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1 Introduction BESTUFS

The EC established the Co-ordination action (CAB&ST Urban Freight Solutions 1l (BESTUFS)
as the follow up initiative to the Thematic NetwdiiN) BEST Urban Freight Solutions carried out
from the year 2000 to 2003. BESTUFS started in 20104 a duration of 4 years. BESTUFS aims to
maintain and expand an open European network batwasban freight experts, user
groups/associations, ongoing projects, the relevRotopean Commission Directorates and
representatives of national, regional and locahgpart administrations and transport operators in
order to identify, describe and disseminate beattjmes, success criteria and bottlenecks of City
Logistics solutions. The concept of a Co-ordinatiation thereby seeks to obtain the co-operation of
experts and projects with already existing or jesterging experiences and expertise, and the
collection and raw analysis of existing projectutess from national and European projects - rather
than starting new research activities.

To reach the above objective, the results of natjoEuropean and international projects and
investigations about the urban transportation obdgo are considered, and the expertise and
knowledge of the different stakeholders in urbandgotransportation is obtained. The main sources
for this deliverable focus on the expertise andvkedge of CA participants by collecting and
working up the views and contributions of the diffiet individuals or groups in the BESTUFS
workshops and from the material collections in woakkage 2 (Best Practice).

For the duration of the BESTUFS Co-ordination Astrecommendations will be described each year
as a public deliverable.

Thematic focus
The thematic workshops organised in BESTUFS in ydacused on the following themes

» "Environmental Zones in European Cities: impacts @pportunities for urban freight" (addressed
in a workshop on 13-14 March 2008 in Madrid, Spairihcluding technical visits to the Centre
of Emission Control and the Centre of Mobility Mgeanent.

* “Accommodating the needs of passenger and frefghsport in cities” (addressed in a workshop
on 27-28 September 2007, Vilnius, Lithuania.

These themes are addressed in sections 2 andhid oéport.

Section 4 of this report contains overall policydaesearch recommendations from the BESTUFS
project.
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2 Environmental Zones

2.1 Introduction

A workshop entitled "Environmental Zones in Eurapézities: impacts and opportunities for urban

freight” was held on 13-14 March 2008 in Madrid,aBp The workshop addressed the issues of
Environmental Zones in European cities. This td@d not received its own workshop in BESTUFS

previously, but a presentation about the EnvirortaleBone in Stockholm had been made at the
BESTUFS workshop in Brussels in September 2000s Tworkshop discussed planning, policy-

making, decision-making and implementation reldteénvironmental zones in European cities and
the implications of such zones for urban freigahsport.

A total of twelve presentations were made at thekslwop including presentations of Environmental
Zone schemes, projects and views in Madrid, Colpodogna, Gothenburg, London, Suceava and
Dutch cities. In addition, presentations were mad®ut Spanish policy making for transport
emissions, the importance of the commercial santoity centres, the role that vehicle manufactsirer
can play in reducing goods vehicle emissions, logdand unloading arrangements for electric
vehicles in Montpellier and the Environmental Sba@rd project for freight transport operators in
Spain. During the workshop, technical visits weradm to the Centre of Emission Control and the
Centre of Mobility Management in Madrid.

A Roundtable discussion of the related issues atengial initiatives also took place. The workshop
was attended by 42 participants from across Europe.

Several conclusions can be drawn from the workskagt, that the benefits of examining EZs in
different European cities and comparing betweemmthelped to highlight the advantages and
disadvantages of various approaches. Second,hthantroduction of EZs began in European cities
where the need was most pressing, in order to aieguality standards. Third, that the introduction
of more EZs in other towns and cities in membetestawill be influenced by urban policy
developments and trends in air quality.

2.2 Definition

Several terms are often used interchangeably wéfenring to this topic: these are “Environmental
Zones” (EZs) “Low Emissions Zones” (LEZs), “Umwalteen”, “Milieuzones”, “Lavutslippssone”,
“Miljozone”, and “Miljézon”. In this report we willuse the term “Environmental Zones” throughout.
An “Environmental Zone” (EZ) is a defined geogragaiiarea that can only be entered by vehicles
meeting certain emissions criteria. The purpose@rofEZ is to either restrict or charge the most
polluting vehicles if they enter the EZ when thesnissions are over the set level. In this way, an E
can lead to air quality improvements because iitaliges on recent EU legislation for road vehicles
which have set progressively tighter emission Bmonh new vehicles manufactured over the past
decade. EZs are implemented in locations in whicpalution has reached levels that are dangerous
to public health. By introducing the EZ it is hop#tht air quality is improved and that this will
reduce the health problems and fatalities assatiaiith poor air quality.

As noted by the Low Emission Zone in Europe Netw@EEZEN) “air pollution is responsible for
310,000 premature deaths in Europe each year...rharedaused by road accidents. Air pollution
particularly affects the very young and the old #makse with heart and lung diseases - both common
causes of death in Europe. It also triggers heatblems like asthma attacks and increases hospital
admissions and days off sick. The human health darttzat air pollution causes is estimated to cost
the European economy between €427 and €790 bifl@nyear. Because of this danger to health,
many countries around the world, as well as thegean Union (EU), have set air quality targets to
be met. In the EU, it is in order to meet thesgdtr that LEZs are being implemented.”

(http://www.lowemissionzones.eu)
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The main air pollution problems today in Europe gaeticulate matter (PM), nitrogen dioxide (NO2)
and ground level ozone (O3). Road traffic is a ificemt source of both PM and NO2. The
Framework Directive 1996/62/EC describes the |égahework for the assessment and control of air
pollution in the European Union. Directive 199980/ set the limit values for PM and NO2. If the
limit values are exceeded, the air quality framdwdirective requires member states to develop
‘plans or programmes’ designed to ensure thatithie Values are met. An EZ offers one approach by
which emissions of these pollutants can be redirceteas where road traffic makes a significant
contribution to air concentrations and thereby dtbgr with other actions) help authorities to nthet
European air quality standards.

The noise directive will also require developmenaction plans in some areas, and EZs may be used
to address traffic noise problems in affected anedsture.

2.3 Policy approaches concerning Environmental Zones

An Environmental Zone (EZ) is an area that can didyentered by vehicles that meet specified
emissions criteria. This can be applied to justdgowehicles, a selection of motor vehicle, or all
motor vehicles. An EZ therefore differs from thdldwing types of access restrictions that can be
placed on goods vehicles in urban areas:

* weight restrictions

* length restrictions

» restrictions based on utilisation of loading capaci

» time restrictions

* permanent street closures and pedestrianisati@msxh
» road user charging

However, the above types of access restrictiondeamplemented in addition to an EZ. EZ schemes
can take many forms based on their objectivesg#ugraphical area they cover, the times at which
the EZ is in force, the vehicle emissions standaedsired for vehicles to enter the zone, the tyges
vehicles that need to comply with the EZ, and thplementation and enforcement approaches used.
EZs have already been successfully implementedramdor several years in Scandinavia, and are
being widely considered by other European citidgeyTare seen as one of the options for helping to
improve urban air quality. Table 1 summarises tkg features of EZs already implemented in
Europe.
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Table 1: Key aspects of current Environmental Zonefn Europe

Key aspects of EZs

Practice in current EZs in Europ

Objectives of the EZ

The objective of an EZ is to improve environmestahdards in the area
which the EZ is implemented. The main environmegtdl is to reduce
vehicle pollutant emissions and thereby improve auiality (helping to
reduce fatalities and health problems caused by mo quality). In
addition EZs can also help to improve other envitental standards b
reducing traffic noise, and improving road safety.

in

%

Geographical area
covered by the EZ

Range from small, historic city centres (e.g. tlity centre of Bologna
which is 3.2 krf) to entire cities (e.g. virtually all of Greateohdon —
which is approximately 1580 K The vast majority of existing EZs a
located in urban areas (as this is where air qulditels tend to be worst
but there are examples of EZs on motorways in kaly Austria.

1

re

Times at which the EZ
is in force

Of the EZs already implemented all, with the exweptof some of the
Italian schemes, operate 24 hours a day, 365 dggara Some of Italiaf
schemes are only in force for certain hours perdiaing winter months.

A

Vehicles included in
the EZ restrictions

All current EZ schemes cover heavy goods vehicles 8.5 tonnes. Al
EZs, with the exception of the Dutch schemes, atetude buses an
coaches. The London EZ will also include vans dv2605 tonnes (unlader
and minibuses with over 8 seats from 2010. The @erBZs cover al
vehicles except motorcycles. The Italian schemelsiage all vehicles.

)

Emissions standards
required by the EZ

Goods vehicle emissions standards required by EZsbased on Eur
engine standards. Most current EZs require gootigheeto meet Euro !
standards, but some (including London) require Edirstandards. Som
schemes permit older vehicles to be retrofittedroter to meet the require
emissions standards, while others do not. Manyahakchemes requir
Euro 2 standards for diesel engines and Euro fidtyol engines.

D oo '°O

Enforcement
approaches used in th
EZ

Some current EZs use manual enforcement, whilerothse automate
b systems. Manual systems typically involve vehidiasing to register an
then stickers having to be displayed on windscrabias are manually
checked by police. Automated systems make use xefd fiand mobile
camera-based ANPR (automatic number plate recoghitand numbe
plate checking with the relevant national vehiggistration body.

|®N

s

Fines imposed on non
compliant vehicles
entering the EZ

Range from 40 € (and one point in the nationafitrgfenalty register) in
Germany to £1000 in London (approximately 1250 €).

2.4 Environmental Zones in European towns and cities

Table 2 summarises the EZs that have already beplemented or which are planned to be
implemented soon in European countries based ommattion currently available.
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Table 2: Planned and existing Environmental Zonesi European cities and regions

Country Existing and planned EZs
Austria One scheme on the A12 motorway starteddv?2
Denmark EZs planned to start in five cities (Aarhalborg, Copenhagen, Frederiksberg

and Odense) in September 2010.

Germany EZs have already begun operating in 12sciti 2008 (Cologne, Dortmund,
Berlin, Hannover, Leonberg, lisfeld, LudwigsburdeiBelsheim, Schwaébisch
Gmund, Mannheim, Tubingen and Stuttgart). EZs &ened to start in anothe
10-20 German cities between late 2008 and 2010.

=

Italy EZs have already been implemented on the #d®rway, in Bologna, and i
towns and cities in the following regions (duringnter months and specifie
hours per day): Emilia-Romagna, Lombardia, Piemoviemeto, and Bolzano.

[ N=]

The Netherlands EZs have already begun operatificcities in 2007 and 2008. Another 8 citjes
are planning to introduce EZs in 2008 and 2009.

Norway EZs are planned in Bergen, Oslo and Tromdei2009 and 2010.

Spain An EZ is planned to start in Madrid in 20@8art of the Air Quality Strategy.
Sweden EZs have been implemented in Stockholm,dgabtirg, Lund and Malmo.

UK An EZ has been implemented in London in 2008.

Summaries of some of the EZs that are currentlyatjpey and planned in urban areas in Europe are
provided below.

Sweden

The first European country in which EZs in urbasaar were implemented was Sweden. EZs have
been in place in Sweden since 1996, when they vmreduced in the city centres of Stockholm,
Gothenburg and Malmo, with the purpose of improviaig quality and reducing noise. An
environmental zone was also introduced in Lundd89l These EZs in Swedish cities target all diesel
lorries and buses over 3.5 tonnes. The EZ schenitgly required all these vehicles entering the
area to be no more than 8 years old. This has &gesequently amended to vehicles no more than 6
years old (or no more than 8 years old if they nt&at 2 engine standards). The EZ is enforced
using a permit system for older vehicles (windsersiickers) with visual inspections during the year
Vehicles driving illegally in the EZ are subjectadine; the scheme is enforced by police autlesiti
The compliance rate (based on visual inspectionsedificates displayed on the vehicle) is around
90%. The EZ is simple and has low administratiost€oThe geographical areas and inhabitants
living within the EZs in the four Swedish citiesahown in Table 3.
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Table 3: Environmental Zones in Sweden

City Area of zone (knT) | Resident population
Gothenburg 15 100,000
Lund 4 17,000
Malmo 9 80,000
Stockholm 35 250,000

Source: Joint Expert Group on Transport and Enwnemt, 2005.
Note: the Gothenburg scheme was extended to 25ke007.

The total volume of traffic within the Stockholmw@éronmental zone is approximately 500 million
vehicle km per year. Lorries and buses over 3.5dengross vehicle weight (gvw) represent
approximately 5% of this traffic (Joint Expert Gpan Transport and Environment 2005).

Italy

Several schemes have already been implementedalin Ehese include towns and cities in the
following regions: Emilia-Romagna, Lombardia, Piet® Veneto, and Bolzano (these EZs are in
operation during winter months and specified hqanrsday), in Bologna, and in Rome.

The urban areas in the Lombardy region with a patpark of more than 250,000 (Milano-Como-
Sempione, Bergamo and Brescia) are subject to amselthat is intended to improve air quality,
especially particulates. These urban areas havemibined area of 1,650 Kmand population of
approximately 4 million. Virtually all roads in the urban areas are subject to the restrictions that
prohibit pre-Euro 2 diesel and pre-Euro 1 petrdiigles (passenger and goods vehicles), with the
exception of the motorways. These restrictions iaréorce between 0800-1000 and 1600-1900
Monday to Friday from November to February.

In Bologna, the Municipality implemented a “Limitdataffic Zone” (LTZ) in 2005. The LTZ area is
3,2 knf and roughly corresponds to the city's historicatce. Restrictions are in force from 07.00 -
20.00, seven days per week. The LTZ is intendedkdoice unauthorised cars from driving in this
sensitive area; using a camera-based enforcemstensythe fines are issued to car drivers not
authorised to access. Drivers wishing to entelLifi& require a permit that they have to pay for. The
LTZ has resulted in a reduction of more than 30%aoftraffic in the LTZ. In 2006 the Municipality
approved methods by which to encourage greateofisieaner goods vehicles in the LTZ and to
promoting load sharing between small operators.eégdo the inner city (one part of the LTZ) for
goods vehicles is determined by the emissions atdsdf the vehicles. Non-Euro emission standard
goods vehicles are only permitted to enter for f®&rs of the working day, Euro standard goods
vehicles for 7.5 hours, and methane/LPG/electriuales for 9.5 hours. This has resulted in 4% of
goods vehicles used now being powered by metha@#4léctricity, as well as operators replacing
non-Euro emission standard goods vehicles with gmescomply with Euro standards. It is intended
that these engine standards and entry times wiigpdied to the whole LTZ in future. As previously
mentioned, operators wanting to send vehiclestimolLTZ have to purchase permits (initially these
permits were free). The yearly subscription vaireselation to the emissions criteria of the goods
vehicle (ranging in price from 25 € to 300 € peaneSince charging for these delivery permits was
introduced the number of delivery permits issuesifalien by 27%.

The historical city centre of Rome has been sulijeet scheme since the early 1990s that addresses
both traffic congestion and air pollution by limigj the vehicles accessing the city centre. Thensehe
includes both cars and goods vehicles, and opedatiérsg daytime hours (cars: 0630-1800 Monday
to Friday and 1400-1800 Saturday; commercial vehicl000—1400 and 1600-2000). This scheme is
not truly an EZ as vehicle emissions standardsnatecurrently part of the scheme. Permits are
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granted to vehicles that need to enter the zos&@ets and others) in return for a annual chas§6 (

€ for freight vehicles). Initially the scheme wada@ced manually by the Police, but this resulted i
many vehicles entering the zone illegally. The eyshas subsequently become automated based on
the use of cameras and ANPR software. Analysisestgga 20% reduction in vehicle traffic during
the restricted times. However, higher traffic levdb occur in the evening (Joint Expert Group on
Transport and Environment 2005).

Germany

EZs have already begun operating in several citigthg 2008 and others are planned to start in
between late 2008 and 2010.

In Cologne, an EZ was suggested as a means by whiokduce air pollution as part of the Air-
guality management plan in 2005 (in conjunctionhwitaffic light optimization and other medium-
term measures). The EZ was introduced on 1st Jar2088. It comprises the city centre as well as
parts of the districts of Deutz and Miilheim (aneané 16knd in Cologne’s inner city). Passenger cars,
buses and lorries are all included in the schendehane been classified into four categories based o
their emission levels (and given different coloofsticker):

* Euro 4 - Green sticker

* Euro 3 - Yellow sticker

* Euro 2 - Red sticker

* Euro 1 or older - No sticker (i.e. vehicles witle thighest pollution levels)

Only vehicles with a sticker (green, yellow or redg allowed to travel in the EZ. Vehicles withaut
sticker can only enter if they have a certificafeegemption. The city authority in Cologne has
already established that the current traffic reitms in the Cologne EZ “will not be sufficient to
reach the maximum permissible nitrogen dioxide leug 2010. This is why the ban on driving in the
Environmental Zone will be extended to include e&ds of the pollution category 2, red sticker, &is o
January 1, 2010. A series of tests in 2009 wilvshdhether these restrictions are enough or whether
the ban on driving in the Environmental Zone wilaahave to be extended to vehicles with a yellow
sticker”.

UK

Air pollution is a serious problem in London. ltshheen estimated that it results in 1,000 premature
deaths per year, and 1,000 hospital admissionggagr There are particular problems with emissions
of particulate matter (PM) and nitrogen oxides (NObhe situation is worst in central London and
near Heathrow. Road traffic is a major source es¢hemissions, and trucks, buses, and coaches
contribute more than other road vehicle categofiedowing a major feasibility study, an EZ was
introduced in London in February 2008. It covertually the whole of Greater London (which is
approximately 1580 kfjn and applies 24 hours a day, 365 days a yeaurtewmtly only applies to
diesel engine heavy goods vehicles (over 3.5 tQnfigwse vehicles have to meet Euro 3 engine
standards in order to not have to make a paymem dined (this will be raised to Euro 4 standands
2012).

The scheme will also be extended to larger varesélliengine vehicles between 1.205 tonnes unladen
and 3.5 tonnes) and minibuses in 2010, and to lars@soaches in 2012. There are few exemptions
among these vehicles. Vehicles that enter the EZvhich do not meet the emissions standards can
pay a fee of £200 per day. Vehicles that fail tgister with the EZ scheme and do not meet the
emission standards are subject to a Penalty CiNogee of £1000 (approximately 1250 €). The EZ
is enforced using fixed and mobile camera-based RN&utomatic number plate recognition). The
London scheme is currently the only EZ in the UK.

The Netherlands

In the Netherlands, stakeholders have reachedragrédhat EZs would improve air quality in urban
areas through the use of clean goods vehicles are @fficient urban freight transport. Partiestis t
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agreement include: the Ministries of Transport #mel Environment, city authorities, organisations
representing freight operators and shippers (thar@ission on Urban Freight Transport will act as
arbitrator if disagreements occur). The followimgme emission standards will be required in EZs in
Dutch urban areas:

* Euro 0 or 1 engines are not allowed
» Euro 2 or 3 engines only with certified particulfiteer
e 1 January 2010: Euro 4 or higher (until 2013 afsolatest Euro 3 with filter)

Particulate filters are subsidized (with 34 millirprovided for filters in 2008). When an EZ isrgpi
planned for a city all parties have to reach agesgron the following issues before a scheme can go
ahead: proving the environmental impact of goodsickes in the area concerned, the geographical
scope of the EZ, and a project plan on how to imgithe local urban distribution situation. EZs have
already been introduced in 9 Dutch cities, and rstlage planned. Currently 19,000 goods vehicles
have been fitted with particulate filters as a hesOther policies that are being considered in
conjunction with EZs to improve the efficiency aban distribution include: the use of bus lanes by
goods vehicles, infrastructural improvements, neing and coordinating delivery time windows and
other restrictions, greater us of night time deie® and more use of freight transport by canats a
tram.

Denmark

EZs are being planned in Copenhagen and four @haish cities. The objective of the Copenhagen
EZ would be to improve air quality, especially @rrhs of PM10 and NOx. The zone would cover an
area of 45 ki with 325,000 inhabitants (this is equivalent to%6%f the inhabitants of the
Copenhagen Municipality). The neighbouring munitipaof Frederiksberg (with a population of
88,000 people) will also be included. The proposelieme would result in all heavy goods vehicles
and buses greater than 3.5 tonnes gross weighidhttvimeet Euro 3 engine standards for particulate
matter. Older vehicles can be fitted with partitelélters in order to operate in the inner city of
Copenhagen. The Danish Government is making s@ssaliailable to operators that are equivalent to
30% of the total filter cost. The police will besponsible for enforcing the proposed scheme, and
parking attendants will issue fines to parked veli¢chat do not meet scheme requirements. The cost
of implementation and operation of the environmeentae is estimated to be £45-100 million (Joint
Expert Group on Transport and Environment 2005).

Norwa

In Norway, the Ministry of Transport commenced Byablishing an EZ working group. The intention
of EZs in Norway would be to improve urban air diyal The working group considered the
geographical area that EZs could cover, and thal leasis for such a scheme. Local authorities are
responsible for deciding whether to implement an EZs are planned to commence in Bergen, Oslo
and Trondheim in 2009 and 2010.

2.5 The European Commission and national legal framewdxs for
Environmental Zones

The European Community has limited involvement iibam traffic restrictions as long as they are
implemented in a manner that respects the gengrglipies of the Treaty. However, as noted by the
Joint Expert Group on Transport and Environmentnase EZs are implemented in urban areas in
member states to help meet EC air quality standdh#se schemes could potentially come into
conflict with Treaty principles if not carefully sap. Given current EU policies and the link betwee
the use of infrastructure, air quality and noisebgms, EZs are relevant from an EU perspective in
the context of road traffic restrictions. Therefdhee Commission decided to ask the Joint Expert
Group on Transport and Environment to explore tipéctof EZs in 2005 — a working group was set
up under the Joint Expert Group and a report writte
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EZs must be carefully set up in relation to the svaywhich they affect foreign-registered vehicles.
Unless care is taken, traffic restrictions inclgliBZs, may constitute a barrier to the free flow of
goods and therefore conflict with Article 28 of tB€ Treaty. The European Court of Justice has
made it clear that, to be compatible with the Tygahy restrictions affecting intra-Community trade
have to be necessary, proportionate and non-digatory. “In other words, while the protection of
the environment would be an acceptable requireraegeneral public interest, a national measure
which affects the free movement of goods must bésnecessary and proportional in the pursuance of
this aim”. It should be noted that while the EC atgeforbids discrimination against foreign goods, i
does not prevent discrimination against a counioywa goods.

In most EU countries, the legal framework for raeaffic restrictions is a combination of national
road traffic legislation and regional/local regidas. The Joint Expert Group on Transport and
Environment identified that most EZs they reviewede their legal basis in the national road traffic
legislation (which have usually been amended tdude environmental concerns as a reason for
traffic restrictions). In some EU countries, theplementation of EZs has been carried out by local
authorities within the framework of the nationajilation (in Sweden, for example, local authositie
have a significant degree of freedom to designdewlde about EZs; and in the UK the powers for
local authorities to introduce restrictions to ioye air quality (including EZs) was introduced
through an Act of Parliament in 1995). In other mmigs, such as Denmark, national “road laws only
allow environmental zones on an experimental bastsan approval from the Ministry of Justice is
needed before a municipality can implement an enwmiental zone locally”.

However, in practice the implementation of EZs zomsually requires co-operation between the
national government and local authorities to helpuge a common system within a country. In the
Netherlands, the development of EZs has been tijoiiative between the national government, city
authorities, and organisations representing freiglerators and shippers.

2.6 Operator behaviour and costs as a result of Enviromental Zones

Work carried out by the University of Westminsterd003 as part of the low emission zone (LEZ)

feasibility study for London examined the behavaduadaptation strategies that freight companies
might adopt in response to the introduction of sackone in the London area, as well as the
operational and financial impacts of such a scherhé included investigation of companies’ fleet

replacement strategies, potential compliance, ikedilood of route diversion, and cost implications

of such a scheme for operators.

The research results indicated that older goodscleshwould be displaced to the companies’

operations outside London (i.e. some companies dvadbpt a non-technical response to the EZ
policy and would operate non-compliant vehiclegewlsere and use compliant vehicles in London).
This action could lead to net increases in airytiah from freight transport vehicles elsewher¢ha

UK as a result of the introduction of a London Hais redeployment strategy would, however, be
available only to companies operating relativelgéacommercial vehicles fleets on a national basis.
Companies with small fleets would have far lessoopymity to redeploy their vehicles in this manner.

Also, firms operating their entire fleet in Lond@which tend to be small companies) would not have
the opportunity to redeploy their fleet.

The likely impact of an EZ on operating costs issely related to the frequency with which
companies replace their vehicles and the stringesfcthe EZ (i.e. the vehicle engine standard
required at a given date).Assuming that the EZduced required that an engine standard be met
several years after that engine standard first rhecavailable, some companies will meet this
standard through their existing vehicle replacensrategy. These companies would not therefore
incur extra costs as a result of the implementatiban EZ. However, companies that would not
otherwise have upgraded or replaced their vehigitsn this time period would experience increased
costs. The rate of vehicle replacement for vehidesr 3.5 tonnes gross weight varied widely
between the companies in the survey work for thaedioo EZ (see Figure 1).
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Companies operating specialist vehicles (such aseaecollection or cement mixer lorries) were

found to have longer replacement cycles than corapamith non-specialist vehicles. This is related

to the higher cost of purchasing specialist vebid@ad may also be related to the lower annual
distances that these vehicles tend to perform.

The majority of companies with larger fleets (imore than 20 vehicles) had replacement policigs tha
meant their vehicles were normally renewed at 3e&-yntervals. Some of the smaller companies
interviewed also had a 3-6-year replacement cyalthough a higher proportion had longer
replacement cycles than companies with largerdleet

Figure 1: Respondents’ replacement cycle for vehies over 3.5 tonnes in the London EZ
feasibility study in 2003 (answered by 53 respondées)
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The feasibility study also assessed the potentiaeloseconomic effects of a London EZ: results
indicated that it would be likely to improve thealith of Londoners by reducing air pollution-related
impacts, and would also lead to some noise reducfioalysis suggested that the economic benefits
of these environmental improvements would more thféset any costs of introducing and operating
the scheme. Table 3 shows the socio-economic andtdenefits of the London EZ as reported in the
feasibility study.

Table 4: Potential socio-economic effects of the hdon EZ (from the feasibility study)

Benefits Dishenefits

Improved air quality —all pollutants (not just NO; and Disproportionate impact on expensive “specialist”

PM o) vehicles, e.g. coaches, specialist lorries
Progress towards EU air quality limit values Greater relative impact on smaller companies
Health benefits — lower lost time at work, NHS costs Greatest relative impact on road haulage, the
Small reduction in noise wholesale, trade. manufacturing sectors, and smaller
More attractive environment for companies and people construction,/building companies
Safety benefits of newer vehicles Higher potential business costs for companies (which
Economic and employment benefits for the vehicle could negatively affect attractiveness)

manufacturing sector, including retrofit equipment
manufacturers and fitters

Depending on the stringency of the EZ standardedoted, however, the scheme could result in
significant cost increases for vehicle operatorbie TEZ was found to be likely to have a
disproportionate impact on certain fleet operatoatably those with specialist vehicles. These
specialist vehicles are much more expensive to hase and therefore tend to have longer
replacement cycles (i.e. they are operated fordohgfore being replaced). An alternative, which is
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present in the Swedish EZ schemes, is to allowr @gdecialist vehicles to operate in the EZ, progide
they have appropriate pollution abatement equiprfigtetd. The impact on the larger conventional
fleet operators will be less.

The research results also suggested that smalletdmebased companies operating goods vehicles
could also be affected disproportionately by a lamdeZ, as they have fewer opportunities to

redeploy their vehicles outside London. Also, seratiompanies often retain their vehicles for longer

than larger companies, which means that they ane fikely to have to reduce their replacement

cycles as a result of an EZ being introduced.

When asked about the likely costs of a London EZthe impact on business, a very wide range was
reported (between 0.1 and 70% of vehicle operatosgs). Smaller companies expressed considerable
concern about the cost implications of the LEZ soheespecially if it meant that they would have to
buy new vehicles. In general, the larger compadigsot consider the cost implications to be such a
problem as small companies, as long as there wHigiesot time for them to prepare for the
introduction of the EZ. These larger companies wae likely to meet the LEZ requirements
through their existing vehicle replacement poliegrt smaller firms.

Respondents raised several other cost issues dherigterviews in the London EZ feasibility study.
These included the following.

A compulsory EZ in London was likely to reduce siiggantly the residual value of commercial
vehicles that do not comply with the scheme.

* Many companies opt to have vehicles supplied aaadd basis, which are contracted to operate
for a set period. An EZ could affect the use oftheehicles, and would cause problems in terms
of the lease arrangement.

» Some respondents felt that retrofitting of emisgieduction equipment is not a good option for
small companies, as vehicles have to be off the vddle this takes place.

» Many operators foresaw greater problems if EZs vedse introduced in other UK urban areas
rather than just in London, as this would redueeflixibility to move their fleets around and also
result in greater cost increases.

» Several respondents from firms with large fleet&l ghat it would cause them significant
problems if EZs were also introduced in other UKaur areas that had compliance arrangements
different from any London scheme. They were theeef@en to see a common standard for EZs
if such schemes were introduced in several urbaasar

An EZ can also potentially result in higher costs businesses located within the EZ, as goods
delivery and collection costs may increase andocust levels could be affected.

2.7 Benefits of Environmental Zones

This section contains a summary of the environmdmtaefits of EZs, either based on the actual
outcomes of EZs (Stockholm, Gothenburg and scheimelsombardy) or from modelling and
feasibility work prior to the introduction of an EZondon).

An assessment of the air quality benefits of thecltolm scheme in 2000 found that emissions of
NOx from heavy vehicles within the zone were reduby 10% and emissions of particulates by
40%. The corresponding reductions in air polluttmmcentrations were estimated at 1.3% reduction
for NOx (with a range of 0.5% - 2%) and 3% for pauates (with a range of 0.5% to 9%), compared
to the predicted concentrations without the zortee @&ir pollution reductions are much lower than
vehicle emission reductions because of the relathmortance of goods vehicles to total air quality
concentrations. The analysis also concluded tlaetfect of the environmental zone was large when
compared with other actions that it was possibietfe local city administration to implement.
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The Gothenburg EZ has produced the following rdduostin vehicle emissions: 3.6 % reduction of
Carbon monoxide (CO), 6.1 % reduction of Hydrocah@HC), 7.8 % reduction of Nitrous oxide
(NOx), and 33.2 % reduction of Particulate matkviy.

Evaluation of the EZ schemes in the Lombardy regibritaly has shown daily mean emission
reductions of 7% for PM10 and NOx, and 11% for CIoir{t Expert Group on Transport and
Environment 2005).

In the feasibility study it was estimated that tmdon EZ would result in a 15% reduction in PM10
emissions by 2012 and similar reductions in NOxisThould result in gains in life expectancy,
reductions in premature deaths and hospital adomssin monetary terms, the health benefits of the
EZ were estimated to be £240-£640 million up to320@ther non-health benefits were predicted to
include a reduction in building damage and smalliotions in noise.

The Joint Expert Group on Transport and Environnmotduced a qualitative assessment of EZs
against a range performance indicators in Eurofgastudies as part of the work they carried out in
2005. This is shown in Table 5.

Table 5: Qualitative description of impacts of Envionmental Zones

Indicator Qualitative description of impacts
Particulate emissions e
NOx Emissions .e
CO emissions ase
HC emissions .
Ground level ozone .
CO; emissions .
Noise .
Quality of life .
Capital cost W
Operating cost W
Cost to operators W
Cost to businesses within zones W

Source: Joint Expert Group on Transport and Enwiemt, 2005.

Note: With regard to costs, emissions, and nois€improvement” refers to a reduction, whilst a
"degradation” relates to an increase.

Key:

* - slight improvement V - slight degradation

e« - large improvement VvV - large degradation

e+ - very large improvement VWV - very large degradation

2.8 Recommendations on Environmental Zones
Recommendations to the European Commission by the dking Group of the Joint
Expert Group on Transport and the Environment (in 2005)

« The Working Group considered EZs to be “a potdgtialseful instrument to improve
environmental conditions in urban areas, and, irtiquéar, help Member States to meet Air
Quality Limit Values”.

* The Working Group therefore recommended the Comamis§o consider appropriate action to
facilitate the early introduction of EZs in inteted Member States and cities”.

12



BESTUFS.NETH A

« The Working Group made suggestions about how thewfiiesion could potentially assist
Member States with the early introduction of EZe3e included:

- Developing a common format for information sharbmfween Member States about traffic
restrictions, e.g. weekend bans, environmentalzete

— Promoting a harmonized road sign for those appiogcan environmental zone, to benefit
drivers travelling to other Member States. Harmaini of road signs is a responsibility for
ECE and the Inland Transport Committee.

— Develop a common accreditation system for retinéitbf vehicles. It is important that where
a zone is introduced retrofitted vehicles that ntieetentry criteria from other Member States
have equal access to the Zone. Member State doeitdfore agree accreditation procedures
to ensure non-discrimination in this area.

BESTUFS supports these views of the Joint Expestu@on Transport and the Environment.

The Low Emission Zone website that has been estadi by the Low Emission Zone in Europe
Network (LEEZEN) (a network of LEZ cities and mittiss who want to ensure that drivers can find
the information they need on LEZs as easily as ipless http://www.lowemissionzones.gu
demonstrates the value of bringing together infélonaabout EZs in a single location for policy
makers and operators.

The European Commission also has a role to pldelping to ensure that EZs located in Member
States (especially those located in different cogmbut relatively close to each other) have sinor
the same compliance arrangements. A common starfdarBEZs makes it far easier for freight
operators to cope with such schemes (as a singlssem®f action by a company in replacing or
retrofitting its vehicles will result in achievirgpmpliance in all EZs).

Despite the usefulness of LEZs to locally improke environmental conditions in order to achieve
threshold air quality values; the obligation of 8€ to improve the environmental conditions overall
remains. The disadvantages of LEZs (including causietours and thus additional pollution from

non-compliant vehicles, and the redeployment ofexmmiluting vehicles to operate at other locations
without an EZ) which can cause additional operalicas well as administrative burdens must be
discussed on a European level because general damropeasures might be easier to implement, will
have a European-wide coverage and might be moiaegitf overall. The Euro-norms are moving in

the right direction and a further constraining ehicle emission thresholds seems possible.

Recommendations for national governments and locauthorities

Policy makers considering establishing EZs needat@® account of the following BESTUFS
recommendations in determining the suitability padiculars of an EZ scheme.

» Determining the objectives of the EZ — whethes ibhly concerned with emissions, or if it is also
concerned with traffic levels, noise, safety ethe Dbjectives of the EZ will help determine the
details of the particular EZ scheme required.

* The geographical area to be covered by the EZ -thghét is to cover a small area in the city
centre or a much larger area. The geographicaldfizee EZ is likely to be dependent on its
objectives. If the aim is to reduce pollutant ernoigs across the entire urban area, a large
geographical scheme is likely to be required. Wai€the air quality reduction is required in a
specific part of the city then an EZ covering a baui@a may be suitable.

* The boundary of the EZ should have a clear dedinitiThis could be based on natural and
physical barriers such as rivers, bridges, ringlsoatc., or it could be based on administrative
boundaries.

» Signage of the boundaries of the EZ is importanthsd drivers know where the scheme is in
force. This may be of particular importance foreign drivers.
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Information provision about the EZ scheme — whareEZ has been introduced policy makers
should put in place the necessary information digsation so that drivers that will potentially be

affected are informed about the scheme and whgtrtéed to do in relation to it. This is likely to

include the provision of a clear and easy to usbswe, which provides information in several
languages.

Times at which the EZ is in force — policy makeegd to decide the duration of the restrictions in
the EZ (i.e. whether they are in force 24 houray @65 days a year or for less than this). This
decision may be influenced by whether permanentargments in air quality are required or
only improvements at particular times.

Vehicles included in the EZ restrictions — policees need to decide which vehicles to include
in the EZ restrictions. Modelling work is likely tbe necessary in order to determine which
vehicle categories should be included.

Emissions standards required by the EZ — as wghdécision about vehicles included in the
scheme, modelling work is likely to be necessargrigler to determine which vehicle emissions
standards are required by the EZ.

In making decisions about emission standards reduir the EZ, policy makers should study the
potential effects of different standards on goodkiale operators, taking particular account of
those operators most likely to be adversely afte¢tieese are likely to include specialist vehicle
operators, small operators, operators working whaithin the EZ, and any other operators with
long vehicle replacement cycles).

Policymakers need to decide whether to put in ptaaeual or automated enforcement systems in
the EZ. In general a manual enforcement scheme bmaagimpler to introduce and have lower

running costs, but it may have a lower compliarate than an automatic system. In addition, a
manual system can put additional work burdens @nRblice Force if they are expected to

enforce it.

A system of charges and fines needs to be decidddrovehicles that enter the EZ and do not
meet the required standards. In addition, a methowhich to process and collect these fines
needs to be decided on.

Policy makers are likely to need to conduct redeard feasibility studies to determine the most
suitable type of EZ to introduce. This will includensideration of the details of the scheme
required in order to achieve the target emissioncgons. In addition, cost-benefit analysis needs
to be carried out to ensure that the benefits ®BE outweigh the costs, taking into account costs
that will be borne by vehicle operators and busiessnside the EZ.

Joint working between national government, locatharties and vehicle operators and
businesses located in the zone is likely to be sszng to ensure that the EZ achieves its
objectives with the minimum cost and disruptiorbtsinesses. Consultation is likely to form an
important part of the planning work for an EZ.

Implementing several EZs in a single country oghbouring countries at the same or similar
times is likely to cause operators greater problesssthis reduces their flexibility to redeploy
their older vehicles and hence also results intgreast increases for them.
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3  Accommodating the needs of passenger and freight
transport in cities

3.1 Introduction

A workshop entitled “Accommodating the needs ofseagier and freight transport in cities” took
place in Vilnius, Lithuania on 27-28 September 200is subject had not been previously addressed
in BESTUFS workshops or in the rest of the BESTUWi&natic network. A workshop on this topic
was organised as there is a need for urban poliegredo consider how best to jointly meet the needs
of both passenger and freight transport in townkdies across Europe.

Nine presentations were made during the workshoesd included truck routes in Bremen, no-car
lanes in Tyneside, priority concepts for freighMilano and other Italian cities, the role of ralthe
urban supply chain, home delivery in Espoo, FinJahd Toulouse Urban Distribution Centre and the
role of intermodal logistics centres. In additi@ntechnical visit was made to the ADREM (rail-
connected) freight terminal and storage facility iilnius. The workshop was attended by 30
participants from all over Europe.

3.2 Policy makers approaches to joint passenger and fight transport
planning

To date, policy makers in European towns and clieage typically targeted their transport strategies
and investment at passenger transport rather tiegght transport. Freight transport has generally
been left by policy makers to the private sectorcWisupplies and demands freight transport services
Policy makers have tended to only provide infragtree and regulations for freight transport. Mdst o
these regulations concerning freight transportfaceised on goods vehicles access (often based on
vehicle lengths, areas, weights, and time-based) #me location and times at which
loading/unloading by goods vehicles can take pldany of these freight regulations have been in
place for long periods of time and have not bedrjesti to review to ensure that there is a good
technical rationale behind such decisions. Theegfistom the perspective of operators and users of
road freight transport services, urban authoribase tended to demonstrate little innovation and
interest in the field of freight transport in comigan with passenger transport.

However, policy makers are now beginning to sHiiit views about urban freight transport for
several reasons:

e lts importance in supporting the urban economy heling it to grow and be economically
competitive,

» The role it plays in ensuring that those living amorking in cities obtain the goods and services
they require on time, at the right quality, andhat desired price,

* The negative social and environmental impacts freight transport places on the urban
environment, and the health of those living andkivay there.

Commercial vehicles providing goods and servicesrlman areas typically account for 10-20% of
vehicle kilometres performed by motor vehicles, apdo 25% of road space use (in terms of space
occupied and time spent there) and fuel consumption

Policy makers now have to address a range of prabtlat freight transport contributes to in urban
areas. These include: traffic-related emissionaiiopollutants (especially PM10 and NOXx), climate
change, fossil fuel consumption (approximately fudilall road transport fuel is consumed in urban
areas, with the overwhelming majority accountedbipoil), transport noise (with urban traffic noise
levels often exceeding guidelines set by the WH#gdlth Organization), and road safety.
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Urban transport activity (including freight) is dorated by road transport. It is necessary for golic
makers to address the demand for urban transpartigh a joint effort at the local, national and
European levels of government. Integrated and tobslutions are needed in order to address these
negative social and environmental impacts of trarisgemand. The European Commission, the
Council and the European Parliament encourage usb#rorities to cooperate in order to establish
and implement sustainable urban transport planpréwent and reduce environment and health
problems in European urban areas. Many urban dtifsoare contributing to meeting European
Community objectives on sustainable transport asvifenment by putting in place transport plans to
ensure that they comply with EU air and noise lagn.

Urban authorities are beginning to develop Suskdn&rban Transport Plans (SUTP). These are
intended to put in place effective, transport plagrthrough a “long-term vision to plan financial
requirements for infrastructure and vehicles, tsigle incentive schemes to promote high quality
public transport, safe cycling and walking and dordinate with land-use planning at the appropriate
administrative levels. Transport planning shoukktaccount of safety and security, access to goods
and services, air pollution, noise, greenhouseegzissions and energy consumption, land use, cover
passenger and freight transportation and all maddsansport. Solutions need to be tailor-made,
based on wide consultation of the public and o8tekeholders, and targets must reflect the local
situation” (European Commission, 2006, Thematiat8ggy on the urban environment).

Sustainable Urban Transport Plans (SUTP)

“SUTP comprise a combination of urban mobility mgement measures and should cover all modes
and forms of transport in a relevant geographicahalt addresses, vehicle movements and parking,
public and private transport, passenger and fremgbtvements and motorised and non-motorised
modes.

The basic characteristics of the SUTP planning @ggr can be summarized as:

» A participatory approach involving the public frothe outset and throughout the process of
decision making, implementation, assessments guitieg;

* A knowledge based approach building on availabk peactices and results of research as well
as robust staff capacities;

* An integrated approach which strives to integrateizontal (i.e. with other relevant policies,
strategies and plans), vertical (i.e. with relevawels of governance) and spatial (i.e. considgerin
relevant geographical area) aspects;

* A method of political and technical cooperation evhitrives to involve relevant actors whgse
skills and decisions may be essential for drawip@mod implementing the SUTP;

* A measurable approach focusing on the achievemeguantifiable and tailor made targets
derived from operational objectives and alignechvatvision for sustainable urban transport in
accordance with an overall sustainable developsteaitegy;

A move towards external costs internalisation tgkimo account the wider societal costs and
benefits.

Source: European Commission, 2007, Sustainable nJifransport Plans, Technical Report -
2007/018.

SUTPs objectives and targets should be coherett thi¢ objectives and targets set by the EU
renewed Sustainable Development Strategy on 'Suadtiai transport’ shown in the table below.
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Objectives and targets for sustainable transport amording to the EU renewed Sustainable
Development Strategy (2006)

Overall Objective: To ensure that our transport systems meet sosiaetgonomic, social an
environmental needs whilst minimising their undaisie impacts on the economy, society and
environment

Operational objectives and targets (relevant exdsjp

e Decoupling economic growth and the demand for traris with the aim of reducin
environmental impacts.

* Achieving sustainable levels of transport energg asd reducing transport greenhouse
emissions.

* Reducing pollutant emissions from transport to lewbat minimise effects on human heg
and/or the environment.

» Achieving a balanced shift towards environmentnfdig transport modes to bring about]
sustainable transport and mobility system.

* Reducing transport noise both at source and thrauglgation measures to ensure ove
exposure levels minimise impacts on health.

» Halving road transport deaths by 2010 compared®@® 2
Source: European Council, 2006, Renewed EU SuadiEDevelopment Strategy, 10117/06.

the

gas

Ith

rall

SUTPs are likely to need to adopt a mix of transpoticy measures that suit the particular urban

area in question (depending on the type of urbaa and the problems it faces). Existing evide

nce

suggests that in most urban areas there is a rieed $et of consistent push and pull measures from

the ten following categories (European Commisski®7):
» Coordinating land use and transport planning

* Promoting and improving collective transport

» Encouraging cycling and walking

* Urban freight management

» Parking management

» Urban road pricing

» Traffic calming and reallocation of road space tosmenvironmentally friendly vehicles and

modes of transport
» Restricting access for the most polluting road eielsi low emission zones)

* Fostering the use of cleaner, quieter and lower @@8 vehicles

» Soft and smart measures (car-sharing, businessembl travel plans, mobility management

centres, awareness raising campaigns)

In selecting a suitable mix of measures environnagdt health impact assessments, cost-benefit and

cost-effectiveness analyses and public consultatkencises will be required.

In addition to the SUTP considerations, urban aitibe should also consider the actions they could
potentially take in order to improve the efficienofurban freight transport operations and thereby
ensure that their urban area remains economicaéiyng and competitive, and provides urban
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inhabitants with the goods and services they reqaiirthe price and time that they need them. This
can involve changing the existing allocation ohsjport capacity (both in terms of space and time)
between goods vehicles and other road users. Eraropkuch an approach can include:

allowing goods vehicles to use bus lanes

easing access time restrictions on goods vehiolgetmit deliveries and collections during off-
peak periods (including night time)

setting aside more dedicated road space (i.e.atglivays) for loading and unloading by goods
vehicles

establishing preferred routes for heavy goods Vedio urban areas.

3.3 Recommendations on accommodating the needs of pasger and

freight transport

Policy makers considering how best to accommodaeneeds of passenger and freight transport in
urban areas should take account of the followingBBFS recommendations.

Policy makers with responsibility for urban freiginansport should review their existing data
collection work to determine if this provides thevith adequate insight into the role and pattern
of freight transport, the issues it faces and thpaicts it imposes. Data collected in existing and
new survey efforts should be used to enhance uageliag of the importance of freight transport
and to assist in determining policy priorities iban areas.

Policy makers at all tiers of government need tsuem that freight transport planning is
incorporated more fully into urban planning consadi®ns. Sharing of information between
policy makers about the outcomes of urban freighlicp and planning initiatives should be
encouraged at an EU and national level to ensatettiere is scope to learn from work already
taking place.

In order to make best use of existing knowledge r@sdurces, every greater co-operation needs
to take place among policy makers concerned wibAmuireight transport issues. This will help to
avoid pitfalls and mistakes and will help to enstivat compatible strategies are developed for
dealing with similar problems and issues.

Urban authorities should review the access andrgathloading restrictions that are currently in
place for freight transport to determine whether ékisting restrictions are logical and necessary.

Urban authorities should consider how to use coatbiand use and transport planning in order
to reduce the need for both passenger and frammsport.

In the case of a town or city in which more thame dmcal authority is responsible for transport

planning, those authorities should work in closeoperation with each other to ensure that each
of their urban freight policies and regulations @enming freight transport are compatible and

coordinated.

Urban authorities should review the provision ofrastructure and road space allocation for
freight transport (in terms of factors such as waet loading and unloading space, delivery bays,
lorry parks, turning circles etc.) to ensure thavsion is adequate.

Urban authorities should ensure that their landars® building regulations take account of off-
street delivery and servicing delivery bays requizats.

At a national and EU level, governmental bodiesuthgout in place guidance and standards
concerning suitable access and loading restrictimng infrastructure provision for freight
transport in urban areas that can be referred tolgn authorities.
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Urban, regional, national and EU level governmehisuld consider ways in which urban freight
transport can be made more efficient through negess; loading and mobility arrangements.
This could include, for example, considerationlo# tise of bus lanes by goods vehicles, easing
restrictions on night time deliveries at businesggsviding more dedicated road space for
loading and unloading activities, implementing preéd routes for heavy goods vehicles, and the
use of Urban Consolidation Centres.

Urban, regional, national and EU level governmshtsuld consider ways in which special access
permission or exemption from charges or costs @granted to goods vehicles and operators
that meet certain operating standards related Hataot emissions, fuel consumption standards,
and safety and management criteria.

Urban authorities should examine whether Envirortaledones would assist in meeting air
quality targets. Consideration should also be git@rwhether goods vehicles that meet the
required emissions standards can be granted amatopge advantages in order to make such
schemes more attractive.

Urban authorities should investigate the scoperfodal shift (from road to less polluting modes)
for urban freight, and preserve existing intermddatl and facilities in their towns and cities.

Further research should be carried out into whininda delivery solutions are likely to provide the
reductions in total transport activity (i.e. freigind passenger transport). Solutions to investigat
include locker banks, collection points and unateghhome delivery system. Urban authorities
should then find methods by which to promote antbarage the adoption of these solutions.

Urban policy makers with responsibility for freigltansport should ensure that the goods
vehicles operated by and on behalf of their owrapigations provide a good example to other
operators in terms of issues including load fagtfursl consumption, pollutant emissions, vehicle
utilisation, driver training, routeing and schedgli

Successful joint working between the public andvgte sector is likely to be an important

determinant of the success of freight initiativasBuropean urban areas. Policy makers with
responsibility for urban freight transport shouégtk to establish good working relationships with
companies involved in freight transport and logistiocated and working in their areas. This is
likely to require the formation of joint public amdivate sector working groups.

Close working relationships between the public pridate sectors can take a lot of time to build.
Policy makers need to be clear about the issues wWant to engage the private sector in
consultation and joint working on, and to decidevhgest to use the time and efforts of the
private sector in these initiatives. Focusing om kiey issues and outcomes will help to engage
and retain the private sector's involvement in suohiatives. Given the wide range of
stakeholders involved in freight transport consitiens in urban areas (including retailers,
wholesaler, carriers, warehousing, residents, strsppnd workers) it will undoubtedly prove
difficult to both engage and please everyone. Hawnethe focus should be placed on ensuring
that the delivery and collection of goods in urlaseas takes place in an efficient manner, while
imposing as few social and environmental impactsassible. In this way urban freight transport
operations can be made more sustainable in ecorasmi®ll as social and environmental terms.
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4  BESTUFS project recommendations

4.1 Introduction

Around 80% of European citizens live in an urbarmimmment. They share in their daily life the
same space, and for their mobility the same infuasire. Their mobility accounts for 40% of all €O
emissions of road transport and up to 70% of gbledlutants from transport (European Commission,
Background paper for the Technical Workshop for@Gneen Paper on urban transport, January 2007).

Urban freight transport and logistics involves ttedivery and collection of goods and provision of
services in towns and cities centres. It also mhetuactivities such as handling and storage of good
the management of inventory, waste handling an@vaiand home delivery services.

Due to their large populations and extensive cororakestablishments, urban areas require large
guantities of goods and services for commercial domestic use. The growing importance of urban
freight transport is related to increases in urpapulations and continued economic growth in urban
areas. This results in increasing levels of denfantfeight transport services.

This tension between demand for transport and sipadations in urban areas has resulted in major
problems in providing urban freight transport seegi. This can reduce the efficiency of urban frieigh
transport operations and also impact on the wealighef urban dwellers and workers. Freight
transport is a major contributor to environmentgbacts, particularly to local air emissions andsaoi
and, as a result, has an important impact on thkhef the most vulnerable residents of urbansarea
Moving towards sustainability — a better socialhdanvironmentally performing but still affordable
freight transport system - would require the depelent of a modern and innovative freight sector.
This would mean quite a major change to the urbaight paradigm, which can still be characterized,
in many European towns and cities, as “low cost,dtandards”.

4.2 Policy-making for urban freight

It would be expected that, because of its impogaocthe urban economy and urban lifestyles, that
the topic of urban freight transport would haveereed much attention from local, regional, and
national governments as well as at an EU-level. él@r, despite its importance relatively little
attention has been paid to urban freight by reseascand policy makers until relatively recently.

Most policy making decisions concerning urban feiggansport in European towns and cities has
been taken by urban or regional authorities overabt few decades. Some of these authorities have
been relatively active in terms of freight policyaking but, until recently, did relatively little i@rms

of developing strategies and taking policy actimstead, most of the transport efforts of urban and
regional authorities have been focussed on passeragesport rather than freight. Where freight-
related action has been taken by urban and regarthbrities, most of it has been concerned with
limiting the negative impacts of urban freight cgesns, rather than considering the economic and
social importance of these activities and identifyimethods by which to improve its efficiency.

Despite the importance of urban freight transpersiuipporting businesses through the provision of
goods and services, and the role it plays in piogidor the needs of urban inhabitants and workers,
the topic has tended not to be addressed by goesrisrat a national or EU-level.

There are few examples of efforts to develop uffbeight strategy and transport policies at a nation
level in European countries. National governmeraggehmainly had an indirect impact on urban
freight transport through actions including tranmgpofrastructure expenditure, guidance concerning
transport and land use policies, promotion of emmmentally-friendly transport modes, and support
for research activities.

Similarly, the EU White Paper on Transport publgire 2001 made little reference to urban freight
transport. The document noted the rapid increastaific in urban areas, and the impact this is
having on urban congestion together with worsemiimgand noise pollution and accident rates. This
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document went on to note that although “the subsigi principle dictates that responsibility for
urban transport lies mainly with the national aocal authorities, the ills besetting transport iban
areas and spoiling the quality of life cannot beoigd”. The private car was singled out as
particularly problematic in this rise in congesti@md the concepts of promoting clean vehicles and
developing good quality public transport servicegevdiscussed. No specific reference was made in
the 2001 White Paper to urban freight transport.

EU policies, such as environment, internal market public procurement, regional policy or research
have developed actions relevant to and which inwing urban transport on the basis of their
objectives. But this has resulted in the situattmat there is no coherent urban transport polighat
European level. This is something that the EC neelsf needs to be corrected, fully respecting the
subsidiarity principle.

As part of the mid-term review of the Transport WhPaper, the European Commission announced
that it will produce a Green Paper on Urban Trartspring the latter part of 2007. Matthias Ruete
(Director General of DG TREN in the European Consioig) has stated that, “the EU can add value
to actions at local level. In partnership with ythe cities), we want to identify barriers to susxfel
Urban Transport Policies and, for specific actigm®pose joint solutions” (European Commission,
Stakeholder Conference for the Preparation of @&&GRaper on Urban Transport, January 2007). The
Green Paper and its follow-up activities will fothe basis for a European Policy on Urban Transport
as part of the European transport policy. As wellcavering private cars, walking and cycling in
urban areas, the Green Paper will also cover ureaght transport and logistics. It will addressuss
including: better understanding the impact of tedbgical and demographic changes on urban
transport, how best to ensure attractive and @ffedtiture public transport systems, consideratibn
the need for a general framework and support meadarfacilitate the introduction of traffic demand
management systems in sensitive inner-urban lotgtithe integration of urban and inter-urban
transport systems, and how to implement integrptdity approaches and remove barriers towards
implementation.

A technical workshop (on integrated urban transpprroaches for successful and attractive cities)
held in May 2007 to help develop the Green Papsulted in the following thoughts about its
potential coverage of urban freight transport (fpesn Commission, Stakeholder Conference for the
Preparation of a Green Paper on Urban Transpaorn, 2007):

* Freight should be part of the urban agenda

» Urban freight: environmentally friendly, safe arficient

» Commerce needs accessibility for goods and passenge
» Build long-lasting synergies with all stakeholders

» Support new technologies in a pragmatic way

Internet consultation carried out as part of thaestvities to develop the Green Paper showed that
“only one of five respondents indicates that loaathorities do enough to improve urban freight,

logistics and deliveries” (European Commission k&tmlder Conference for the Preparation of a
Green Paper on Urban Transport, June 2007).

The annotated agenda for the Logistics Action Blanference held by the Commission in May 2007
noted that, “A holistic vision at the local levebuld be needed to consider all urban logisticsttueye

as a single logistics network that covers passeageifreight transport, and that pays attentiothnéo
aspects of land use planning, environmental coreides, traffic management and a number of other
factors. The Commission services could functiomaasatalyst to change by bringing urban areas
together towards a general framework consisting et of recommendations, indicators or standards
for urban logistics, including freight deliverieschdelivery vehicles, which could be adapted Igcall
for different circumstances” (European Commissinmnotated Agenda for the Logistics Action Plan
Discussions, May 2007).
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However, there are concerns that urban freightréesived insufficient attention in the Green Paper.
This view was expressed by several participant;idua panel debate at the conference “Towards a
new culture for urban mobility” on 31 January 20Qfhaired by Ms. Mary Crass from the
International Transport Forum).

An exception to the lack of European level congitlen of urban freight is the voluntary standard
produced by the European Committee for Standardis@CEN) in 2005 entitled “Transport service —
City logistics - Guideline for the definition ofnliited access to city centres” (EN14892:2005). This
standard describes possible restrictions for gamdiécle access to city centres and shopping areas
and provides guidance in terms of access restgtimsed on: vehicle weight and dimensions, time,
vehicle construction, vehicle performance and payregstems. It also advises that information about
urban access restrictions for goods vehicles shobeldhade publicly available through the internet,
national media and the International Road Transpaoron (IRU). However, the guidelines provided
by the standard are rather brief.

This section aims to provide recommendations fromm BESTUFS project as to how urban freight
transport can be improved and enhanced by loggibmal, and national governments as well as at an
EU-level.

Freight transport in cities responds very effedjiie the requirements of modern urban economies.
However, it is a major contributor to environmentapacts, particularly to local air emissions and
noise and, as a result, has an important impath@health of the most vulnerable residents oésiti
Urban freight activities, therefore, reflect a giblapproach to sustainability. They involve ecorgmi
social as well as environmental issues simultadgoaad can result in conflicts. Under the current
conditions of the urban freight industry, the eaoimviability of cities might actually be benefign
from socially and environmentally damaging transpgerations. Moving towards sustainability — a
better socially and environmentally performing Istitl affordable transport system - would require
the development of a modern and innovative secdtus would mean quite a major change to the
urban freight paradigm, which can still be chanazéel, in many European cities, as “low cost, low
standards”.

4.3 Recommendations

Achieving free-flowing towns and cities

Congestion is severely affecting the quality ofaurlireight transport operations for both goods and

service movements. It is increasing the transpated costs of the urban economy. Measures taken
against congestion are well appreciated by commieacitors as far as their own access is not more
hindered by these measures compared to the adeaegjved.

BESTUFS recommends that any measures controllingcess and tackling congestion should
therefore be thoroughly analysed beforehand regangli their implications for urban freight
transport.

Commercial transport operations are certainly alsatributing to congestion, and attention can be
given to freight transport-oriented measures wlhiiakie also a positive impact on the general urban
transport flows. Measures to enhance urban frerghsport efficiency are one major area to achieve
improvements. This includes tools to improve tly &and route planning and measures to increase the
load factors or to support consolidation or citgitics solutions. The other important area issiiié

of freight transport to non-peak hours. This canaoelressed for example by supporting night
deliveries, by introducing daytime dependent urpaaing schemes or by offering forecasted traffic
information to be used by trip planning tools.

BESTUFS recommends that further efforts are made pglicy makers and operators to pilot,
promote and adopt measures that help to improve #féiciency of urban freight transport
operations.
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Air pollution, CO , emissions and noise

Vehicle technology is improving rapidly. Howeveneoof the main issues is the poor state of some of
the current goods vehicle fleets in urban areastignoperated by small operators, often acting as
subcontractors to large freight transport companieis therefore important that urban authorities
encourage modernisation of these vehicles. Sones tiave implemented regulations favouring low-
emission goods vehicles (in Environmental Zoneslsgwhere).

BESTUFS recommends that initiatives to favour a $oti to less polluting goods vehicles
(including Environmental Zones) should be promoteshd encouraged. Urban authorities should
be encouraged to provide subsidies to small opasatmnverting to cleaner goods vehicles.

Regarding C@emissions, hybrid vehicles look promising becanfsthe “stop and go” character of
urban deliveries (energy consumption by a vehislexponentially increased during stop and go
operations). Alternative fuels can be introducedemeasily with large initial user groups and here
common approaches of commercial fleets, public cleki and buses sharing the same fuelling
stations can be considered.

BESTUFS recommends that policy makers consider toke that could be played by hybrid vehicles
in urban freight operations in order to reduce G@missions, and in shared fuelling stations for
alternative fuels and methods by which to encouraayel promote these outcomes.

The next step to achieve with respect to cleanddiidlent goods vehicles is the efficient operatain
these vehicles in fulfilling transport tasks. Asalissed above, urban freight transport efficiescy i
key area in which to achieve environmental andgneonsumption improvements. Tools to improve
the trip and route planning and measures to ineréas load factors or to support consolidation or
city logistics solutions have already been mentodthough most cities use Euro engine standards
when regulating truck access to Environmental Zprwher local truck ordinances can vary
considerably from one urban area to another (veHmhgth, width, area, weight, age, time, etc.).
There is not always an obvious technical ratioredhind such local decisions. Access restrictions
based on vehicle length, area or weight and alse-based vehicle restrictions can have very
negative effects on the efficiency of the overaban freight transport task. Although these typkes o
access restrictions can be necessary, it is impotitat policy-makers consider all the options and
their potential outcomes before imposing such i&ins.

BESTUFS recommends that urban authorities revieweth existing access restrictions for goods
vehicles based on vehicle length, area, weight dime to ensure that there is a good technical
rationale behind such decisions.

BESTUFS recommends that guidance and proposed hansed rules for goods vehicle access in
urban areas could be produced at a European level.

BESTUFS recommends that the EU should encourage ¢l@narking of technological solutions
for Environmental Zone and road user/congestion aiging registration, administration and
enforcement systems, especially regarding commérfieets (which have specific needs such as
fleet registration schemes and automatic billingssgms).

Noise reductions in urban delivery operations coelgd to a very substantial benefit for cities
because, contrary to people’s mobility, freight fitigbcan be transferred from peak hours to offlpea
(including night) hours, leading to a potentiallpgortant reduction in day-time congestion. The
allowance of out-of-hours operations also allovesgint activities to be performed more efficientty i
urban areas. Current good practice is being deedl@n this topic through various research efforts
(including the Piek program in the Netherlands, argerimental schemes in London, Barcelona,
Dublin etc.)

BESTUFS recommends that good practice in out-of-lswrban freight operations should be

promoted at a higher — European — level in order @aocelerate the development and adoption of
such approaches elsewhere in Europe. Action shoudd taken at a European level in the

standardisation of noise limits for urban delivergperations, addressing the loading/unloading

activities as well as the different equipment typesise.
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Smart urban freight operations

Relatively few goods vehicles circulating in urkeeas are equipped with up to date technology such
as GPS or delivery tour optimisation tools. ITS€llgent Transport Systems) products are generally
not targeted towards urban freight operations. &lgh many urban operators are too small to benefit
from sophisticated optimisation tools, they coukhéfit from receiving specific information about
traffic conditions and regulations in the citiegyhoperate in. Local rules (about access, parking,
delivery windows), should be better integrated imainstream on-board digital mapping systems or
made available through variable message signsra@héet web sites operated by municipalities.

Forecasted traffic information in the form of day# related travel time patterns per network link ca
be used for trip planning. Commercial fleets wapecially benefit from this information as pick-up
and delivery round trips are often planned on the liefore and could thus avoid expected congested
situations.

BESTUFS recommends that standardisation of formaiad interfaces at the European level is
needed. Strong promotion of awareness among ITS etigyers and stakeholders (transport
operators, shippers, local authorities) may brindditional benefits.

Training programs and expert staff in urban freight

Few European towns and cities currently have tohiseaff dedicated to freight transport issues.
Training and hiring specialized staff could leadatsubstantial increase in the effectiveness aflloc
freight policies, improved working relationshipstween the public and private sectors, as well as
best practice exchanges among European cities.

BESTUFS recommends that consideration is given as low to increase the proportion of
knowledgeable and highly qualified staff with spatist expertise in urban freight transport.
Potential approaches to achieving this include tnag programmes and secondments between
urban authorities.

Land use and freight flows

Freight infrastructure planning is generally inagkstg in many European metropolitan areas. The
location of freight terminals and large infrastrets (including intermodal facilities) is often
regulated at a local level (municipalities), wheremetropolitan and regional governments do not
have jurisdiction over land use decisions and ngighermits.

BESTUFS recommends that the EU encourage the creatiof integrated logistics planning
authorities with full jurisdiction over land uses rad warehouse and logistics facilities building
permits at a metropolitan or regional level.

It has been demonstrated by the French Mobilith&taat even when good strategic freight planning
takes place, it is poorly enforced if only localumicipal) governments have legal jurisdiction to
apply measures (such as planning permission dict@aflinances). Municipal decisions over building
permits for large warehouses and freight facilites lead to the development of “logistics sprawl”
and logistic facilities with poor accessibility. @6e zones can generate important vehicle-kilometres
(for both trucks and cars) within the area.

The French policy, to force medium and large sitiescto provide an urban transport plan (PDU) in
which freight transport must be an integral pa, fo a very positive stimulation of innovation and
much more active reflection on commercial transpoRrench cities.

BESTUFS recommends that the intention of the ECitotiate and to support the introduction of
SUTPs would be the right opportunity to strengthéne urban freight dimension within urban
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transport planning. Commercial transport must becenan integral part side by side to passenger
transport within the SUTP approach.

Data collection on urban freight activity

Urban areas should be encouraged to finance refyalght surveys, as most already do for personal
travel surveys. There are major gaps in urban ntylsifatistics at the EU level, but also at thealoc
level where freight flows are concerned. The watkBESTUFS has clearly showed that regular
freight surveys are rare, and often very diffidoitcompare because of the different methodologies
used. In addition, monitoring of the effects of ambfreight transport measures is also usually
inadequate and results in difficulties in makingnparisons.

Capturing the same basic survey data for citiea amtional level (and perhaps at an EU level)
provides many benefits since a common databasebaihugoods data then becomes available and
issues of comparability can be addressed much realy. Guidelines for this type of ‘bottom up’
approach would be valuable.

While full survey harmonisation for urban freighirgeys is beyond the scope of activity for the
Commission there is still a major benefit to bengdi from a more common approach in terms of: (a)
methodology and (b) terminology. This could extetihd work already completed as part of
BESTUFS.

BESTUFS has demonstrated the benefits of detakedamges between universities, administrations,
experts of the different Member-States and at anI&lg¢l on urban freight data collection and
modelling.

Further research effort should contribute to theagarison of city-wide urban logistics activitiesdan
structures. The establishment of suitable perfonmaneasures and benchmarking would help cities
to determine the most relevant fields of action aodld deepen the understanding and monitoring of
urban freight related measures.

There is a need for greater awareness and trafoingplicy-makers to understand freight data issues
and freight modelling and on the other hand foredigyers of models to better understand the needs
of policy-makers. The EU could consider ways tooemage this awareness raising and training need.

It is important to recognise the role played inamlyoods movement and services by vehicles below
3.5 tonnes GVW - this needs to be reflected in esurapproaches and data capture and in the
developments of models.

Data and modelling approaches identified and caisemin BESTUFS can also be very valuable in
improving the robustness of evaluations relatingitot initiatives in urban goods movement. It is
essential to have robust and transparent evalgsiothat future decisions can be based on evidence

BESTUFS recommends that guidance on efficient andngparable freight data collection and
monitoring could help policy makers in towns andieis. Data collection pilots in cities in different
countries could provide interesting comparisons.

BESTUFS recommends that there is a need for furthesearch activities at a European level into
urban freight data collection, evaluation and modiely methods and results.

Urban Consolidation Centres

It has been shown that Urban Consolidation Cenft#SCs, also referred to as “City-Logistics
schemes”) can lead to a decrease in the numbeshifleg-kilometres, emissions and other negative
social and environmental impacts generated by udadimeries. These schemes generally have high
set-up costs attached to them. Issues about howaosts and benefits of these schemes are shared
between supply chain parties tend to prevent gregteake.
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BESTUFS recommends that the EU should encourageraased awareness especially among
policy makers and small urban freight and logistieperators regarding the potential benefits of
UCCs.

BESTUFS recommends that the EU should encourage tevelopment of local public-private
partnerships:

— to establish local charters on urban deliveries

— to promote the development of private or publici@ie UCC schemes, including schemes
targeted on specific locations (pedestrian streaighan commercial centres, large building
sites). These solutions could benefit from optintiea tools and ITS.

When an Urban Consolidation Centre (UCC) is set itipakes time to establish the scheme and sign
up users. The gradual build up of goods throughpaffects the financial viability and the traffic
and environmental impacts of the UCC. BESTUFS recmmnds that policy makers ensure that
UCC trials have sufficient support and funding taun for a suitable period of time over which to
measure and analyse the results.

BESTUFS recommends that public funding needs to mm@de available to pay for the research
work and pilot studies for any form of UCC that isot related to a major new property /
commercial development. Without this funding suchCQ research and trials are unlikely to
proceed.

Publicly-organised UCCs do not have a good trackcasd in terms of implementation and

operation. For UCCs to be attractive to companieadato be successful set-up BESTUFS
recommends that they should be led and operatediy or several key commercial players that
have identified the potential benefits of being mived.

Last mile solutions

Home shopping and home delivery continues to iseréa European towns and cities, especially as a
result of the growth in online shopping. Last milelivery solutions are of great relevance for the
competitiveness of the European retail industryst@eductions across the supply chain as well as
providing a better service quality are key driviogces. However, even more importantly, there is a
large potential for more as yet unexploited sohdiorepresenting a further driving force for
developing innovative last mile solutions.

BESTUFS recommends the need to set up and suppanthér initiatives on developing last mile
solutions. Besides focussing on technological deypehents, there is a strong need for further
innovative and operational logistical approaches.

Home delivery can potentially result in reductionssehicles kilometres and its related impacts (i.e
multi-drop freight deliveries to homes can resutisfewer vehicle kilometres than when many
customers travel to and from shops). However tbisdépendent on parameters and variables
including: the number of deliveries stops per tdle, distance between stops, distance between depot
and first/last customer, the vehicle/propulsiond,sthe type of product delivered, the technical
planning support, and the customer behaviour amfemances (especially whether the customer
performs other trips as a result of time savings).

BESTUFS recommends that policy makers in towns asities should monitor the developments of
last mile solutions closely by taking into accoutite above mentioned parameters. Policy makers
should play a more active role in the developmentiadesign of last mile solutions contributing to
measures that can result in sustainable and innadvat solutions (including locker banks and
collection point systems)..

The main goal for the urban authority as well astf@ operator is to achieve a high degree of
consolidation of consignments and to minimise theettaken and distance travelled in making last
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mile deliveries. Using trip planning software caihto optimise last mile delivery rounds takingpin
account any delivery time windows agreed with congrs.

BESTUFS recommends that further innovations in trtelematics field with specific reference to
last mile solutions in urban areas are needed artbsld be supported by further research and
funding activities. In addition, further efforts sbuld be made to determine how IT and
communication systems could be used to provide ¢bstomer with more information about the
status of their delivery, and thereby reduce theskriof failed deliveries that occur when the
customer is not at home to receive their goods.

On a European scale expertise concerning the effeictelematic applications on urban freight
transport operations is still relatively limited.orSe cities have implemented public private
partnerships, some have started demonstrationgspjeowever solid experiences on a European
scale are still rare. Also the full potential ofletmatics applications in cities through the int¢igraof
traffic management systems with urban freight fpanissystems is presently little researched or used

BESTUFS considers telematic applications as onetwd major instrument for improving last mile
processes and hence recommends that it is addrelsgddrther research work in urban areas.

Freight in small and medium-sized urban areas

Much focus of economic growth, development andaedework has taken place in relation to large
cities in recent decades. The trend towards glsdi&in has resulted in the importance of thesenurba
areas becoming ever-greater.

Meanwhile, over recent decades, the economic irapoé of many small and medium-sized urban
areas has diminished, especially as the manufagtand agricultural base and employment levels of
many (especially western) European countries haeinbd as a result of international competition.
This has resulted in some small and medium sizéelsdiosing some of their economic roles and
vitality over time, and the areas becoming suliecirban decline, and reductions in population.

However, as well as facing such economic diffi@dtismall and medium-sized urban areas also offer
opportunities and alternatives to larger citiedqieyl can be viewed as offering a better qualityifef |
and environment than larger cities. Therefore, avkihall and medium-sized urban areas may seem
relatively unimportant at a European or nationatlehey are still of great importance in regioaatl

local economics and society, and offer importarmpastunities for future sustainable development.
They typically have relatively compact layouts asftbrter journey distances than larger cities, and
have a rich and diverse cultural and architecthesitage. This offers potential for future growth i
commerce, leisure and tourism. Small and mediumdsizban areas also have an important role to
play as intermediate points between larger citiebraral areas.

There are several specific issues faced by smallnaedium sized towns and cities in relation to
freight transport. These include that relativelyidi urban freight research and policy considematio
tends to have taken place in these urban areasaliydittle resource is available in these urlzairas
for specific freight actions (often meaning thagréhis no contact point within these authorities fo
logistics operators and other stakeholders); tieedten relatively little co-operation between she
urban areas, and between such urban areas aratfdbe flegional or national institutions concerning
freight transport, and there is usually relativiiife logistics infrastructure in these urban aréa
terms of distribution centres, rail freight ternmimgorts and airports.

BESTUFS recommends that the EU support researchoirthe following freight transport issues
related to small and medium-sized urban areas:

— Investigation of freight issues and problems in shhand medium-sized urban areas to
determine whether these issues are different tosthdaced in larger cities, or if the problems
are broadly similar but differ in terms of magnitieand importance,

— Comparison of the nature and scale of freight trgmmt problems in different small and
medium-sized urban areas,
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— Compilation of case studies of freight transportlstions implemented in different small and
medium-sized urban areas.

BESTUFS recommends that policy makers in small amtedium-sized urban areas need to
incorporate freight transport planning more fullynto urban planning considerations alongside
passenger transport planning. This has been a wead®in many large cities as well, but some
larger cities are now making progress. BESTUFS rewmmends that there should be greater scope
for small and medium-sized urban areas to learniingdhe changes and developments taking places
with respect to freight transport planning in largesities.

Port cities and innovative urban freight solutions

For urban areas that are linked to a coastal jideind port or freight village both positive and
negative impacts can be observed. On one handthéspn important economic factor in the region
and guarantees employment for the inhabitants efutiban area and often for the whole region.
Furthermore, the goods supply of the urban aredtén partly carried out directly via the port (e.g
via an urban distribution centre, leading to anedigat good supply).

On the other hand the port’s activities result whale range of problems and negative impacts such
as: noise disturbance and air pollution due to ppdrations and the hinterland transports (rail and
road) which often travel through the suburbs of thiean area, increased road traffic levels due to
port-related activity, and safety risks if dangergoods are transported within the urban area.

BESTUFS recommends that aspects related to the dnlaind transport to and from ports and
terminals are broadly considered within integratiteansport and land-use planning at national,
regional and city levels of government in order &void bottlenecks and reduce negative impacts
within the urban areas.

BESTUFS recommends the collection of detailed infoation about the transport flows related to
ports and terminals and the need to make a reatigtstimation of the future port developments in
order to have a good basis for transport planningjated to the ports.

BESTUFS recommends that as part of transport anchdause planning, new industrial areas
should be better linked to ports and terminals. Bting infrastructure should be used as efficiently
and effectively as possible.

BESTUFS recommends the following as suitable acc@mping measures in the efficient

management of transport in the city: the implemetitan of guidance and preference networks for
heavy goods vehicles, incentives for higher loadcttas, Environmental Zones and other

encouragements for the use of environmental friepdiquipment and vehicles, development of rail
centres, urban distribution centres and new infrastture.

Managing urban freight transport

Urban freight transport operations are respondilnlea range of negative social and environmental
impacts. These are relatively well understood ardude fossil fuel consumption, greenhouse gas
emissions, air pollution, noise, visual intrusigysical intimidation (of pedestrians and cyclists)
road safety and accidents, and road traffic corae@sisruption.

The problems experienced by those performing ftefggmsport and logistics operations in urban
areas are far less well understood. These inclwaféct flow/congestion issues, transport policy-
related problems, parking and loading/unloadindfams, and customer/receiver-related problems.

Inefficiencies in urban freight transport can ocaara result of existing road layouts or trafficels.

They can also come about due to non-freight urlbansport policies of policy makers that have
unintended consequences on freight transport apesafe.g. the introduction of bus lanes). Another
cause of inefficiency in urban freight transport gasult from variations in urban freight transport
policy measures in different urban areas or diffegarts of a single urban area. Such inefficiencie
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can have both financial and environmental impaasstiey can result in increases in goods vehicle
trips, the total distance travelled, greater fushsumption, lost time etc.) and are therefore best
avoided from both the perspective of companies taedwider society. This suggests the need for
collaboration between public policy makers withp@ssibility for freight transport regulations in
urban areas as well as consideration of the benafiharmonizing such regulations in order to avoid
causing operational inefficiency.

BESTUFS recommends that consideration is given towhbest the different tiers of government
(urban, regional, national and EU) can work togethdéo improve the efficiency and reduce the
negative impacts of urban freight transport.

BESTUFS recommends that, in thinking about urbaneight transport problems and possible
solutions, public policy makers in all tiers of geknment should be aware of the importance of
freight transport in the functioning of the urban @nomy and society. By doing this it is then
possible to determine the importance of urban frieign relation to other transport needs in terms
of funding priorities and initiatives. They shouldlso review whether urban freight transport
considerations are prioritised sufficiently highlgt present.

BESTUFS recommends that public policy makers at alrs of government need to ensure that
freight transport planning is incorporated more flyl into urban planning considerations. Sharing
of information between policy makers about the oamges of urban freight policy and planning
initiatives should be encouraged at an EU and nat&d level to ensure that there is scope to learn
from work already taking place.

BESTUFS recommends that urban policy makers withspensibility for freight transport should
ensure that the goods vehicles operated by and emalf of their own organisations provide a good
example to other operators in terms of issues irihg fuel consumption, pollutant emissions,
vehicle utilisation, driver training, routeing angcheduling.

Successful joint working between the public and yate sector is likely to be an important
determinant of the success of freight initiatives European urban areas. BESTUFS recommends
that policy makers with responsibility for urban dight transport should seek to establish good
working relationships with companies involved in€light transport and logistics located and

working in their areas. This is likely to requirene formation of joint public and private sector

working groups, some examples of which have beetdssed in this document.

Best practice, harmonisation and research

Innovation in urban freight transport must be supggbby public national or European funds as the
pressure and financial abilities to initiate logabjects are usually insufficient and as intera@gtin
guestions and harmonisation topics need to takeyméy examples into account. Looking at the
European policy objectives regarding energy, emvitent, economy and the important role of urban
freight transport within these objectives thereaisclear mandate for the EC to invest in the
improvement of city logistics without getting intmnflict with the subsidiarity principle. There are
many underdeveloped fields where better knowledge@mmended harmonised approaches would
be of direct value for many cities. The earliertsars of this document highlight many of thesedgel
e.g. the access regulations, the data capturitigeoevaluation framework. Furthermore, It would be
of value to directly support urban freight tranggonovation in European cities and then to insall
continuous best practice information platform fdoan freight.

BESTUFS recommends the initiation of a European AIRMAS-FREIGHT R&D programme which
focuses on urban freight transport innovation demstnation and which is similar in structure to
the existing CIVITAS programme.

BESTUFS recommends the establishment of a Europaaban freight transport best practice
platform, perhaps in combination with a European ®é&rvatory on Urban Mobility. Such a
platform could inherit the available BESTUFS matel and could be linked to further
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Coordination Actions or research activities in thidield. This platform should promote
“harmonization” in all respects.

BESTUFS recommends practice-oriented research atiég especially to increase knowledge on
urban freight measures and their effects and to pie harmonization suggestions. These research

activities could be related to CIVITAS-FREIGHT orotan urban freight transport best practice
platform.
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