arguments that the efforts made to shorten the tendering procedure threaten 

the quality of the outcome. On the other hand, the financial benefits for the public sector are argued not to be 

as high as anticipated. But it is still very possible that all these are part of the learning and adjustment 

procedure. 

At the moment, there is no organised institutional/legal framework governing the creation of PPPs. Very 

detailed agreements are formulated on an ad hoc basis addressing all operational and relational aspects of 

each Partnership. Each agreement, to be valid, is then voted as a Law (ratified) by the Greek Parliament. The 

formulation of the legal framework is currently in progress but there is no information about the advancement 

stage of this effort.  

The State, acknowledging the necessity for a discrete entity specialising in PPPs has established, in 1996, the 

General Office of Public-Private works in the Ministry of Environment, Physical Planning and Public Works. 

This Unit employs highly qualified personnel (lawyers, engineers, project managers) with extended know-how 

on PPPs and ability to interact with the private sector. The Greek Government, represented mainly by the 

Ministry of National Economy and the Ministry of Environment, Physical Planning and Public Works, has 

expressed and documented its intention to maximise the private sector’s involvement in the transport projects 

of the 3rd Community Support Framework. The Ministry of National Economy has further envisaged a broader 

role for the private sector, involving it also in medium sized projects regarding urban regeneration, 

environmental programs, etc. These developments given, the alread high importance of PPP in Greece is 

expected to grow further - also within the urban freight domain. 

Italy Different stakeholders intervene in the urban freight distribution sector and play a major role in the definition of 

PPP strategies in Italy:  

� � retailers (small selling points mainly concentrated in city centres – big selling areas mainly located in the 

surroundings of the urban areas); they are represented through their interest groups, chamber of 

commerce, associations; 

� � logistic and transport operators (represented by a number of different associations, they are private 

companies); 

� � public authorities (that are responsible for legislation/rules and their enforcement; they also represent the 

citizens). 

Other actors have had an important role in the definition of PPP strategies in Italy: the Italian Ministry of 

Environment, the Italian Oil Union and the Fiat Group signed an agreement in 2001 aimed at the increase 

diffusion of environmentally enhanced vehicles.   

PPP in Italy, in the urban freight distribution sector, mainly represent a way for harmonising conflicting 

interests among different stakeholders and finding a solution (possibly a win-win solution) for implementing 

complex projects. 

The main fields were we can find some relevant PPP issues are: 

a. regulations; 

b. realisation of infrastructures and management of specific logistic/transport services (ex. transit points). 

Concerning point a), PPP is the way of stimulating the dialog, the “sharing process” and giving rise to 

agreements between different parties. This concept has leaded to interesting experiences in some Italian 

towns (e.g. Florence). Others have adopted an opposite approach, just identifying and implementing rules 

without any PPP process.  

Point b) is quite important: the debate about the realisation of specific infrastructures (i.e. transit points) and 

the management of the corresponding transport/logistic services concerns the following questions: 

� � who pay for the realisation of the infrastructures ? 

� � who manages the logistic/transport services ? 

� � how and how much the services must be paid ? 

These three questions can find an answer through a PPP solution. Even if the number of specific projects is 

not high, some step has been done in this direction in Italy.  

Point a) and b) often go together: transit points projects are developed in order to reduce externalities, e.g. 

pollution through the adoption of low impact vehicles; but this requires some interdiction to the circulation of 

other types of vehicles, therefore producing adequate regulations. 

 

Importance of PPP in Italy 

The debate among the different actors involved in the urban freight distribution process has been initiated 
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relatively recently in Italy; anyway the interest about PPP strategies is growing fast. Stakeholders are well 

aware that solutions can be found but cannot be implemented without the implementation of some PPP 

concept. Past experiences confirm that PPP is particularly important for the “sharing process”. Based on the 

above, the importance of PPP in Italy has been growing and will continue to do so. 

Netherlands Public private partnerships have been introduced in urban freight distribution in the early nineties as a result of 

objections to regulatory measures taken by municipalities. Faced by the negative responses to these 

measures and the lack of interest in the problems other parties in the distribution process encounter, 

municipalities decided to ask the Chamber of Commerce, interest groups of shippers (EVO), of transporters 

(TLN and KNV) to join in the planning processes in order to create support from the involved parties and the 

public. In addition the police is involved for consulting on enforcement issues. The most common problems 

encountered are: 

1. Municipalities introduced tight delivery time windows which provided problems for transporters and 

affected the efficiency of urban distribution. 

2. The delivery time windows of different cities in a region were not intra-regionally tuned and affected the 

efficiency of urban distribution. 

3. The receivers of goods (shops, offices, bars) were not interested in the problems the delivering parties 

faced. 

4. The enforcement of the regulations proved impossible in some cases. 

 

In 1995, Platform Stedelijke Distributie (PSD, translated as Platform Urban Distribution, see project NL - 02) 

was founded  by the national government because of two reasons: 

� � The failure of a significant part of the national policies, which were heavily focused on urban distribution 

centres. 

� � The introduction of many municipal regulatory measures like delivery time windows and vehicle 

restrictions which limited the access of the cities for distribution and undermined the efficiency of 

distribution transport. 

The level of awareness of the need for PPP among planners has increased significantly over the last decade 

and is high at present. The policy and decision-makers are very much aware of the necessity of using the 

knowledge and input form different parties involved in, or affected by urban distribution. Therefore the general 

approach is to involve all relevant parties in an early stage of planning. More and more cities are interested in 

co-operation with different parties on regulations and even on intra-regional tuning of delivery time windows. 

On national / provincial level awareness is high as well. The potential benefits of consolidating good flows to 

different cities on a regional level are researched in feasibility studies of regional distribution centres. In 

general, the goals that a city should achieve in the future in order to remain accessible have been defined by 

PSD: 

1. Uniform policies on access regulations for vehicles and delivery time windows. 

2. Innovation in transport technology: the development and introduction of environmentally friendly vehicles 

can help reduce the negative impacts caused by urban distribution. 

3. Logistic co-operation: co-ordination between delivering and receiving companies could lead to higher 

efficiency. In this view, the use of small vans should be minimised. 

4. Urban freight transport should be seen as an integral aspect of urban infrastructure.  

5. Combining transport by regional distribution policies. Consolidation of transport flows on a regional level 

can improve the efficiency of the distribution. 

6. Development of virtual urban infrastructure for freight transport. The use of information and 

communications technology might help to improve the distribution. 

The most relevant type of PPP in urban distribution is informal co-operation, but on municipal level a 

contractual PPP is a common phenomenon in the form of the declaration of intent. On a national level, 

contractual co-operation or joint ventures are not very common. The national government tries to lead the way 

to more PPP in urban distribution by means of the Platform.  

� � Local experiences: On municipal level the experiences with PPP have been positive: the planning 

process is much smoother, there is constructive input from all involved parties and a high level of 

acceptance. 

� � National experiences: On national level there has been much attention for urban distribution centres. For 

cities of more than 200.000 inhabitants the use of commercial distribution centres in combination with 
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exemption regulations for vehicles from these centres is considered to be a feasible option. These 

exemption regulations mean that companies that comply with demands on the environmentally friendly 

and sustainable distribution get certain preferences: for instance they are allowed to enter areas with 

delivery time windows outside the time windows, or they are allowed to use the bus lanes. For smaller 

cities this option is considered to be unfeasible and currently the feasibility of regional distribution centres 

is studied. On this issue there is not much information available. 

 

The political culture in the Netherlands is highly suitable for informal and to a slightly less amount for 

contractual PPP constructions. Overall the Dutch politics are characterised by a high degree of consultation of 

relevant parties in planning, policy and decision making processes. It is very common nowadays to 

incorporate the input of interest groups in the planning process. The government wants to decrease the 

perceived distance between the government and the citizens, which means PPP constructions are an 

important feature of today’s politics. For more formalised forms of PPP as joint ventures is less space 

because the government cannot operate and make decisions the way a private company can. The 

fundamental difference lies in the fact that the government is subject to parliamental control. 

During the 1990s PPP has become a very common practice in urban freight distribution and is expected to 

remain important to ensure enough support for measures and regulations and to optimise the performance of 

the urban distribution. 
Spain As we know, there is no working Public Private Partnership in the urban freight domain in Spain. Although, a 

consolidated plan for one exists in the city of Malaga (urban distribution centre). This project is delayed 

because of technical problems, and probably should work in the beginning or spring of 2003. 

PPP in the urban freight domain is considered very low as the urban freight transport is the hidden agenda in 

Spain. The different actors disagree and do not work together in order to better this important item for the 

sustainable development of the cities. This situation origins in the past, and no indicators show any changes 

for the future. 

Switzerland Although the federal railways are in the process of liberalisation, transport in Switzerland has always been a 

governmental task. Until today there are no private highways and practically no  privately owned or managed 

roads. Although some forms of contractual PPP or even Joint Ventures exist in the filed of public transport 

(e.g. a private transport operator is contracted to provide public transport on behalf of the government), the 

only form of PPP in urban freight in Switzerland – if any - are informal ones. 

Switzerland saw a boom in informal public private partnerships in urban freight as a consequence of the city 

logistics boom in the 90ties when several city logistics and urban freight research projects were launched 

within the DIANE6 and the COST 321 programmes. DIANE6 boosted urban freight awareness including city 

logistics projects by public and private partners together in cities like Zurich, Berne, Bienne, Basel and others. 

In Zurich for instance the municipality would bring together delegates from different departments (land use 

planning, air pollution, noise emissions, etc.) and invite a number of local forwarder, transport and logistics 

operators in order to discuss possible solutions for the identified urban freight problems. Over a period of 

several years a number of meeting was held with different stakeholders including competitors discussing at 

the same table. Both sides, public and private, experienced these round table discussions as fruitful. However 

with the agreement on the common “objectives for urban freight transport in the city of Zurich“ that was 

published by the municipality in 1995 the round table meeting ceased. The example of Zurich can be seen as 

representative for PPP in urban freight in other Swiss cities in the 90ies. 

With the decline of the city logistics boom the mentioned informal PPPs have mostly been abandoned too. 

Although the different actors know each other there is no institutionalised form of PPP anymore, e.g. on the 

basis of regular meetings. In Basel the former city logistics project is still ongoing as a PPP platform (see 

project CH-01), in Zurich a new round table is planned for 2003, but rather on passenger transport than on 

urban freight. In contrast to this decline of PPP in the large cities, the transport planning in the small town of 

Thun is based on a PPP approach that seems very promising and quite successful (see project CH-02). As a 

conclusion it can be stated that the PPP activity in urban freight followed the political awareness of urban 

freight problems. 

Swiss politics in general are based on the idea of consensus which favours the establishment of informal 

PPPs. In fact it is common that a large number of stakeholders  or associations representing them 

respectively are given the opportunity to express their opinion on the subject before a new law is established. 

The same goes partly for larger projects too. The idea of consulting stakeholders is based on the assumption 
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that it is the actors concerned who usually know the details of the subject best. Therefore the public should 

benefit from this source of knowledge. Additionally future opposition against the project or law respectively 

can be minimised by integrating all relevant actors right from the beginning. 

Interest (of all partners, public and private) in PPP in urban freight has declined as urban freight problems are 

generally given less attention than in the last decade. However, with urban freight problems expected to 

increase PPP will be back on top of  the agenda sooner or later. 
United 
Kingdom 

It is ironic given the widespread use of Private Finance Initiatives in the UK that we have been unable to find a 

single PPP of note in the area of urban freight. This reflects the laissez-faire approach of British government 

to the area of trade and road logistics in particular. The closest and most public example of an urban transport 

involved with a large PPP is the London Underground, an initiative which is trailed through the London papers 

regularly as the Mayor Ken Livingstone attempts to thwart the PFI through legal means, general derision or 

referral to the EU Commission on the grounds of illegal state aid. 

Transport projects funded in the UK as part of PPPs include [Browne 2003]: 

� � river crossings 

� � road constructions 

� � rail extensions 

� � tramway construction 

 

It is in the area of voluntary PPP that the UK shows a lead. The concept of Freight Quality Partnerships (FQP) 

was mooted by the Freight Transport Association (FTA) in 1997 in their publication ©Delivery the Goods...©. This 

mooted locally created partnerships between local government, the freight industry, local industry and other 

actors with a stake in local freight supply chains. It was suggested that such partnerships focus on local issues, 

problems or opportunities affecting the movement of freight. The concept was given conceptual praise and 

support in the ‘Sustainable Distribution: A Strategy’ document published in 1999. 

At the time of writing (Nov 2002) there are currently 31 FQPs reported to the Department for Transport as 

running, and a number planned of about the same number. There is no mandatory requirement to set up a FQP, 

although it does improve the ranking of the Local Transport Plan (LTP) in the league tables run by the DfT. 

Although the Local Transport Plans value FQPs in a non mandatory way, the concept emerged from trade 

association promotion and value being given to it in the government strategy documents. The original plans were 

that FQPs should focus on an issue, solve it and then either fold or maintain a watching brief. There are some 

good examples of this, the Lancashire County Council worked on an FQP developing the supply chain to the port 

of Heysham, a project which is now looking to apply for a Freight Facilities Grant. A typical FQP may well have 

actors from across the board, the Dorset FQP has representatives from environmental lobbyists, the local ports, 

airport, as well as councils and trade associations. In Hampshire the County Council and the FTA are 

collaborating on a major fright survey of Winchester and plan to establish a Freight Forum for the city. The 

number of councils planning FQPs is growing and the author has doubts as to whether they are growing in 

response to actual identified needs or a gradual expectation by LTP planners that having an FQP is a good way 

to raise the profile of the plan and compete for funds. Unfocussed FQPs with no clear vision may simply become 

pointless committees. 

The DfT and the FTA are currently preparing good practice guides for the concept of the FQP. Discussions with 

both suggest that whilst they will hold up examples, the process will still be promoted as essentially local, 

autonomous and non-prescriptive; the solution matching the actual problems.  

There are areas where local government has participated in the creation of intermodal terminals in places such 

as Cardiff and Doncaster, but there is no real ongoing partnership. Similarly some councils make planning 

permission for activities such as quarrying subject to voluntary agreements, but this isn’t an ongoing partnership 

process, more an alternative to bringing an agreement into the domain of statute and legislation. 

There are extensive laws for Private Finance Initiatives but none known in the field of urban freight. There is no 

legal basis for FQPs save as general locally written agreements. 

The UK has always contracted public works. The Private Finance Initiative tool is used very widely in the UK and a 

such has a very high and controversial profile. The fact that it hasn’t affected urban freight is to do with the nature of 

the industry and government in the UK, but it has to be said that PPP is high on the agenda in the UK. It is likely that 

PFI and PPP has not affected urban freight in the UK is associated with the consensus that publicly owned, funded 

or subsidised Urban Distribution Centres are not suited to the UK economy, since that is the most logical role in 

which a PPP might play a part. Historically, there has always been little freight and local government discussion. 
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Collected case studies (projects-level) – Public Private Partnerships 
 

Code City/Region Name of concept Description of concept 

AT - 01 Graz Cargo Centre Graz 
The Cargo Centre Graz is a 50 ha freight village within the Austrian province Styria and was established in the period of 

1999 –2003 with a total investment volume of 130 m EUR. It includes warehouses and transhipment facilities for a 

capacity of 100 containers per year. The PPP is primarily foreseen for the construction of a freight village, after 

establishing it should operate independently. The objectives of the Cargo Centre are to bundle goods for better usage of 

capacities, to reduce the transaction costs and to reduce the number of lorries on the roads. Because of the dimensions of 

the project many important partners get involved – transport and logistic operators as customers/users of the facilities as 

well as the Railcargo Austria (Federal Railway), the Steiermärkische Landesbahnen (regional rail operator); 

Parallel a City and country logistic initiative the so called “Styrialog” has been founded (another private company, 

supported by the Styrian government). This platform shall use the facilities of the Cargo Center Graz for distribution – city 

terminal. The selection of the partners was a result of discussions and bargaining within the political administrative sector 

and regional lobbies, representatives of chamber of commerce, private transport operators and others.  

The projects was started by public initiative because of the transport needs (esp. automotive industry) and transportation 

as well as environmental aspects. It was aimed from the beginning on at a new (very first in Austria) freight village. After a 

long period of discussions and negotiations with the public federal railway without results an alternative concept was 

developed by the public authorities of the province of Styria and private partners.  

The PPP is organised as a project which is supported by the public sector by financing and construction of the 

infrastructure. As a owner of the area and the facilities the public sector is leasing it to a private limited company operated 

by Transport service providers (banks, energy supplier). In this private operating unit the public sector is not participating 

directly (Just via a majority ownership of the energy supplying company). The PPP works pretty well in a sense of 

implementation of the targets aimed at. The beginning of the operation of the freight village and its services (including 

urban freight deliveries) shall be in may 2003. Better results can be evaluated when this level of realisation is reached.  

The dialogue between the two parties is going on permanently on a very informal basis and between different partners but 

mainly between the managing director and the political representative of the Styrian Government (responsible for 

economy). The performance of the PPP will be monitored by the Styrian government but also by the federal government. 

But there are no specific procedures or evaluators known. 
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AUS - 01  Barnes road bridge project The State Road Authority in the State of Victoria (VicRoads) commissioned an Access Improvement Study for the Altona 

North, Laverton North, Truganina area in the western suburbs of Melbourne in the late 1990’s. PPK Environment and 

Infrastructure consultants carried out this study. The objective of this study was to identify new road links in the study 

areas to provide improved local access connections between the area and the major arterial road network. The 

development of Inland ports is seen as a key strategic option for delivering extended capacity to port infrastructure. It is 

believed that the establishment of a network of decentralised distribution and storage facilities served by efficient rail and 

road links will deliver cost savings to industry and reduce congestion on the local road network providing access to the 

Port of Melbourne. In creating this new Inland Port it is necessary for the infrastructure surrounding the facility to be 

efficient and effective. In particular the local road network system needs to be suitable to support the “Hub” role of the 

Inland Port. The following partners have been involved with their specific role within this project: 

·  Hobsons Bay City Council (HBCC): Responsible to other partners for delivery of project on time and on budget.  

Provider of a third of the funding. 

·  State Government of Victoria: Responsible for a third of the funding. 

·  Local Industrial Land Owners: Responsible for a third of the funding. 

The Hobsons Bay City Council (HBCC) is solely responsible for all elements of the project except funding. The State 

Government is indirectly involved and able to exert a higher degree of control and influence due to VicRoads involvement 

in the project delivery phase of the project. The organisation of this PPP does include representatives of each of the 

parties. The process that led to the development of the Barnes Road Bridge project is a wonderful example of how 

communities and business can harmoniously work together and devise a solution that meets the requirements of local 

industry, the local community and the State Government. 

 

AUS - 02  Victoria Road Freight Advisory Council 

(VRFAC) / Victoria Sea Freight 

Industry Advisory Council (VSFIC) 

The Victorian Road Freight Advisory Council (VRFAC) is an advisory body responsible to the Minister for Transport that 

provides advice on the development, planning, regulation and operation of road freight services in the State of Victoria.  

The VRFAC provides a broadly based forum for expression and distillation of transport industry opinion on issues affecting 

the Victorian road freight industry. Its role is to provide advice to the Minister for Transport on the development, planning, 

regulation and operation of road freight service in Victoria within the context of the overall national and federal scene with 

particular reference to road transport efficiency, road safety and community and environmental issues.  

The Council concentrates on strategy and policy development, rather than on particular local or regional issues. It draws 

on various sources so that advice reflects consideration of a broad range of interests of relevance to particular groups and 

industry sectors with an interest in freight activities. In particular, the VRFAC: 

·  Takes a statewide view on strategic issues of relevance to all freight sectors with road transport as an inter-

connecting activity;  

·  Provides a forum for consultation and exchange of information between the freight industry, Government and the 

community;  
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·  Provides advice assisting with the resolution of strategic or policy problems faced by the freight industry; and  

·  Assists with the resolution of policy matters and key issues from the activities of the Truck Operations Committee and 

the Victorian Enforcement Liaison Group. 

Five road freight forums are held in cities throughout the State once a year for the purpose of providing advice on the 

Council©s road freight issues, and identifying key issues and actions for the ensuring year. While not restricted to urban 

freight matters, forums are held in Melbourne and other regional cities with a wide range of urban issues discussed. 

Representatives from government departments, police, freight carriers and  transport associations generally attend the 

forums.  

Local issues are discussed and the views of drivers and operators on road freight initiatives are gained. Forums generally 

consist of a formal presentation, a workshop and a feedback session. A report from each forum is sent to each participant. 

The Council acts on the substantial points raised at the forums. The forums are an important means of ensuring that 

operators and drivers are aware of and make the most of the changes that taking place in the industry. 

 

The Victorian Sea Freight Industry Council (VSFIC) is an industry advisory body appointed by the Victorian Minister for 

Ports. It is comprised of senior representatives from key industry sectors involved in the sea freight transport chain, 

bringing together into one forum exporters/importers, freight service providers (sea, road and rail), stevedores, Victoria©s 

port authorities and specific government departments. Key issues currently being addressed by VSFIC include, advice to 

Government on the strategic delivery of infrastructure (channels, port infrastructure, road and rail) to meet the challenges 

of the projected substantial growth in sea freight trade volumes through Victorian ports in coming years Promotion of 

better intermodal connections for sea freight movements, particularly the interfaces between road, rail and the wharfs. The 

identification of impediments to the growth of regional freight hubs is a priority. 

 

The Victorian Rail Freight Advisory Council (VRFAC) provides advice and support to the Government to help with the 

further development of the State©s rail freight industry. The VRFAC comprises representatives from transport associations, 

operators, freight forwarders and government.  

The VRFAC advises the Minister for Transport on issues relating to development, planning, regulation and operation of all 

aspects of rail freight services in Victoria, with particular reference to:  

·  Increasing rail©s share of the freight market  

·  Improving efficiency and competition within the rail transport industry  

·  Operational and safety issues  

·  Competitive neutrality including pricing, regulations and investment  

·  Community and environmental issues 

Regional forums provide advice provide advice on rail freight issues and to identify priority issues and actions for the 

ensuing year. 
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BE - 01 Brussels Marché matinal – Vroegmarkt 

(Brussels morning market MABRU) 

The Morning Market MABRU was launched by the city of Brussels in the seventies. It was first entirely dependant of the 

City of Brussels and in 1992 it became an independent non-profit organisation. 

In Brussels, fresh products operations between wholesalers and retailers were spread in various places in the historical 

city centre. This lead to congestion and to difficulties for both retailers and wholesalers. It was for example difficult for one 

retailer to go from one wholesaler to another. Therefor it was decided to regroup all fresh product activities on available 

inner-city areas. 

Some warehouses were available, and new ones were built on the ground formerly used by a town gas factory. MABRU 

provides an infrastructure used by wholesalers and retailers of fresh products (fruits and vegetables, flowers, etc.) for a 

rent. 

As already mentioned it was first managed by the city administration. In 1992 the city decided to operate the market by a 

non-profit organisation. Land and buildings were given to the organisation, which is now managed by representatives of 

the city and of users. The management board of MABRU is composed of representatives named by the City Council (they 

have a majority of the votes and are either city councillors or users) and representatives of the users. Gromagro was the 

organisation representative of users, and they were selecting the members of the board representing the users. However, 

the organisation has now disappeared to be replaced by another one called UMB.  

This illustrates the difficulty of organising a group including both large wholesalers and small retailers. Because of their 

size the first ones tend to keep the power to themselves. One of the roles of the city representatives is to ensure that the 

interests of the small retailers are taken into account. 

The benefits for the users are the rationalisation of all the dealing between wholesalers and retailers in a single, well 

accessible place. Retailers do not have to face city centre congestion and to drive between several places. Comparison 

between products is easier and wholesalers have a better access to a large number of potential clients. A centralised 

market is also more attractive for more remote clients. 

For the public authorities, the benefits are in terms of less congestion in the city centre and to make sure that small 

retailers, important for the life of a city centre, have a voice in the management of the sector.   

The fact that it is self-financing (in terms of operation) is certainly one of the major reasons of the success of MABRU.  

The provision of building facilities by the city is of course another reason.  

The scale of MABRU (it first serves the region of Brussels - one million inhabitants – but clients are coming from all over 

Belgium – 10 million inhabitants) is correct, but the market is only supported by the city of Brussels. This kind of initiative 

should be at the regional level. This kind of market is in the interest of the consumers allowing it not to be dominated by a 

limited numbers of large, oligopolistic actors. 

CH - 01 Thun Stadtmobilität Thun and SpediThun The association „Stadtmobilität Thun“ was initiated in 1997 by VCS, an association for transport and environment and the 

„IG Velo“, a cyclist lobby organisation. The main idea was to act instead of to react. The “Stadtmobilität Thun” association 

deals with any question or problem in relation to urban mobility in the city of Thun (40©000 inhabitants) including urban 

freight. Its members are: 
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� � VCS, an association for transport and environment 

� � IG Velo, a cyclist lobby organisation 

� � TCS, a car user lobby organisation 

� � STI, the public transport operator in the city of Thun 

� � the Swiss post 

� � a private local freight transport operator (one!) 

� � the municipality 

� � a bike courier 

� � the main operator of the municipal parking blocks 

The association of inner city trade and retailers is currently being integrated. 
The association meets on a regular basis 3 to 4 times per year in a kind of “open general meeting”. In the 5 years since its 

foundation several innovative mobility projects have emerged from the association acting as an initiating platform or a 

facilitator. The “Stadtmobilität Thun”-PPP is considered very successful. Projects initiated by the platform include a bike 

delivery system, an mobility information brochure for new residents or the project SpediThun, being a PPP itself. 

SpediThun is city logistics scheme operating an urban distribution centre. It is described in the Best Practice Handbook 

Year 3 (2002). The project that emerged from the public private partnership “Stadtmobilität Thun” is also organised in a 

public private partnership itself. 5 partners built a sort of steering commitee: 
� � the municipality as political partner and donor (project leader) 

� � Büro “Rundummobil”, a private mobility consulting company that elaborated the scheme 

� � the association “Stadtmobilität Thun” as representative of various mobility organisations and mobility supplier (see 

above) 

� � the association of inner city trade and retail companies 

� � the Swiss post as an important representative of the local transport business 

� � an innovative transport operator who runs the platform 

The transport operator covered their entire costs due to terminal investments etc. The municipality covered the cost for 

public relations and marketing. All other members of the working group covered their own expenses. 
For “SpediThun” PPP experineces can be summarised as follows: 
� � At the beginning personal contacts were crucial.  

� � The partnership worked out well. Nevertheless the steering group broke up after the launch of the project and a first 

evaluation meeting. 

� � Although the partnership was attached to a project, thus temporary, it was broken up too quickly. The partnership 

should have continued in order to elaborate further measures supportive to the project. 

� � A success factor for the partnership and the project respectively was the broad composition of the steering group. An 
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innovative actor is needed for initiating the project, but broad partnership is necessary in order to reduce the 

implementation risk.  

CH – 02 Basel Basel City Logistik Association The PPP started in 1993 with the project “Basel City Logistik” which originally aimed at the establishment of a city logistics 

scheme for joint delivery of the inner city (see project CH-03 in Best Practice Handbook Year 3 (2002)). The “Basel City 

Logistik” Association was founded to manage the project. After the project had been abandoned the association kept 

ongoing as an information exchange platform. Although the association is a legal body with by-laws, members, general 

manager and annual general meeting the PPP can be considered rather informal than contractual as there is no 

contracting out of public tasks to private partners. 

The association unites the following partners (members): 

� � 12 regional logistics operators  

� � 3 regional transport operators 

� � the Swiss post 

� � 2 delegates from the inner city’s retailer association 

� � 3 delegates from the city administration: the press relations officer, the environmental officer and the head of the 

planning department 

� � Aeschlimann, Hagist & Partner, a local private logistics consulting company that manages the operational business 

of the association 

Several attempts to incorporate the local police have failed due to lack of interest. 

The members of the association meet at least once a year, mainly for information exchange. The general manager does 

the administrative work and has a small budget for monitoring innovations and developments in urban freight that could be 

of interest for the local situation in Basel. The association is also consulted in political discussions concerning any kind of 

transport problems. 

There is no fee for the members nor do they receive any compensation for their time and expenses. The general manager 

is paid a small annual amount which is financed by the remaining funds of the original city logistics projects. However, 

these funds will only last for a few more years. After that, the future of the association is uncertain. 

The feedback of the participating partners is generally positive. The PPP serves mainly as a general information platform, 

as there have been no major projects concerning urban freight in Basel in the last years, partly due to the problems being 

not too severe. As a consequence the benefits of the PPP have been questioned several times, but have obviously been 

considered positive so far. When the funding ends in a few years and it comes to the members paying the answer might 

be different. 

Although there is not much activity in urban freight transport in Basel, it has proved worthwhile maintaining the PPP in a 

sort of “sleeping mode” because the initial costs of building up the PPP are much higher than maintaining it. If an urgent 

problem or project appears, the necessary contacts already exist and the dialogue can be activated quickly. 
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D – 01  Berlin Baustellenlogistik Berlin (construction 

site logistics Berlin) 
After the German reunion the Berlin municipally government decided to reconstruct the formerly area of the Potsdamer 

Platz, an inner-city place located at the formerly Berlin wall position which was until the 1990ies without any landuse. This 

was one of the largest construction areas in Europe within the 90th. Several single construction areas started at once at 

the Potsdamer Platz (Construction of the Daimler Chrylser German Head Office and Sony European Head Office, the A+T 

project, the subterraneously tunnel under Berlins’ Tiergarten and the construction sites of the regional railstation 

Potsdamer Platz and its linkage with the newly build central station Lehrter Station). The critic against these planned 

construction activities has been not foreseeable environmental impacts, traffic congestion and waste disposal. 

Furthermore it was feared, that just-in-time delivery could not be realised because of the dimension of the construction site 

(the largest one in Europe) and its centralised position in Berlins’ centre which is characterised by important traffic 

connections and a lot of traffic congestion in the daytime. Nearly 6 m tonnes ground and 200 000 tonnes waste from 

construction had to be disposed and nearly 17 m tonnes of building material had to be delivered. In case of carrying those 

by road 10 000 trucks would pass the Berlin inner area. 

On request of the municipality the investors agreed on a sustainable concept considering environmentally aspects as well 

as belongings of the urban transport situation. One aim was to increase the acceptance within the population on the 

construction activities. 

The approach for a construction logistics concept was to co-ordinate the transport activities for the several (located on the 

same site but legally separated) construction sites. By this way truck deliveries and disposal could be avoided as far as 

possible. So transport was carried out by inland shipping and rail freight transport. The approach included: 

� � delivery of the construction sites with the necessary material, especially concrete and bulk goods 

� � disposal of the construction especially from soil 

� � bundling and co-ordination of the transport processes 

� � limitation of certain transport modes, especially truck 

� � a commonly organised security of the construction site 

� � marketing of the construction site 

The different Potsdamer Platz investors co-operated by setting up a legally independent company (limited) and transferred 

also legal rights and decision competence to this company. The major task of this company should be to control and 

monitor the logistics processes on the construction site. The company was leaded by only one managing director. All 

control, co-ordination and monitoring functions were contracted out towards third parties (forwarders, lawyers etc.).  

The benefits achieved are mainly related to  

� � cost saving due to a bundled procurement of construction material (about 10 m. tonnes) 

� � cost savings due to a commonly co-ordination of transport processes 

� � reduction in km driven on the road 
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� � efficient disposal of soil from the construction site 

� � infrastructure for the construction logistic 

The construction logistics company build the necessary infrastructure. This included a revitalisation of a rail link in the area 

of the Potsdamer Platz. Sites to store bulk goods and part goods. With the installation of the storage facilities a just in time 

delivery for the different construction sites was possible.  

Co-ordination of transport processes: 

It was aimed to use the capacities of different transport modes equally by co-ordinating the different transport processes. 

The construction logistics company negotiated a frame contract on pre booked capacities. Due to an anticipated planning 

several construction sites could be supplied at the same time by just-in-time delivery. The delivery appointment was 

guaranteed by several planning levels (similar to the automotive industry) starting with a general planning which will be 

refined continuously. Key issue of the transport concept was to use rail and inland navigation for delivery and disposal. A 

transhipment point was installed outside city area. The entire construction site was fenced having only a few access 

points. A delivery per truck had to be reported in advance to the construction site company. 

DK – 01  Aalborg Transport Co-ordination In 1994 Aalborg took part in a European cities and Towns Campaign towards the improvement of accessibility and 

sustainability, social welfare and urban lifestyles with less transport within cities. The charter was signed by 1900 cities 

and towns in Europe.  

In Aalborg, from the first of May 2002, a voluntary trial of an ordinance will be put into effect under ©Effective goods 

transport in Aalborg City©. The trial is established in association with the municipality of Aalborg together with four of the 

largest transport companies, the City Commercial Council and the police.  

In the first implementation phase, the trial includes a number of initiatives, which include transport co-ordination and the 

alteration of the physical transport conditions. The physical area will be changed with reference to driving direction on the 

one-way streets, the establishment of give-way and unloading areas and the improvement of the stores© delivery situation 

for goods.  

For the area©s transportation co-ordination initiative, the four transport companies will establish a quick distribution network 

comprised of 2 employees to each vehicle with the dimensions for undertaking both delivery and collection in the same 

vehicle. The transport companies will continually optimise their transport so that the distribution is conducted with the 

fewest possible vehicles. Moreover, the possibility of including a jointly-owned electrical vehicle will be assessed. This 

vehicle can operate without time restrictions and would be used to distribute smaller parcels on the pedestrian streets 

from a common ©local depot© (a delivery box unloaded and parked in an official parking place).  

Afterwards, the possibility of establishing a distribution system, where smaller transporters can deliver their parcels for 

collective distribution in the city, will be formulated. Similar to the way the transporters assess the possibilities of working 

two and two while driving, each vehicle could be manned by one employee from each of the transport companies.  

The goal of the project is to reduce the amount of traffic and, therefore, to create a better environment in the city centre, 
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while at the same time increasing the effectiveness of the transportation of goods through the use of dialogue. The 

experiment is on a voluntary basis as a co-operative effort between transporters, the city©s stores, the community and the 

police. 

DK – 02 Aarhus Environmental zone scheme The municipality of Aarhus is planning to instate an obligatory environmental zone ordinance for the city©s pedestrian 

streets that will forbid delivery by vehicles that weigh over 6 tonnes in total weight. The intention is to implement the 

ordinance successively in the period from 2002 to 2004.  

The proposition had been handled by the city council, who wanted to assess the possibility for exemption and the criteria 

those exemptions would be granted. The final decision is expected by the summer holidays.  

The goal of implementing environmental zones and weight restrictions is to reduce noise and emissions, enhance the 

aesthetics of the area and minimise the impact and damage on the pedestrian streets© foundations. An analysis of the 

goods distribution patterns and character has been conducted, and it demonstrates a poor utilisation of transport carrying 

capacity and time intensive parking and delivery conditions.  

DK – 02 Copenhagen City Goods - Certification scheme A report from 1996 states that every day app. 3.500 vans and lorries over 2.500 kg total weight makes 6.000 trips to the 1 

x 1 km big area. A very big percentage of the cars has a very poor utilisation of their capacity. Regarding to these facts 

and with intent to avoid further going on environmental and economic impacts a working group was formed to occupy with 

the existing situation in Copenhagen. In 1998 a voluntary pilot scheme started  

The 1st  February 2002 the obligatory trial-scheme "City Goods Ordinance" was introduced in the historical centre of 

Copenhagen. City Goods is an obligatory trial ordinance with the goal of improving the city environment in Copenhagen’s’ 

inner city. The trial will last until 31st October 2003 and includes freight and cargo lorries over 2.500 kg total weight that 

service the middle ages city centre. Vehicles about 18.000 kg permissible total weight must have special permission to 

stop in the historical centre. This ordinance does also include vehicles registered in foreign countries. The permission for 

loading encompasses 20 loading areas in the inner city. 

The City Goods Ordinance can be seen as kind of contractual PPP where public authorities from the municipality of 

Copenhagen and private partners like delivery services and shop keepers committed themselves to develop an 

appropriate solution for all stakeholders. 

 

There are three types of certificates: 

� � The green certificate:  The Green Certificate may be issued with an engine that is newer than from 1st January 1995 

and also utilises at least 60 % of its carrying capacity on average. The certificate is valid for the entire trial ordinance 

period of time and gives the right to use special loading zones. This certificate requires that the quantities of goods 

transport be reported. The green certificate is valid for the whole trial period and costs nearly 43 EUR 

� � The yellow certificate: can be obtained if the vehicle is not longer than 6 metres or the vehicle has a maximum 

permissible total weight of 3.500 kg and the engine is not older than from the 1st of January 1997. Vehicle that 

belongs to a company on the following CVR-branch code list can have a motor not older than from 1st of January 
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1995. The yellow certificate is valid for six month and costs nearly 43 EUR. 

� � The red certificate only last for one day and cost 6,60 EUR per day. There are no further demands existing.  

The green and yellow certificate can only be obtained by filling out an application form. The application form can be 

downloaded from the official website of City Gods and is available in English. The red certificate can be bought at a 

number of sales-places. The purpose with the trial-scheme is to reduce the numbers, size and age of the cars driving into 

the Medieval Copenhagen. 

E – 01  Malaga Calle Camas Like many other towns in Europe Malagas’ city centre is characterised by business offices and tourist attractions with an 

old historical area in the town centre. The historical infrastructure of the area forces the authorities to promote and to 

attract it for business and visitors as well as for future activities and to prevent it against negative environmental impacts. 

So a co-operation with different local stakeholder was built. The Municipality of Malaga is the main actor of the project. 

About that the following interest groups and political parties are involved: promoters together with the business 

association, the Chamber of Commerce and Freight Village of Malaga. The Municipality with the association of freight 

transports promoted and are still promoting the project. The cost will be shared between the transport enterprises who will 

distribute in the city centre. 

Due to the project is under construction it is impossible to get more information about running project process. 

F – 01 Bordeaux Espace de livraison de proximité (ELP) Espace de livraison de proximité (ELP) are local unloading zones within Bordeaux which are specifically designed and 

managed for a better accommodation of delivery vehicles. For reaching this objective an informal and contractual PPP 

was initiated. The reason for it was a strong need for co-operation during the construction of new tramway lines because it 

was feared that deliveries would made impossible because of major ongoing public works in the city centre. PPP started 

as a general collaboration between freight organisations, the Chamber of Commerce of Bordeaux and the Bordeaux 

metropolitan authority to design solutions for delivering the goods during the building of the new tramway lines (involving 

major public works in the city centre). It results into a specific project (ELP) with contractual commitments between parties 

involved to set up and co-finance specific delivery areas. The Chamber of Commerce has initiated this PPP-project. In the 

beginning a round table was set up with the objective to gain as many partners as possible. All freight organisations have 

agreed to discuss possible solutions. Joining together the 3 main truck organisations the first main achievement of the 

PPP process was set up by the City of Bordeaux (CCI). For one year only one meeting every 3 months took place with a 

private consultant who was hired to organise and manage the meetings and set up the ELP experiment project itself. The 

co-operation with a private consultant was one of the success factors because more neutrality and efficiency was given 

compared with the situation in which city officials would manage the group.  

Now the contractual PPP is between the CCI, the City of Bordeaux, the Metropolitan authority of Bordeaux and the 

national government. All these partners provide subsidies. However, neither local retailers nor the freight organisations 

have accepted to provide subsidies. Their participation is more "conceptual and advisory" and above all they commit 

themselves in communicating the project against their members so that the use of these specific areas will be supported 



BESTUFS – D 2.4 Best Practice Handbook Year 2003          Annex I - 92 
Annex 

 

 
 
 
 

Code City/Region Name of concept Description of concept 

among potential users (truck drivers).  

The PPP process will be monitored by the national state (as state subsidies are rather important). 

The ELP project will start in mid of 2003. So far, the informal part of the PPP has been very well perceived by transport 

organisations. On the public side, the local officials were rather disappointed in realising that there was no financial 

commitment from the truck companies. This is why they chose a step by step and limited approach for further 

developments. 

F – 02 “Merchandises en 

Ville” – Example of 

La Rochelle 

La Rochelle The French national “urban freight program” runs since the end of 1993 after the government has decided to launch a long 

term action to improve urban freight transport. The program is managed by the French ministry of Transport (DRAST – 

DTT – CERTU) and the French Agency for Environment and Energy Savings (ADEME). The “Merchandises en Ville” 

Programm has three main aims: 

� � to establish a comprehensive data base upon different aspects of urban freight and disseminate the accumulated 

knowledge to the local decision makers, 

� � to develop enquiries and to appraise the impacts of action not only on transport but also on local economy and the 

environment, 

� � to promote and estimate experiences in juridical, technical and economical fields, in tight coooperation with local 

authorities. 

Four actors are involved: governmental agencies, local authorities, shippers/retailers and transport operators. About 30 

projects are in preparation or ongoing with the financial support of the French national “Merchandises en Ville” program 

which can be classified in 5 main categories: urban logistic equipment, B2C, regulations – traffic management, information 

technologies and other projects.  

The ELCIDIS project in La Rochelle can be accounted in the area of urban logistic equipment. The municipality of La 

Rochelle (135 000 inhabitants) has been promoted the use of electric cars and is meanwhile the leading city on this field 

within the European Union. The successful deployment of electric vehicles does also include logistics activities carried out 

by these cars. The concept is to develop an urban distribution centre from which electric vehicles deliver parcels and 

packages to shops and businesses in La Rochelle. The vehicles also collect packages and carry them to the distribution 

centre for deliveries outside La Rochelle. This project, initiated 2001, is financed by the European Union and the French 

National Program “Merchandises en Ville” as well as local communities. 

The use of a central distribution centre lead to a more efficient organisation of goods deliveries in the city. Small electric 

vans and scooters are best situated for driving in the narrow streets of the historical city and are very energy sufficient. 

The operator is a private company, “Transport Genty”, designated after a competition organised by the “Communauté de 

Villes” of La Rochelle. The Chamber of Commerce is a partner of the project in association with some local operators. 

 

I – 01 Rome Urban freight platforms There are no public urban freight platforms in Rome today. Only private platforms exist which are operated by important 

logistic and transport operators, located inside the Rome beltway. There are several big projects that will be developed in 
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the next future and that are based on PPP.  

The new project “urban freight platforms” will aim to develop transit points in some big areas located near the historical 

centre of Rome and will be based on the intensive use of telematics systems. The project partners who are initiating the 

project are the following: 

� � a public company owned by the municipality of Rome. This company is already involved in the management of the 

Rome traffic control telematics systems (traffic control centre, variable message signs, access control system, traffic 

information system). 

� � an important association representing transport and logistic operators. Its role in the project is to provide good 

relationships with transport operators. 

� � a private important logistic operator, mainly operating at regional level specialised in the following sectors: 

pharmaceutical, electronics, automotive. One of the 20 platforms operated by this logistic service is located just near 

the Rome city centre. 

� � a second private big logistic operator specialised in the distribution of goods to the important selling points: A further 

key-role comes to a specialised logistic operator which is active in the field of temperature controlled distribution and 

distribution of fresh, chilled and frozen food. 

� � a third private operator, Italian leader of integrated logistics services. 

� � a fourth operator, still private, is specialised in the distribution of food products, that has already implemented 

interesting telematics systems for the optimisation of transport operations. This partner has also developed an e-

commerce solution. 

The project will concern goods of the following sectors: pharmaceutical, information technology, electronics, food. These 

kind of goods can be easily put together on the same vehicle without “compatibility problems”. On average each vehicle 

will deliver between 5 and 10 load units (corresponding to 100-150 kg) to selling points, offices and private houses located 

in a predefined zone of the city centre where specific traffic regulations will be implemented. The vehicles will be made 

available by the private partners and will be low impact vehicles. The distribution of goods will be optimised through the 

adoption of an information and communication platform that will allow the exchange of information among the partners, 

the platform and the final receiver of the goods. It will also give the possibility of receiving transport orders on-line. 

I – 02 Siena & Terni Urban goods distribution Siena and Terni are two medium size Italian towns (55000 and 110000 inhabitants respectively). The two towns have 

already done interesting experiences in the telematics sector developing and adopting mobility co-ordination strategies 

and traffic management systems on the same road network today used for the distribution of goods in urban areas. 

Siena has developed an integrated parking management system, a variable message sign system, an integrated payment 

system for public transport. There are other systems that have been developed more recently and that will be fully 

operational soon: an access control system based on telematics solutions, a traffic monitoring system. 

Terni has developed, in the context of the REGIT project, an integrated mobility monitoring and control system, based on 

the use of a “supervisor”, which is able to treat traffic, air pollution and noise pollution data. 
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Siena is developing interesting initiatives and some specific projects in connection with the distribution of goods in urban 

areas based on a PPP approach bringing together public institutions, local small and medium companies and some big 

national logistic operator (ex. express couriers) operating in urban area.  

In this case the project is mainly based on the co-ordination of the activities already done by existing operators. A PPP 

group will be responsible for such activity in order to promote agreements among them, increase the level of saturation of 

the vehicles and optimise the distribution process. 

For some specific kind of goods (particularly “urgent” goods) a transit point will be used for implementing a taxi-freight 

distribution system. A PPP will be a real mobility agency managing the freight transport system in urban area. Terni will 

develop two transit points where all the goods directed to the city centre will be shipped. The goods will be loaded in an 

optimised way on low impact vehicles and transported to the final destination points. A PPP company (both public and 

private partners) will manage the platform and the logistic services. 

I - 03 Parma Infomobility S.p.A. The Municipality of Parma (170 000 inhabitants) has implemented a pilot project for achieving a better sustainable 

development in the city area. The pilot test shall concentrate on the town centre were 40 % of deliveries are conducted 

within an area which is 7 times more dense than the peripheral areas of Parma. Parma is characterised by a very strong 

industrial sector with mainly small- and medium-sized companies which have a strong economic potential. 

Parma is an area economically based on the food and beverage sector (7 000 trade shops from which 1 858 are engaged 

in the food sector, 4 972 are trading with non-food products). The objective of this project is to increase the quality of 

environment and to reduce the daily traffic congestion. 

The complex plan for intervention concerning sustainable development concerns out of 5 main elements: 

� � the development of an infrastructure network adequate to mobility demand 

� � the development and promotion of public transport 

� � the implementation of a co-ordinated mobility management plan 

� � the usage of new mobility integrative technologies 

� � the definition of a project of goods distribution. 

The goods distribution project is a fundamental part of a sustainable mobility policy. Parma aims to develop 4 transit 

points located outside the historical city centre. They will be managed based on the concept of “non exclusivity”, in the 

sense that there will not be dominance of one operator with respect to the other: all the transport and logistic operators will 

have access to the logistic platform services through a “credits system”. About that the booking of slots at the 

transhipment points is one operation that will be conducted. 

The platforms will be realised using public areas (belonging to the Municipality) or existing private infrastructures. 

Important companies have already developed interesting logistic expertise and solutions for the distribution of such 

products. 

The project will be developed by a consortium leaded by a company owned by the Municipality. The other partners will be 

a consultant, a small number of big private logistic operators and some small and medium local logistic operators. A 
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specific electronic database shall operate in real time and give automatically access permissions. The objective is to 

optimise delivery tracks and give temporary slots at goods distribution positions. 

The established PPP for reaching the targeted objectives can be seen as an informative and contractual partnership 

between different stakeholders. 

NL – 01 Utrecht Bevoorradingsplan Binnenstad Utrecht The current main program is the “Bevoorradingsplan Binnenstad Utrecht” (distribution plan for city centre of Utrecht). In 

addition several smaller programs are active, such as the exemption regulation for vehicles from commercial urban 

distribution centres or the Bierboot (ship used for the beer supply to bars and restaurants in the city centre).  

PPP has been introduced in urban distribution in Utrecht in 1994 by introduction of the CABU (Advisory Commission on 

urban distribution in Utrecht) and has been followed by several projects, see above. The current project is a more recent 

result of the CABU group and is meant to be transitive. 

The reason for inviting the involved parties to the planning process is that the city councillor wished to involve these 

parties. This would provide input of ideas, streamlining of the process, partial financing (indirect, by providing human 

effort), and information about the way the distribution is organised from the point of view of the delivering and receiving 

parties.  

The city centre of Utrecht has some peculiarities that ask for careful consideration of the measures to be taken. Utrecht 

has a historic city and an adjacent large shopping mall like centre, which when it was built was the largest of its kind in 

Europe. The historic centre has several sensitive features: it has some large old canals and bridges. The quays are used 

for traffic and parking and in the inside of the quays are cellars which are now frequently used as bars and restaurants. 

Because of these delicate structures, large heavy vehicles are banned from these parts of the city centre. The 

combination of these factors significantly effects the efficiency of the distribution. 

The CABU initiated the project by advising the city council to develop a distribution plan. The city council adopted this 

advise, but under the condition that private parties within the CABU would contribute to the development of the plan, either 

financially or by human effort. The private parties that are now co-producing the plan selected themselves by applying to 

this demand. The collaboration is officially signed by all parties in a declaration of intent in which the responsibilities, legal 

context and basic conditions are laid down.  

The main purposes of the project are to: 

� � analyse the current practise and the type and size of problems in urban distribution in Utrecht. 

� � Development of an urban distribution plan as a short term solution for the supply of the city centre of Utrecht (only 

considering road traffic). 

The solutions considered in this project are: 

� � routing of distribution traffic to, from and inside the city centre. 

� � loading and unloading locations. 

� � delivery time windows. 

� � the role of urban distribution centres. 
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The main responsibility lies with the municipality (project leader). The other parties have the role of a project member. The 

group meets once every three or four weeks, but the individual members have regular e-mail contact. The work is divided 

based on the specific knowledge of each member. The members are: 

� � Chamber of Commerce:  

� � Interest group of shippers (EVO) 

� � Interest group of transporters (TLN) 

� � Interest group of entrepreneurs in the city centre (Platform Binnenstad Utrecht) (only supporting the project, not 

producing) 

During the process, the local police will be consulted on the feasibility of enforcement of the regulations. The residents 

have already been consulted through a enquiry, but will have the opportunity to comment again through the 

neighbourhood council. 

As the project is still in the planning phase no definitive conclusions can be drawn. Up till now the experiences have been 

positive: there is relevant input from all parties, there is a true collaboration and no conflicts avoided have been 

encountered. The main benefits for the private partners are to be directly involved in the planning process. For the public 

partner the benefits lay in the constructive input from interest groups, a more streamlined process and some financial 

benefits. 

NL - 02 Dutch cities Platform Stedelijke Distrbutie (PSD) In 1995, Platform Stedelijke Distributie (PSD, translated as Platform Urban Distribution) was founded  by the national 

government because of two reasons: 

� � The failure of a significant part of the national policies, which were heavily focused on urban distribution centres. 

� � The introduction of many municipal regulatory measures like delivery time windows and vehicle restrictions which 

limited the access of the cities for distribution and undermined the efficiency of distribution transport. 

� � The main objects of the Platform are to: 

� � Improve the accessibility of cities 

� � Improve the quality of life in cities 

� � Increase the transport efficiency 

� � Sustain and possibly increase the economic situation of the cities 

These objectives were to be realised through a close co-operation between the involved parties: a PPP construction. PSD 

evolved into a network organisation of eleven parties (municipalities, several ministries, a discussion group from the 

provincial governments, interest groups of shippers, transporters, wholesale and retail). 

The idea was to create a recognisable “brand” for solutions and advice on urban distribution. In this view, during it’s first 

seven years of existence PSD has developed a range of products, such as: a general process approach on finding 

solutions, a checklist of goals, a methodology for determining the current structure of urban distribution, an evaluation of 

possible measures, a vehicle matrix containing general characteristics of different vehicle types. In the past PSD came 

into action on request, but is now more pro-active in identifying potential problems. 
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The general concept to tackle urban distribution propagated by PSD is working together. The joint effort is usually 

formalised by a declaration of intent in which all parties agree to the plans and accept some basic conditions. Generally 

the PPP construction is considered to be very successful. The fact that all relevant parties contribute to the process 

prevents policies to be overly one-sided or unpractical. 

Due to the political and economical environment however, the future of PSD is uncertain. Officially the platform ceases to 

exist in the near future and the form of continuation is uncertain. No clear decision has been made on the way the 

knowledge should be kept available. [www.psd-online.nl] 

NL - 03 Groningen City Centre Distribution Groningen Being the largest city in the north of the Netherlands Groningen is a regional economic centre with 175©000 inhabitants. It 

is connected to the rest of the country by road, rail and inland shipping and has a connection to the seaport Eemshaven.  

Groningen has a strong regional function for more than half a million people. About that Groningen can be characterised 

as a town with an old historical centre with shopping function and a high level of entertainment and cultural possibility. 

This leads to a very high degree of quality of live  

But there have been existing a lot of inner-city problems that reduces this nice and convenient atmosphere. Especially 

traffic problems and connected with this environmental problems and the decrease of quality of life. One reason is the 

commuting situation in the greater area of Groningen. Half of the people who work in Groningen live in the outskirts of 

Groningen or in the regional area. About that deliveries into the city centre have caused an additionally traffic volume with 

the consequence of a high noise level and air pollution.  

In 1977 the introduction of a Traffic Circulation Plan was introduced and has been in the result not very satisfactorily. In 

this concept the relevant economic key-players were not involved and therefor especially shop owners in the centre were 

very unsatisfied with this new policy that aimed to reduce traffic in the inner-urban area. 

As consequence of this politics 1994 a new approach was tried: The “City Centre Better”. In this project all the main 

players have been involved from the beginning on. The result of this contractual PPP have been the following measures: 

� � The enlargement of the pedestrian area 

� � Time-windows for distribution in the car-free areas between 5 and 11 am and 6 and 8 pm. 

� � The measures results in the improvement of liveability and the improvement of the accessibility for economic 

essential transport services. 

� � In 1998 the project has taken a change towards more structural policy. New measures for further improvements in 

delivery have taken place: 

� � Truck of more than 3.5 tonnes are allowed to use bus lanes and cross section boundaries during time windows (less 

vehicle movements and kilometres, better accessibility for economic essential traffic) 

� � Research possibilities and problems of distributions of fresh goods and supplying pubs and restaurants. 

The still ongoing project was initiated 1996 by city counsel (College in close co-operation with the Commission of Advisory 

for distribution affairs, consisting of the Municipality of Groningen, the Groninger City Club (lobby group of local 
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entrepreneurs), the Chamber of Commerce, EVO (lobby group of shippers, receivers and transporters, in this case one-

man transport companies), TLN (Transport en Logistiek Nederland: lobby group of professional road transport), KNV 

(employers’ organisation of professional passenger- and goods transport), Department of Public Works Noord-Holland 

and the Traffic police. The basic idea of the project is to give an official urban distributor status to transport operators that 

comply with certain requirements such as a minimum of 100 deliveries at 20 addresses a day in the inner city (proven by 

an audit), environmental vehicle conditions (Euro-2), restricted vehicle measures, use of a determined city distribution 

logo, speed limits, etc. The urban distributor status allows the companies to deliver to the inner city outside the given 

delivery time-windows and to use dedicated bus lanes. Thus urban distributors have a comparative market advantage. 

Currently 6 companies, located in the city and in neighbouring cities are accredited as urban distributors (parcel services 

and fresh products wholesale companies) and three applications are being processed (fresh product wholesale 

companies). Transport companies without the urban distributor status could deliver their goods to the urban distribution 

companies, which forward the goods at fixed prices. However, this is seldom the case as the communication between 

transport companies is rather poor. At the moment the project includes the delivery of parcels and fresh products. 

The local government limits its activities to stimulating and facilitating: the municipality awards an urban distributor’s 

status, informs relevant parties on the project and the legislation and enforces the rules. As result of those efforts the 

benefits for distribution companies and the city of Groningen can be seen. In 1999, Groningen has won the first price of a 

national city distribution contest. The success of the project is attributed to a large part to the fact that the project was 

devised in close co-operation with representatives of the local business. Before the end of the year Groningen intends to 

evaluate the measures taken and studies done so fare. As result of these evaluations, Groningen intends to present a 

package of measures to further improve the urban distribution policy. [m.krmaer@roez.groningen.nl] 

UK - 01 London Freight Quality Partnership Freight Quality Partnerships are a means for local government, businesses, freight operators, environmental groups, the 

local community and other interested stakeholders to work together to address specific freight transport problems. They 

provide a forum to achieve best practices in environmentally sensitive, economic, safe and efficient freight transport. This 

forum can be seen as a kind of informal PPP in which the partners exchanges information, experiences and initiate 

projects regarding urban freight transport. 

 


