A SAPIENZA

UNIVERSITA DI ROMA

Laboratoire
d’Economie des Transports

Work package 3 “Urban freight data harmonisation ard
modelling”

Minutes of
The 4" Round table at Universita Sapienza/Roma

17/18/ April 2008

Sapienza Universita di Roma
Via Eudossiana 18
00184 — Rome, ltaly

The 4" roundtable took place in Roma on the theme dfUrban freight data
harmonisation and modelling”, with the participation of 29 experts from 10 diteat
countries. It was organised by Professor Antonicssty Universita la Sapienza. The works
were to analyse the different main issues concgrdata colection, modelling and application
fields, to bring out remain problems and to harmerdefinitions.

The roundtable has been organised in 4 themes:

Policy

Methodology for modelling

Methodology for data collection

Integration
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Agenda

Thursday 17/04/2008 Morning

9h.00 Arrival for roundtable participants

9 h.15 A. MussoUniversita La Sapienza, UniRoma ()elcome address
9h. 25 A. Bonnafouspniversité Lyon 2 (Px. opening roundtable

9h.30 Issue 1: Policy Chairmardohan Visser Tu-Delft (NI)

Speakers Definition Remain problems

Reporter: W. Debauche Different goals...................... Compatibility goals/tools.

BRRC, (Be) Knowledge, training, incentives,
competence, maturity,.............Lack of ...

Supporter: Noise, air quality, safety,......... .Integration of external costs (in

L. Dablanc, INRETS (Fr) data collection and modelling.
COStS. i Low investment /significance

Expert: C. Ripert, | Different scales..................... .Stakes.

ADEME (Fr) Local/regional/national surveys,
Black box, exchange level....... lack of transferability.

Expert G.Gentile, (It) Relations between decisions

University Roma, makers and modellers, modellers

each others.

11 h 15. coffee break

11 h.30 Issue 2: Methodology for modelling  Chairman : Johan Visser (NI)

Speakers Definition Remain problems
Reporter: H. Sonntag | Data for modelling................. Unsuitable data for modelling.
TFH Wildau, (Ge) Choice of observation units, pf

Complexity of methodology..... survey method, of type of
Supporter: model.
B. Meimbresse TFH, Suitable is costly.
Wildau, Ge) Data for calibration................ .Difference user/builder.
TiMING.......ooooi v, Lack of integration.
Expert E. Taniguchi,|Land use and environment...... .Driving by supply/ demand.
ICL, Kyoto (Ja) Pushandpull ....................... .How to model complexity af
Economy and modelling......... .urban logistics?
Expert: T. Haupt, PTV Calibration, and terminology.
(Ge) Visibility and reliability of results
Lack of prospective modelling.
13 h 15. Lunch
Thursday 17/04/2008 Afternoon
14 h. Issue 3: Methodology for data collection Chairman : Mike Browne UoW (UK)

Speakers Definition Remain problems
Reporter: D.Patier, LET|Methodology of UGM No consensus about methodology.
(Fr) surveys Standard data do not exist at urban

scale.
Supporter;J.Munuzuri, |Link between unit and
University of Sevilla (Sp) | objectives of collection..... They are not suitable with
Cost of collection............| objectives.
Expert:S Rommerskirchen | What data for who........... Who has to pay ?
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(ProgTrans, Ch) What data for which model Frequency of collection.
Harmonisation................ Reliability of existing data.
Expert:Y.Ranc, City of
Paris (Fr). Different senses for a same word
15h.45 Coffee break
16 h. Issue 4: Integration Chairman : Mike BrowneUoW (UK)
Speakers Definition Remain problems
Reporter: J.L. Routhier |Urban traffic / outbound
LET (Fr) traffic..........ooo il Space and time connection.
Link between model and
Supporter: urban planning...............| Gap of interaction between user and
P. Guglielminetti, IPC (It) | Cases studies................ builder

Need of case studies for modelling.
Expert: H. Flamig, ECTL| Traffic simulator..............
(Ge) Need of module of traffi
Space allocation ............[.simulator?

[

Expert: 1. Williams, WSP
DT (UK) Macro / micro economicg Land use and transport modelling.
and spatial models..........|.
Optimisation of sustainability is npt
Integration in globaloptimisation of firm.

Difficulty to integrate passengers
and goods models.

17 h.45. Alain Bonnafous: Synthesis of debates

18h. End of session

20h. Social dinner

Friday 18/04/2008 Morning

9 h.30 Debates Review of existing data collection regarding UGM;
Chairman Recommendations for a best knowledge and a besng usr
E. Taniguchi decision makers.

12 h.30 Lunch

Friday18/04/2008 Afternoon

14 h.00Technical visit

The main result has been to collect recommandatibtise particpants.

In order to guide the debates, 4 position papee heen presented:

Issue 1. Policy :Why local decision makers are so reluctant to mribaight modelling and
data collection hy Wanda Debauche, BRRC, Belgium

Issue 2. Methodology for modelling State of the art about urban freight modelling in
Europe by Herbert Sunntag and Bertram Meimbresse, Univedditiildau, Germany

Issue 3. Methodology for data collectionby Daniéle Patier, LET, France

Issue 4. Integration Integration of urban goods movement into the whalban transport
systempy Jean-Louis Routhier, LET, France
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Issue 1. Policy : Why local decision makers are geluctant to urban freight
modelling and data collection ?, by Wanda Debauch&RRC, Belgium

Introduction

While traffic and its impacts in urban areas haseeived attention in recent years, much of
this attention has been directed at passengepoangelatively little attention has been paid
to urban goods transport.

Integration between passenger and goods transpooftén difficult, since urban goods
transport operate within integrated supply chaimagement whereas passenger transport
serve individual needs. Ruled by the “Goods dovoté, passengers do” principle, passenger
transport has received attention and priority itiggemaking when competing for limited
funds. Moreover, there is also severe competitietwben various means of passenger
transport and goods transport because the limgadesavailable in urban areas.

Countries are clearly in different phases concgrmnblic policy development regarding
urban freight transport. For instance, in Frana there is a strong emphasis on research and
analysis, while Belgium and Spain are in a moreserpental phase.

The intensity of the policy initiatives and the e@asch programs are closely related to the
perceived urgency of the problems of transport iban areas. Very often, urban goods
transport tend to be seen merely as a cause foitgons in cities, and the awareness of its
importance seems to be low, not only among thergépeblic but also among governments
and city planners. If urban freight transport isp@nsible for negative impacts on traffic and
environment (contributing to congestion, noiseytan, fuel consumption), it is also a very

important factor of the urban economy. Local gowsents and city planners often neglect
this side of consideration.

Why urban freight transport does not seem to hapaptiority item in the mobility research
program and in the transport policies? The previousd tables have shown that the lack of
interest and use on urban freight data collecteoré models are related with methodological,
intrinsic and political reasons. Related with tlenfuse of urban freight data collection and
modelling, the most common reasons, which have hee, could be categorised as
following:

Common goals, different policies

Despite the variety in size, population and circtamees surrounding each city, there are
some common challenges. Several surveys in diffeEemopean cities show that urban
freight transport accounts for about 10-15% of ltatdan traffic in terms of number of
vehicles, and 20-25% in terms of car-equivalentscle-km. The significant contribution of
freight transport to total traffic and moreover gwntribution of freight transport to problems
of accessibility, congestion, environment and gafetleading to growing awareness of the
importance of urban goods transport policies.

The main policy objectives for each country, region municipality are not identical.
Although the reduction of local traffic, the redioct of pollutant emissions and a better
quality of urban lifestyle are important in allthlem, there is a difference in emphasis.

The concerns about environmental issues and thigygoé urban life are growing up. 20
years ago, the concerns about environmental impafctgrban transport activities on the
quality of life in urban areas were not so presentoday. The specific need for a reduction in
acoustic pollution or in C@and others pollutant emissions in built-up areasrged in all
cities.

Traditional urban freight models cannot reflectsneenvironmental issues currently under
discussion. That means that urban freight modedsildhbe completed with other models to
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give researchers and technicians an integratedatodlto give the policy makers a global
solution.

Link between urban deliveries and the whole logistial chain

Urban freight transport is more complicated thagiaeal, national or international transport.
It is important to bear in mind that delivery ofnsmmer goods is only part of the whole
logistics chain. Measures concerning delivery iy ereas have inter-related effects in other
areas of freight transport and should thereforecbasidered from a broader systems
perspective.

In spite of the fact that in many cases, goodsnoftame from other regions or countries and
therefore urban freight transport is more and nmiotegrated with long distance exchange of
goods outside urban areas, some models and cuneagures often only take account of the
urban area itself. Little attention is paid to tgply chain as a whole, which extend beyond
urban areas.

Because the logistical chain do not stop at thamufontiers, that means that local authorities
and decision makers should have a common approaith their regional and national
colleagues. Some countries have not only localatives but also national government
initiatives for urban freight data collection andlipy. It is the case of the United Kingdom
and the Netherlands. But, in general, it is stibag way to a better communication between
central and local governments, and between pubticaivate actors.

Multiplicity of stakeholders

An important feature of urban freight deliveriesdamansport is their complexity and the
multiplicity of stakeholders interested in. Poligyakers have to cope with a lot of different
actors (more than for passenger transport), al wieir own specific goals. The different
users of freight services have different requiretmend different goals; some of them are
even contradictory. What is good for the industng airban freight transport sector may be
wrong regarding public and environmental issues.

The policy makers have to manage with all thesigedtolders and to arbitrate the potential
conflicts existing between.

Freight transport in the hands of the industry

Very often, urban freight transport is only per@sivas prejudicial to the urban environment.
It is viewed as a problem rather than an esseat#Vity to the economical and social
functioning of towns and cities.

So the policy makers and some technicians alsg, malct taking action to oppose the bad
effects of urban freight deliveries. The urban dgheipolicy they build-up is often only a
reaction to problems, usually appearing with conmpéamade by residents.

If very few of them have a proactive position wdhreal urban freight strategy; it is also
because a lot of decision-makers and authoritiasider that freight transport is in the hands
of the industry world. Freight and logistics adi®$ are not a domain in which policy makers
feel they should be involved.

Urban freight transport is mainly perceived as eemommercial and business activity, and is
not considered as something, which should be fiegtinigh on the political agenda.

It is difficult to convince public actors that urbdeliveries have to be optimised and that they
can contribute on it.

Lack of awareness and knowledge

There is a general feeling that within public loeaithorities there is not a good level of
understanding about urban freight transport antvels. The business world thinks that the
local authorities do not have a good understandingodern logistic systems. According to
the actors of the industry, that leads public adties and decision-makers to take policies
and restriction rules without taken their requir@tsanto account.

In the administrations, most cities are not adegjyaquipped to analyse and prepare for the
challenges of the urban freight deliveries. Theeevary few specialists of freight transport in
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the administrations and the local authorities iarge of the mobility policy. For example,
although municipality of Paris has two hundred sgists dealing with passenger transport
and traffic planning, the first specialist in urbfaeight was appointed to the office in March
2002. This maybe reflects the poor interest on ufbeight deliveries in comparison with
passenger transport but also the lack of trainmy@t information for technicians. There are
a very large scale of different training programstiansport and mobility for engineers,
economists ...but very few of them are focusing draarfreight transport.

Because this lack of expertise, local authoritied decision-makers as a «black box» often
consider modelling they can not use it. So theysefto investigate in modelling which
requires a lot of time and investments.

Dissemination of results and experiences is impotia develop the expertise. Companies or
institutes are not always aware of the on goingegte that could be similar. Nevertheless
some experts have also stated that the diffusioexpértise is not that simple. Objectives,
available funds and data, involved partners, eifferd Results could e.g. rather be
transferable, but it's more difficult to transfeodels e.g.

Poor data collection on local level

In most cities, city planning and traffic survey® dased only on passenger transport. This
lack of awareness and knowledge has often ledatwsport policies being planned mainly
from the passenger transport perspective, withogtgaate consideration of the needs of
freight transport.

Adequate data is missing. In some cases statsbiglsl be used to know more about freight
transport within cities, but often these data atites are not executed with that purpose so
that interesting/important data are missing indat collection.

Some national initiatives exist to collect specifieight data but from these projects at
national level, it is more difficult to extract gitevel information. In general it was not the
first goal of such exercises to obtain freight mnfation at city level. Data collections should
be adapted to obtain better information from thedeh@pplication at local level because at
higher (regional, national or international) lewkta are rather available in an aggregated
way.

Moreover, data collections at national level atemfa legal obligation, while local initiatives
are rather an attempt to respond to a problerhelforincipal objective to make a diagnosis of
urban transport is to fulfil legal requirementrhis not always a real motivation of the local
authority behind the initiative.

New technology could give new possibilities to gathnformation (cameras, RFID-
technology), but the appliance of these instrumeotsld also be problematic (respect of
privacy, commercial interests, etc.).

Costs of data collection and modelling

Costs and funding are important aspects. Collecing updating the urban freight data
required for the models are sometimes very expendgivailable funds to realise projects
differ according to the partners and partner stngctin general, local authorities have very
limited means and traditional data collection aratlelling are too expensive for them.
Sometimes particular budgets (European contribgji@yg. are foreseen while for updating
the data such contributions can’t be expected. i8peccasions like the Olympics in London
2012 could be an opportunity to collect certainad&tvestments are then easier to find. It is
obvious that available funds for urban freight sport analyses vary widely in Europe
(depending on interest, involved partners and partstructure, political interest, etc.).
Simpler data collections are cheaper and definiteélresting at short term, but for a mid and
long term vision on urban freight transport toalelurban freight models could be more
interesting.
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Short term vision versus long term approach

The policies currently in place focus quite strgngh short-term problems and solutions.
Little or no attention seems to have been paicngiterm problems. Modelling does not fit
the short-term local problems. Modelling takes adbtime to collect the required data, to
build and to calibrate the model, to give the deaisnakers an answer.

Current policies are dealing only with current cibiods, and the expected effects of proposed
measures on future situations are often missingt &tempts seem to have been made to
provide forecasts for future developments or toeflgy long-term policy options.

Minutes from Laetitia Dablanc :

Contribution of experts:

| have been setting up many UGM projects for thg of Paris,
from micro projects to macro projects. | have udgférent sources
of data. From small local surveys to big surveysienespecially for
me by the city of Paris. | had the support from Tin@nsport deputy
mayor. | used the knowledge of the ObservatoirePdes. My
biggest difficulties were to obtain and use natiordata
(establishments) because they are expensive andvikes not
adapted to my projects.

C. Ripert

- Our experience in the region Emilia-Romagna. Kigars ago, for
big project, we could build a huge database foanrpeight modelling
Before, we collected the data. Huge, very expensiiat was a unique
opportunity. But we realised many of the data wase useful for ouf
projects. Urban freight is so diverse that one rhode not grasp it! We
have to choose what category of model to use. Arskdype of
approach: similar to passenger transport approach.

- A third microscopic approach: vehicles, routasgd actual tours that
the vehicles do. It is rather the second or fipgtraaches that are best
for public administrations. They need to know wisatthe effect of
delivery tours, not how to change or optimise them!
Also, there is an academic history of this isstestarted only 2 or
years ago. The study of urban freight travel demianguite new. So
these is a tradition to build!
- Couple of possible actions: commercial softwdreutd include as a
base model urban freight. There are a few of thBut.often kept in
additional package, or unknown.

- To promote at a European level a base methodayoggn for free.
Something like the Cooper model for administratiofgen rough or
incomplete. Just to give the taste of going further

55

G. Gentile

oo

Discussion:

Main points of discussion: UGM modelling is quitxent, this makes a big difference with
passenger transport that benefits from a longttoedof work and methodology building.

If public decision-makers don’'t use UGM modelsisibecause they don’'t need them — they
may need them in the future for sustainability asseent and environmental issues.

Need for more “shippers” surveys at a national lleve
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Johan Visser

- Different tools are available,

- Lack of good understanding,

- Lack of integration of external effects,

- UGM is considered as a business issue not alsssige,

- problem of transferability of data between ecogoand policy
makers,

- Relationships b/w decision-makers and stakehsideach puts
responsibility on the other!

4

J. Visser+ C. Ripert

- A question for Christophe:

- Can you specify what you said about the issuegoeational data?
- C. Ripert: Yes, at a local level we managed tsplecific surveys. But
at a national level we depended upon national dakech were not
relevant enough and too expensive.

- J. Visser: at least at a local level, you wera loxury position!

- C. Ripert: yes but for macro projects (PDP), d @ use regional dat
and | had to buy a big data base, very expensitnat very adapte
to my needs.

- also | want to thank Guido for the 2 solutionsonevided

O &

H. Flamig

- | use the data but | am not a modeller. Data@weabstract for policy
makers. Education has to be enhanced regardinglimgdi& general.
What do you need the data for? First, to assesspalicies. Second, t
know what is going on. This means 2 different kinflsnodels. It is not
the same issue

O

J. Monigl

- One of the pbs with freight modelling is thatift® cannot speak. In
Budapest they restricted freight access to the wigyhad hard protest
from transport companies! So, yes, sometimes ftedgles speak! We
don’t need the same data as the industry needginCGund destination,
kind of goods, kind of transport... To commercialinodels of freight
it is quite difficult. More so than in passengearsport. Freight is more
complex to model. Commercial models are able tosdmething
though; they can provide truck movement data fangxe. Decisior
making tools: they will be integrated progressivelgaybe. Policy
makers don’t understand the importance of urbaghte

M. Browne

- To extend the point made by Janos (people dumnderstand freight).
In Paris you have somebody you can go to and disalsut freight, in
London also. In other cities, it is not at all etdack of focus, dilemma
between freight as part of a system (economic BydEnd use systen
against the benefit of having somebody taking resimdlity. You need
someone to put the responsibility on. Also the poinGuido: comfort
zone. Difficult to talk about freight, there is @rt of discomfort,
because people know little about it.

A —

E. Tanigichi

- 2 types of modelling. One is normative, one isagtive. So far
optimisation is the main focus. Very successfuiaict! Reduce the cost
and mileage. Companies use it. Descriptive modsdsnauch more
complicated. Very different stakeholders. Now we having a syster
approach. We define problems, we simplify actolisapfified ideas,
simplified concepts. We abandoned so many factamather pb is
verification and validation of models. Limited buhproving. | am
optimistic.

=
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T. Haupt

- There is a need for freight modellingftware: But existin
approaches are not relevant enough for public jeslidVe are able t
quantify the amount of freight traffic in citiesytomodelling the whol
freight delivery and transport process and to mtednanges is muc
more difficult. Compared with passenger demand nsode are fa
behind. To some extend | can say we haven't domewouk. Our
freight modelling systems are still weak. In paggerransport, we use
activity-based models. | appreciate Gentile's w&iknplification is an
answer only to a certain extend. Accurate and idé¢asive models ar
much more interesting for planning and traffic siation; if we
integrate a lot of data and use less abstractionameget more realistic
models.

S. Rommerskirchen

- It is not that local policy reek don’t have pbs with freight, but
freight’s origin and destination islsewherg not always local. The
don’t feel responsible! They cannot solve the ppshemselves. | liv
in Basel, where it is an international mobility vibcal environmental
problems! Only the chamber of commerce feels resipta not local
administrations. My second point: for modellingidtg transport i
general, you need a complex model. For urban leyels should sho
only the results that have an impact on urban spadée need
complex model, but only results relevant to thecsdfmeterritories you
are dealing with.

I. Williams

| support what Stefan said. We have rhe®ing work for the U
government. A lot that relates to freight modellisgelated to freigh
outside local areas. Ability to be responsible ftero quite small!
Maybe you would need a big model looking at thgéapicture and a
addition for a local focus. A lot can be learnemhirpassenger transport
models. Passenger modelling is easier. Better datae experience.
Vicious circle. Freight is more difficult and lesdone, so les
interesting. Another issue with data: national datflection. Eurost
requirement not met on freight. You know how manmst are moved.
You don’t knowwhythey are moved. From what type of entity to
type of entity. Only a few countries do collect ttia. No systemati
understanding without that.

L. Dablanc:

3 points. It is true that national gigps’ surveys are very poor pr
inexistent. This is national levels’ fault, not &ddevels’! | also suppo

Mike’s point that having one person in charge, titg, is actually ver

important even though it appears anecdotal. Thaidtpl am surprise
that cities in Europe do not take environmentakdives (EU) in
serious. They should be doing environmental assa#smabout ai
quality for example, of which truck traffic is aryegmportant generat

(especially for NOX and particulates). Well, citgsould ask for UGM
models to help them, but they don’t. Big companasthe other hand,
have to publish yearly environmental reports. Sahéem (lkea for
example) are willing to extend these reports bygrdting the urban
part of transport and mobility generated by theiivities. So maybe,
they will require better commercial software witieM into them. And
this may give new tools to everybody, including lpublocal

administrations.

=
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H. Sonntag

- Depends on he complexity of the mddkinners are different from
policy administrators. Planners do agree, but tthaiaistration, they
don’'t want to pay for it! We need to focus on sfiegbroblems: for
example double parking. Not to be too ehaustivéheeitoo ambitious|
We have to help answer the concrete questionsr&epaalculations.

J. Visser

Regional level/local level: both modebrevnot at al connected!

H. Flamig

Four comments:
You need one who is responsible, but for what?grmning or just for
knowledge?
About data: we are working on a big retailer proj€02 (68%) should
be made by international transport. Then, thisuedb focus on the ship
transport side, not on last miles!

Shippers also need to know more about reverseticgis
Environmental reports: we have looked at many @ihthVery few
companies do make CO2 reports; they focus on sissiaes more.

.J. Monig|

This is a very interesting discussione Wieed more holistic models for
all kinds of area. We need different data collectioethods for local,
regional, national. Local politicians have to urglend connection wit
land use, with economics,

-

F. Russo

About what Prof. Taniguchi said: whatitigistry want is what pushes
the freight. What people want pulls the freight.téo the middle, the
urban logistics... in general our approach is tosader the urbai
logistic as the last element of the industrial posidelling. | think that
this is why decision-makers do not use urban fiteigbdelling. Our
proposal is a proposal for which the political ddmave a grasp. This |s
what is most difficult in urban logistics. We netedconnect them more
to the passenger pull side that would interestlipoicy makers more|
We have to take approaches based on the localhfrggneratiorn
(establishments, local shops, and people). Behealiapproach, etc.
We need to organise different approaches. Thatisyto make local
decision-makers better involved

-

T. Haupt:

But who could manage such a complexity® ¥8nnot manage the
complexity. Integrate consumers’ demand is difficul

B. Meimbresse

Let’s not speak in general aboutcalldecision-makers ». There are
big differences between planners, air quality mansag traffic
managers, etc. The complexity of a model is onegthdatabases are
another thing. City planning, air quality, logistaptimisation, etc
Environmental models, planning models, logistic eled After
working in this field for 15 years, | think we neelifferent models
made out of theamedatabases.

I. Williams

: I do think that there is a need foodels starting with final demands
(customers). Goods are here to satisfy consumpfibere isn’'t a good
data set in most countries on a global level.
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A. Bonnafous:

There is a question of dialodue policy makers and profession
Passenger transport: modelling efforts have bdangalace since th
1960’s! When local administrations are going toeistv millions of
billions of Euro to set up a new infrastructurelsas a tramway, they
really have something at stake, and they look iaigthcarefully: the
do need models, and they are willing to invest odeilling, They nee
knowledge about the way people travel! Stakes amawsch bigger th
you actually invest in models. We are not in thisiation today for
freight, not at all. For me, there are 2 levelshié dialogue : the first i
the message sent by experts. Freight makes up 2%¥%eogy impact
or congestion, and sometimes its share goes uf@%o depending of
the hour for example. This is basic information /e to give, and
this induces a first level of dialogue. Local demismakers listen tc
that, because congestion or enmimental issues are bug stakes n
For policy-makers, it could be important. At a setdevel, there is
another kind of dialogue. If | change time windoiws deliveries, wha
are the consequences on congestion? Are expedstalsiay? In this
case, we know what kind of modelling we have toeligy. We are in &
field of modelling which is completely differentoim passengers. Our
responsibility is at the 2 levels: 1. We have todsthe good messages,
and 2. We have to be able to answer very speadifgstipns, questions
linked to what local authorities have the competetw do, nothing
more. At a local level, fuel taxes are not an istueexample, but
delivery time windows are.

U

A < —

J. Munuzuri

. | totally agree with this 3 level apach. In Spain, we have carried out
surveys. We don’t have anybody responsible at al loc macro level
A lot should be done. To generate a general pigtueefirst step: % of
congestion, pollution, emissions generated by Iteio we need a
general model at first. General picture. That could easily
implemented with simulation packages including pubiansport, auto
traffic, freight traffic

A. Musso

| agree with what Alain said. | want tadasbme comments: on one |of
Wanda’s bullet points. Regarding short term visidhis means tha
local decision-makers cannot consider urban frerghtels very wel
because they are too abstract, too difficult. kliklike's idea: thig
model could be seen as a part of a bigger systemargy system
environmental system, it could be used in a bigggy, considered in a
better way by policy makers.

~t

C. Ripert :

Let's not forget other stakeholdersty@i civil servants, residents
went to many public meetings where | had to explary simple data);
professionals (they also need simple data), reseescAll these actor]
do not have the same needs. Academics want corhpkexd details
the others want simple basic figures. In my expeeeafter 6 years i
Paris, for most of my projects, | used a very san@bproach, | too
some figures from the common knowledge that wakt thanks to the
national urban freight research program, this wasugh, | just had t¢
simplify some figures. For a more complex approdctsed Freturk
only one time! For the Paris mobility plan. All ethprojects only
required simple data.

[72)

A

=4
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JL Routhier | agree with what Christophe said. Nsitg to have 2 types of UGM
images. One simple, one more complex. We needallook, and we
need a local look. But maybe there are lead tinvés. are at the
beginning of processes and it is only the beginning of jour
empowerment on this issue. New specific problemsglian areas arise,
for example sustainability. Sustainability is a nehallenge, which
cannot use the tools developed in previous decatédsen we
developed the first step of Freturb model, it waty dased on the
generation of pick-ups and deliveries. Software diatributed to each
large city in France (400 CD-ROMs distributed). ¥RA0 cities used it
It is a lesson for us. Maybe it was too early tdkenthis work!

J. Visser | found that in our discussion, some vigresting remarks were
made. My experience is that policy makers don’t warsee problems.
A model makes pbs more visible! Well, they likeoaltwhen there is a
very big pb. They want answers with certainty. Atadaet is very
important. Alin’s approach (three level dialoguey key to ourn
discussion and to solutions.

Issue 2. Methodology for modelling: State of the @rabout urban freight
modelling in Europe, by Herbert Sonntag and Bertram Meimbresse,
university of Wildau, Germany

Introduction

A lot of approaches have been developed help aecisiaking in the field of City Logistics.
Those are essentially developed with the aim taawp the efficiency of the transport system
(Yamada and Taniguchi, 2006). A lot of models aenty Conceptual Models (CM) and it is
often difficult to fit them into a practical situah. The aim of this summary is to focus on the
Policy-Oriented Modelling (POM), i.e. data-adjusteddel, oriented towards policy analysis
(as defined by Scottt al, 2005). The aim of the models described hereo igxXplicitly
simulate freight distribution within the urban asdar evaluation, control and design of urban
freight transport system.

M ethodology

Levels to calculate Urban Goods Movement (UGM)

Four levels of UGM calculations or methods are galheused in urban praxis (table 1). The
levels range from flat-rate addition to the indivad traffic, calculation based on traffic
counts, surveys in city areas with traffic problents model calculations of complete O/D
matrices. According to the aims of the BESTUFS gubpnly policy-oriented models (POM)
in use should be included in the European survey.

Method Advantages Disadvantages

Flat-rate addition to the valug<heap, quick Very rough
of individual traffic

Calculations based on traffic | Good for evaluation of hotspoty  Personnel intensice

counts, e.g. inner city road information about behaviour and
crossings O/Ds
Surveys in city areas with Measure-oriented approach (e.gOnly suitable for small areas
traffic problems traffic regulation, technical

measures)
Model calculations Complete O/D matrices, policyNeed a lot of data

oriented models (POM)

Table 1.Methodology for UGM calculation

Minutes of the BESTUFS II, WP3! Roundtable, Roma



According to many authors, the model calculatioprapches of UGM can be divided in the
following classes:
The scale: international, interurban and urban,
The main unit to estimate: in the commodity-basediefs aim to calculate the movement
of goods, in the truck-based models, the movemiewelucles is directly modelled.
Beside this, also the differentiation of input aadtput of the models is a suitable
characterisation to divide the model approaches.
Before the European survey of UGM models was chroet, BESTUFS experts identified
numerous reasons for the failing of urban goodsetiod:
There is a lack of data because it is difficultcapture the complexity of the logistic
chains. Most tours are pick up and delivery totnp ¢hain pattern).
There is also a large diversity of behaviour of thdustrial branches concerning the
generation of traffic and their trip chain pattern.
Urban modelling is usually focused on the O/D applo The current four step passenger
models enforce a framework inappropriate to deedtile rounds.

European review

Most of the modelling approaches have been devdlape&ermany, Italy, France and the
Netherlands. The case of the Netherlands is destiibthe Visser (2007) paper. Therefore it
Is not taken into account here.

In Germany the first approach to calculate UGM on the bassnoO/D model for a complete
region with 300 zones was made by Sonntag (198%9. development was fostered by the
raised awareness of cities regarding the high sbfatemmercial and goods transport both in
the complete urban transportation scheme and ipdHatants generation. The model called
WIVER model has been developed to produce O/D nesrior the road based UGM and
other commercial related activities.

WIVER is a behaviour-oriented simulation model, g¥his able to consider explicitly the
complexity of urban trip chain pattern. Therefotee model can focus on four types of
vehicle classes: commercially used cars, vansfiateys 2.8 tons, trucks > 2.8 tons and
trucks > 7.5 tons. To mirror the different behaviotilogistic activities in different economic
sectors (branches) the model is able to compuitéctrvalues for 10 branches separately. The
WIVER model is steered by behavioural data, whittovs considerable differentiation
between branches and types of vehicles, and statidata:

Behavioural Data (per branch)
number of tours and destination distribution pédrigle type and day,
purpose of trips,
distance and structural parameters for modellinga@destination interactions,
degree of efficiency of tours per branch and vehigpe ("level of savings”),
distribution of trips over time.

Structural Data (per zone)
distances in the area to be investigated to othees,
calculation of the potential of each zone as a @@\(data: number of employees and
number of traffic related employees per branch),
calculation of the potential of each zone as ainlzsbn.

WIVER is suited to model urban freight traffic orban goods movements, providing
information regarding total mileage, number ofd$fipumber of tours, traffic distribution over
time (day course), subdivided into vehicle type ahthnches (economic sectors).
Furthermore, source/destination relations and prantsor trip chains can be modelled. Fields
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of applications can be: detailed analyses and stugb@lanning steps in a specific city or
region like truck guidance networks, action plaegarding commercial transport as well as
calculation basis for the pre-test of traffic orgation and fiscal measures.

WIVER was applied in the following German and Ewap traffic planning processes:

- Hamburg 1993,

- Berlin 1994 (Sonntag et al., 1995),

- Within the framework of the European project COSZ13- URBAN GOODS
TRANSPORT for the cities Munich ,Nuremberg, Augshudanover and Trier 1995 —
1997 (COST, 1998),

- Within the framework of the European project REFORResearch on Freight Platforms
for the regions Rome and Province Latium, Madrid &mussels Capital Region 1997
(REFORM, 1998),

- Berlin 1998: Investigation of the effects of logistodes (Meimbresse et al., 1998),

- Hansestadt Rostock 1999 and Berlin 2000 (evaluati@truck guidance system).

Using the main approach of WIVER, Lohse (2004) ttgved a model called VISEVA - W to
compute simultaneously and interdependently thidraolumes of different branches and
vehicle types. The model starts with rates for riybimodal split and affinity to vehicle
classes/transport modes (behavioural data) asamalpatial data of the involved traffic zones,
networks and conditions. After the generation oD Qklations the trip generation is
calculated on the basis of a series of interdep@neiguilibrium formulas. By this, the model
avoids the complex process of calibrating the sgs/fanctions used in WIVER.

In Italy, Russo and Carteni(2006) propose a regional modelling procedure dbase the
simulation of the dependence existing between ssoce trips of the same distribution
channel. They make the distinction between tripedasnd tour-based modelling. In the first
case, the choice for each trip between two tramséiys is independent of the choice carried
out for other possible trips belonging to the sgmeney. In the second case, the choice for
each trip affects the other trips belonging toshee journey. The authors have a preference
for the tour-based modelling approach. In ordemtatch with the various types of origin,
transit and final destinations, five commodity skes are defined (Foodstuff and agriculture
products, Energy products, Minerals and metals,n@ted and pharmaceutical products,
other). Commodity types (perishable, non-perishaliégh/low value, volume, and
hazardous/non hazardous), company classes (largesmemall) and manufacturing process
(just in time/in stock) are defined.

In order to integrate the consumer behaviour insiygply chainRusso and Comi(2004)
propose a simultaneous analysis of the end-consomaeements between the shops zahe (
and the consumption zone)(on the one hand, and the movement between metie
warehousesw) (re-stocking) on the other hand. This approachhinige useful to analyse
freight mobility in a global planning process inaarts. The first one may be carried out by
a round trip or a trip chain. The second one magdyéormed through a supply chain or tour-
based approach (see above). The authors proposalel structure divided in an attraction
model (demand in freight quantity for eaokd (end-consumer) and an acquisition model
(demand in freight quantity for eaahw (logistics). The latter is composed of a channel
choice model (probability to choose a channel togofreight for restocking in zong and a
stock model (probability that a retailer take thedght sold in his shop, arriving from the zone
w). This approach is promising because the link betwpassenger and freight models is
made. Nevertheless, it seems that the resultsabf aunodelling approach have not yet been
available.

In the City Goods modelling framewqrkGentile and Vigo (2006) develop a prototype
demand model which is in test on several citieBroflia-Romagna. According to the authors,
two problems must be solved:
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- a given activity (a fortiori a given zone) genesat@ovements belonging to different
supply chains,

- avehicle performs many deliveries or pick-ups tour.

The objective is to build a demand generation modetder to estimate the yearly number of

operations generated by each zone.

In France the urban freight model FRETURB has been develdpethe LET, (Routhier et

al., 1999, 2007). lts a land use and tour-based model of urban gaadsport. It consists of

three modules which interact with each other: p&K-up and delivery model" including
commodity flows between all the economic activit@sa town; - a "town management
module”, consisting of transport of goods and raatemal for public and building works,

urban networks (sewers, water, phone), and removal8purchasing trips model”, modelling
shopping trips by car, which represents the manhK#éometre trips to consumers.

The pick-up and delivery model is a regression-tbasedel fed by thorough coupled 4,500
establishments and 2,200 drivers surveys carrigdrothree different sized towns. Those
surveys brought to light relevant relationshipsaeein the behaviour of the shippers (spatial
and economic data) and the behaviour of the hau{mrerations of transport). The modelled
data is the movement of goods (defined as a dglieera pick-up associated to a given
establishment, vehicle size, mode of managementastic behaviour). It is derived from
the empirical survey data resulting from statigtiaidation.

Since 1995 the model has been increasingly impravéds been available as software since
2000. It is implemented in about 20 French towmsagiag which Paris, Lyon, Lille, etc.). The
FRETURB model is using widely accurate rules angslan logistical behaviour of the
different stakeholders of urban goods movementgudyy appropriate surveys. It works with
numerous and homogeneous industry categories peigna thorough description of the
urban logistics in a French town. It requires alaestablishment database but no large local
surveys.

In other countries

A few reasons contribute to explain why the develept directions irthe USA are not the
same as in the EU in the field of urban freight eltidg (Ambrosiniet al, 2007). The usual
scale of modelling is rather the regional or evea state level because the urban spatial
constraints are looser than in old historic Europegies. Moreover, current practices are
always using old standard models, which are noptadato the new emergent issues. The
latter require a better knowledge of the behavana of the share of all urban stakeholders.
City planners still continue to base their urbaeight models on commodity flows. This
approach seems irrelevant when used without a tigbr&knowledge of the urban logistic
behaviour of the stakeholders because goods flepsesent the real demand, whereas the
vehicle-trips ensue from urban independent (muctertitan at the interurban scale) logistical
decisions.

In recent years, a number ddpanese studiefiave been published dealing with urban freight
modelling. Among the most typical ones, we woulgeghere the general outlines of the
approach developed in Taniguatial. (2001) and Yamada and Taniguchi (2006). It is &bou
a simulation model, based on the vehicle routing) scheduling problem with time windows
to investigate and to compare the effects on fteigiffic flows from several urban freight
transport schemes. The most recent investigatiang into play new solutions, notably co-
operative freight transport systems, advance vehimliting and scheduling systems, access
restrictions of delivery vehicles to the city ca&strand road pricing.

The modelling framework consists of two levels @e&bur of administrators and behaviour
of freight carriers). Co-operative freight organisa is introduced into the second level. Each
freight carrier tries to minimise his total cosigile the co-operative freight organisation and
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the public sector try to minimise their total trhtiene. Mathematical programming problems
being complex, genetic algorithms are implementegkt significant solutions.

In order to overcome the complexity of the relasioips between the freight agents,
Wisetjindawatet al (2006) proposes a microscopic modelling approeehsidering the
individual behaviour of each freight agent andinteraction with the other freight agents in
the supply chain.

Conclusion

The analysis makes clear that two main distinctr@gghes are developed: the first one is
based on the optimisation of the logistic procéssluding the total supply chain channel,
usually by means of Operational Research (OR) pures. Several objective functions are
implemented and calibrated on macro-economic dalaraffic flows data.

The second approach is based on a thorough analythe behaviour of the local units (or
establishments) by means of Statistical and Préibbi(SP) adjustment methods, through
profound surveys on establishments and carriehave an accurate disaggregation according
to the industry and the size of the establishmétseover, in this case, it is not necessary to
convert the commodity flows in vehicle flows.

The first OR approach is as said in Taniguehial. (2006): “It is essential to forecast the
commodity flows and freight transport activitiesr faentifying the pattern of logistics
activities and understanding the issues of urbaiglhit transport”, while the SP approach
firstly describes the behaviour of logistic generatin order to explain the traffic flow
generation.

In France, data collection and modelling approaeh samultaneously designed at national
level because of a centralised custom, because ther large registers (SIRENE) of
establishments and because the funding of largeegsiiis possible due to a State will. But
that's not the case in most of other European cmmtHowever in the recent years, an
increasing harmonisation as regards the wordscdameepts and the methods used can be
noted; hence, data collection and modelling tencbtoe closer, at least at the European level.
Furthermore, apart from the operational short tassignment models (e.g. TLUMIP, in the
USA), the only applied policy-oriented models (ipetblished software for local authorities)
are based on well-fitted collected data (VISEVA-WdaFRETURB). Other models, like
Italian models, are, for the time being, essenti@dperimental.

However, it is urgent to tackle the current staledated to a sustainable development. In this
way, the knowledge field regarding the featurethefflows must be enlarged. These features
exceed greatly infrastructure and speed constraanmid have to include basically the spatial
components (density and urban patterns), just egylbbal logistics changes (just-in-time,
decrease in stocking, ITS, last mile optimisatian)the context of the globalisation of the
economic activity.

Moreover, current urban data collections focus astnon land use and transport indicators
with insufficient description of goods managemédtdr that reason it is difficult to explain
why the flows are as they are, so that the powearedliction of current models is not very
efficient.

There is always an imperative need to integratedgambansport in a systemic approach
towards urban logistics as a whole. Indeed, onatfe hand goods transport is subject to
competition due to consignor pressure and glodaisaand on the other hand distribution
conditions worsen because of increasing trafficgestion leading to negative environmental
impacts.
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Minutes from Bertram Meimbresse:

Contribution of experts

Eiichi Taniguchi

Databases are very important for the developmerntapisport
models.

Advanced modelling should consider both trafficwi$o and
goods flows.

Goods flows are necessary to integrate logistiseisdetter.
Traffic flows are necessary to consider environmakissues a
well as city planning aspects.

But the modelling of complete supply chains angbeesve trip
chains will need more sophisticated data.

New approaches from Asia and America should beidered
for the future development of European models.

Thomas Haupt

The coherent input data should be suitable foredhffit mode
approaches e.g. transport models, logistic modetsl
environment models.

But focus should be given more to behavioural dga.
decisions of actors) and trip chains (in oppositecedmmodity
groups).

The aim of an up-to-date UGM modelling should be
simulation of a complete city under consideratidntraffic,
economy and environment aspects.

Discussion

Prof. Browne:

It is hard to get the right information from theopées and
actors to feed the models.

Sometimes models with a similar approach use caeipl
different methodologies

Prof. Taniguchi

Benchmark figures can help to compare the quafitgada and
results or to evaluate the accuracy of the model.

Mr Haupt

Sceptical about the usefulness of benchmark figfmesthat
purpose

Prof. Sonntag

The issue of benchmarking figures is more importagarding
the calibration of the model calculation.

Mr. Haupt

Benchmarks are complicated to handle in the cadegidtics
and land use but easier in case of transport flows

)

11%

Mr Gentile:

Methodologies used for the development of UGM me
should be explained more explicit in studies artitlas to make
the different models more comparable.

el

Prof. Bonnafous

The observation unit in passenger transport ispa(tommon
approach). It is possible to define such a unib dts goods
transport?

Mr Haupt

Daily truck trips per day could be such a unit

Prof. Bonnafous:

Yes, but e. g. the use of street segments can mgtep be
predicted with such a unit.

Not only truck based observation units are needadp

Mr. Gentile commodity based approaches have their success
Mr. Visser Local an_d city oriented_ calcu_lations need_ more wiented
' observation and calculation units. Other units teynelpful on
national level.
. What should be the base case for a model appliédcahlevel?
Mr. Visser
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Mr. Guglieminetti

The needs of the users/cities are too differenter@iprs,
planners, optimisers,) to prefer one basic modake Market
actors should be involved more into model develapme

Mr. Monigl

The development of models depends strongly on thd &f
data survey available. E. G. in the case of Budapesy
reported daily truck trips are in the database.

Prof. Taniguchi

Public manuals should be carried out for differgotestions
and/or reasons concerning the modelling of UGM. hS
manuals may be helpful to identify the most impatrtactor of
the question in charge and to select subsequehdyright
approach/model.

uc

Mr. Haupt:

In addition to such manuals also a dialog is need#daffected
groups of actors to ensure the appropriate setectic
development of a model.

Mr. Routhier

Considering also the needs / requirements of adtorthe
Iog?]istic field this will lead to other kind of molde E. G. 4PL|
(4" Party Logistics Providers) have a complete difieréiew
on decision support making data and models. Omtiner hand
administrations have other aims like the reductémpollution,
so they need information about vehicle trips amafions.

Mr. Williams

Current and future changes in logistic structures wery
important both on local and national level. Thistéa should be
considered properly in UGM models.

Ms. Debauche:

The idea is good, but long term changes in loggttiactures ar¢
hard to predict

)%

Mr. Williams:

A possible solution can be the use of scenarionigcies, which

can facilitate some helpful results.

Issue 3. Methodology for data collection: by Daniel Patier, LET, France

All European cities are faced to congestion, pmiueand varied problem concerning the road
use in urban areas. Decision-makers have to retgifeeent solutions in order to improve the
quality of life of inhabitants at the same timetasdecrease energy consumption, pollutant
and greenhouse gas emissions. In order to readtctodgs, adapted data are required.
Numerous data collection concern individual beharioConcerning Urban Goods
Movements (UGM), a large census realised, in tamméwork of WP3, to 70 experts in 11
different European countries, revealed the fewlaliba specific urban data. The summarising
table shows 20 different types of data collectiomal should be used for urban logistics
knowledge (M. Browne, J. Allen, 2006).
The main issues observed in Paris meeting was:

No consensus about methodology;

Standard data do not exist at urban scale;

Available data are not suitable with objectives;

Lack of reliability for urban goods data collection

A problem with: Who has to pay the collection?
The difficulty lies in the complexity of urban Iagics. Current data can’'t explain the
behaviour of a great number of economical actore data collected concern mostly long
distance goods traffic, inter-regional traffic,darvehicles, third part transport.
In order to approach those issues we shall try torswer 3 questions:
1. What's UGM data collection for?
2. Which indicators for which objectives? Which dateelgh decision-makers for

understanding urban logistics mechanisms for ptajmand regulation?

3. Can available data answer the decision-makers aisineeds?
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Question 1. What's UGM data col

lection for?

- First, the UGM data collections are useful to wnilie urban logistics functioning. They
have to help decisions makers to reach the obgstiey have for the city. Particularly, in
order to solve main problems as congestion, politisafety, greenhouse effects gas
emission, noise, and globally sustainability causgthe UGM.
- More, some UGM data collection is useful for UGNbdelling (necessity of coherence,

pertinence, and measurability) in order
to do a diagnosis of UGM

to simulate impacts of planning or regulation diecis on the traffic generation

to anticipate traffic in a zone,

without heavy ®ys.

- At last, some UGM data are useful for modelsbzation.
The following table shows the need of knowledge flicthese 3 requirements:

Need of knowledge

Objectives for decision makers

Contribution of each economical activjtyG

in UGM,
Role of urban density (activitig
employment) in distance covered
UGM,

Quantification of number and type

vehicles involved in deliveries and picll_fq

ups,
Role of organisation (round, direct tr
and management (own account, th
part) in UGM traffic.

M traffic calming : (purchasing trips, business tri
supplying of establishments, goods movements foanyr

uitable road sharing (UGM, individual trips, publig
transports),

FDecreasing of energy consumption
\eenhouse gas and pollutant emissions.

and

Effect of purchasing consumer behavi
on UGM.

purban management, location of shops.

Effect of logistics places location a

DS,

%anagement (waste, postal, works)),

" ecreasing of distances covered,

8ptimisation of urban supply chain,

é tandardisation, regulation, urban logistics area
itting...),

ndegulation, parking places, delivery places, urban

type of logistics place on
generation.

traff

dogistics area, platform location.

Table 2. Knowledge necessary for answering to objeees of city planners and model

developers

Question 2. Which indicators for which objectives?

The table 2 shows indicators, which results of dagflected in complex surveys (each
indicator permits to answer objectives of UGM masragnt).

[¢2)

Objectives Urban freight N° Units in which the
indicators indicator is measured

To know the contribution of eaghNumber of Loading 1 | Number of deliveries an
industry sector. Make possible | dunloading in  each pick-ups per employe
fast appraisal of the generation |o&ctivity per time unit
deliveries and pick-ups in a town
without any survey.
To measure the importance of théoading/unloading 2 | Number of deliveries an
goods flows in a zone density in a zone pick-ups per km?
To measure the contribution pfLoading/unloading 3 | Number of deliveries an
each industry sector to the goadmtensity per activity in a pick-ups
flows zone
To measure the contribution ofLoading/unloading time 4 | Number of hours of o
each industry sector to the ropéh a zone, per vehicle street double parking fd
congestion by the on street doublper activity delivery or pick-up

=
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parking deliveries

To measure the contribution of t
running vehicles delivering eac
industry sector to the rod
congestion.

ndistance
rhLoading/unloading in &
dzone, per vehicle, per
activity

covered far5

Number of kilometres
covered for one delivery
or pick-up

U7

To measure the impact of ti

nAverage length of the

location of the platform deliveringfirst leg from platform to Km

goods relating to its market radiug the delivery area

To measure the contribution of onéverage distance 7 | Km per pick up o
delivery/pick-up to the urban traffictravelled per pick delivery

(per type of involved vehicle) up/delivery

To measure the contribution of th& otal distance travelled 8 | Total vehicle km
total industry activity on the traffic| on roads in urban area
transporting goods b
HGV, rigid lorries, and

LGV (<3,5T) used.

<

To measure the time taken fpAverage time taken per9
delivering in a tour, on a street, fodelivery (per activity|
an industry activity, type, per vehicle, own
account, for hire...)

Minutes per delivery

To measure the performance of thAverage speed per round.0

rounds for each way of(including and excluding Km per hour
organisation, type of vehicle. stops to make deliveries)

km/hour
To measure the performance of thAverage payload perll | Ton.km

rounds for each way afkilometre per tour, per
organisation, type of vehicle... activity, per type of
vehicle
To measure the road occupancy p&tumber of vehicles 12 | Number of vehicle /h.
hour involved in deliveries

=

and pick ups per hod
per type per size.

To measure of the impact of urbaiisreenhouse gas*and | 13
goods movement on the enengpollution according to
consumption, local and globalthe zone, the vehicle, the
nuisance and greenhouse gas. activity, the management

- g Pollutant per km
- g CO2 per km
- litre of fuel per km.

* Ratio calculated thanks to speed, distance caVared payload per vehicle for delivery
Table 2:Urban freight transport necessary indicators

Question 3. Quality of data for quality of indicatas

Quality of indicators and models rest on qualitydata collected in surveys. Efficiency of
data depends on the choice of statistical unitmese What unit provides information about
how the main flows are generated and hence makessgible to establish a link between
economic activities and the congestion they camsedonurbation?

Consideringcommodity tripsas observation unit, origin-destination of goods ho meaning
in term of transport, because a ton of goods fmrto zj may be transported as a single
payload in a direct trip with a heavy goods vehadewell as hundred small parcels, some of
them being delivered straightforward and some otledivered in complex rounds with light
goods vehicles.

In order to observe the different ways of orgamgabn the road of a goods vehicle, other
statistical units may be considered: monitoringaatreet segmerduring a defined period
may provide the parking place and time and the ngwoi the goods vehicles working on this
segment. Surveying th@utesof the goods vehicles provides a thorough desonpaf the
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stops as they come. Through surveythg shippersall pick-ups and deliveries could be
registered. Each of those observation units haslureks:

- The rules of sampling of street segment arealiffj makes not possible knowledge of
link between congestion caused by these vehiclés @@onomic activities that attract these
vehicles;

- The routes may not be settled into the land hseacteristics,

- Shippersurveys do not provide easily the routes charatiesi
Each of these units brings up difficulties (rules drawing, which permits the
representativeness of the sample, possibility tk lihe observation with known urban
statistics).

Taking into account these constraints, a receijt slipment or both, carried out by a vehicle
making a pick up from or a delivery to an estabhsint named movement seems, for us, as
being the most relevant unit for the survey. THigice also allowed us to circumvent the
difficulties inherent in identifying the origin/désation flows, which are one of the priority
aims of the models usually, encountered. Althougbdg have an identifiable origin and
destination, the same is not true of the vehicleglvtransport them. In urban areas vehicles
carrying goods tend to follow complex routes, imnog a large number of movements in a
single round. This is one of the main problems efignhing models relating to urban goods
transport.

An additional driver survey can be calibrated taffenerator (establishment) survey in order
to have a comprehensive description of urban lmgisand transport condition.of traffic
generators are more able to permit data colle@hwut loading/unloading. A driver survey is
very useful (time and parking place, link betweectivty and type of parcels and
packaging...and itineraries followed).

What available UGM data in Europe? Are they usefufor a diagnosis or modelling?

The table 3 summarises the type of data colledteslr field of observation, the level of
collect and their utility for planning and modedin

The column “useful for UGM” gives the possibilitp tuse the data for a part of UGM
diagnosis. The last column specifies the conditibnse of data in order to produce a global
view of UGM functioning and for modelling.

Minutes of the BESTUFS II, WP3! Roundtable, Roma






Type of data collection: Countries Concerns: level | Useful Condition for Key to Table 3:
For UGM modelling > taint ists about wheth
Commodity flows (O/D) ) Exchanges between N No frei_ #tnggtraailg gollee)::ltsez about whethg
Belglum, Sweden), regional areas 9 : , '
Switzerland NS = national survey/data collectior]
- - - — SUS = survey in some urban areas,
Site/Land Use/Establishment surveys Belgium, Germany, Movement N Yes Large stratified sample . y .
Erance. UK generation SUS RS = regional survey/data collectior]
Netherllands RS OUS = survey in one urban area,
Goods vehicle activity surveys (including driveadi surveys) All countries (9), excep¥ehicles useand | N Yes To know the link with AUS = survey in all urban areas,
Hungary, Netherlands | traffic SuUs the generator CD = data collected by companie
Shipper survevs France, Switzerland All sending N Yes, Only for supply chain trade associations or other commerc
PP y Belgium OouUs | if we find models organization
Germany, Spain SuUs the (Last mile?)
Italy CD consignee
Receiver surveys Be, Fr, Ge, It, NI, Sp, UK All deliveries SuUs Yes Road occupancy
Switzerland N models
Good vehicle fleet licensing data All, All vehicles N Yes For calibration
Except Hungary SUS
SPAIN RS
Traffic counts Ge, Portugal, Sweden All vehicles N For calibration
Be, Fr, UK AUS Yes
Hun, It, NI, Sp, Sw, SuUs
Distribution industry surveys Ge, It, NI, UK Logistics chain CD No
Vehicle operating cost surveys Be, Fr, It, Cost N No
Ge, NI, Sw CD
Sp R
Loading/unloading/parking infrastructure data foods vehicles Be, Hungary, Way of deliver ous yes If linked to nearb
Fr, Port, Sp, SUS activities
NI AUS
Data on road accidents involving goods vehicles All, except Security N No
Hu, Sp OuUS
Data on lorry/lorry load thefts Be, Fr, NI, UK Security N No
Ge, Sw CD
Employment surveys in freight transport and logisthdustry All, Employment N No
Except Hun, Sweden, Sv ?
Land use databases for town/city needed for fraigtdelling Fr, Ge, UK Location, N Yes Zonal analysis
It Road occupancy ous
Portugal SUS
Port freight traffic data in the urban area NI, UK Contribution of porf N Yes If urban activity can be
Be to UGM Oous lextracte:
Fr, Ge, CD
Rail freight traffic data in the urban area UK Modal Share of N Yes If urban activity can be
NI UGM ous extracte:
Ge CD
Inland waterway freight traffic data in the urbara UK, NI, Modal Share of N Yes If urban activity can be
Fr, Ge UGM CD extracted
Airport freight traffic data in the urban area Be, Fr, Ge, Contribution off CD Yes If urban activity can be
UK, NI airport to UGM NS lextracte:
Freight “NTIC” data (from cameras, sensors & other automaticatgtaire devices)| NI UK Mc;]\(elments of CD Yes For calibration
vehicles,
traffic

Table 3. Available UGM data and their utility
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The table 3 shows available data collected in fferint European countries and their degree
of utility in models and urban planning.

Many of them are useful for local or punctual diegis on UGM.

Some of them exist only in local or regional area

Several are useful for calibration of models

Some of them can be useful for a global diagnasismaodelling building, under conditions

Addressing gaps in urban freight data collection
A wide range of urban freight data gaps have bdentified by the freight experts participating in
BESTUFSII WP3 study (Browne & Allan 2006). The mostmmonly mentioned data gaps include:
Data about:
- light goods vehicle activity (generally vehicleddwe 3.5 tonnes gross vehicle weight)

the supply chain as a whole

freight and logistics infrastructure to and fromigéhurban freight activity takes place

loading and unloading operations and infrastructoirgjoods vehicles

geographical data about goods vehicle trips inudraas

trips carried out by consumers for the purposeshopping

speed and route data for goods vehicles
- non-road modes
Surveys provide sometimes other data. Some of ttembe directly useable for the urban goods
transport analysis: traffic counts, Loading/unleadparking infrastructure data for goods vehicles,
port, rail, or inland waterway freight traffic im& the urban area, airport freight traffic datadeghe
urban area, land use databases for town/city nekddceight modelling, aerial photographs, freight
informatics data (from cameras, sensors & othesraatic data capture devices). Others data concern
the transport sector, as: good vehicle fleet livenglata, data on road accidents involving goods
vehicles, employment surveys in freight transpond dogistics industry, vehicle safety and
maintenance. This list is very large and correspdndexact motivation. Few of these approaches are
able to reveal links between activity's logistiselageneration of UGM flows. The surveys able to do
global diagnosis about urban logistics are costly
We presented arguments about a partial knowledsgei@ally limited to French surveys and
modelling. The reason is we did not find paperseports, which make a thorough description
of relationship in data collection and models adogg to weighting of data and calibration of

the equations of models. There are probably prableihconfidentiality.

Minutes from J. Munuzurri

D. Patier presented “Urban goods data collectiahrandelling issues”
3 gquestions were addressed, namely:
What's urban freight data collection for? To kndwe tfunctioning or urban logistics,
modelling and calibration.
Which indicators for what objectives? Different etfjves for decision makers,
different units for different indicators.
Can available data answer current needs? Difféypes of data collection are useful
for different types of concerns and different mdidglapplications.
Several gaps in urban freight data collection weeatified, like the observation of the supply
chain as a whole, the trips carried out by consaraethe loading / unloading operations.
As a conclusion, only a small part of the dataeziétd helps to reveal links between logistic
activities and the subsequent generation of flams, the suitable surveys are too costly.

S. Rommerskirchen, as the first expert of the sessitated that the data depends on the goals
of modelling. There are three levels of modelling:
Level 1 (Global modelling): understanding of freigtansport demand, global policy
options. Requires aggregated data with regard &diadpaspects and disaggregated
data with respect to transport modes.
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Level 2 (Interregional): infrastructure planningpades and routes. Date required is
O/D data and traffic counts.
Level 3 (Local): Traffic flows and impacts, locablgcy measures. Data required:
Local logistic concepts, transport chains, traffoxints by vehicle types.
Therefore, Bestufs should provide a handbook akight databases for different modelling
levels, and start pilot surveys accordingly.

Y. Ranc, as the second expert, showed an examplatafcollection in Paris. This included
two types of surveys:
Opinion polls to shopkeepers: asking about frequent deliveries, times of
deliveries, usual site of delivery...
Delivery surveys on the spot: in-depth surveys,resking issues like the type of
delivery, parking problems, type of commodity, hiamglmethod...

S. Rommerskirchen - wondered whether data is transferable from onetcignother

J.L. Routhier Mentioned a French example with vemnilar patterns found in
different cities. However, results for one part afcity may not be
applicable to other parts of the same city.

D. Patier Mentioned the difficulty to evaluate andmpare the efficiency af
experiences from different European towns, becdbheg are using
different sets of data.

~—+

E. Taniguchi Commented that the problem in Japasinslar, with broad transpor
surveys every ten years, but mostly focused onepasss, the budget
for freight is limited. Y Imanishi mentioned theffdiulty of obtaining
good modelling results from the data collectionodf, due to the
complexity of freight vehicle movements

174

H. Sonntag Stated the need for a standardisatiomrloén freight surveys. M
Browne indicated that both approaches, top-dowamsrdisation) an
bottom-up (sharing experiences), can be takenrallph

| S0 M.

W. Debauche Described a Belgian project where rdiffe indicators are used, and
information is given about how to measure and pretrthem.

M. Browne Mentioned the problem of vocabulary anefirdtions of the
terminology that is being used.

Rommerskirchen Stated the need to define whatealéyrbasic data and which data gan
be derived from other indicators.

I. Williams Stated the need to define very cleartyat is being measured. This|is
particularly relevant when comparing data fromefiint sources.

J. Monigl Differentiated between gathering datat onaly for modelling, ang

monitoring. S. Rommerskirchen gave the example h&f different
meaning of “vehicle tons” in different European notes.

J. Visser Commented that the only way to apply @eha different cities is to
standardise surveys. Access to data and existentmcal data on a
national level, but without aggregating it to aioaal scope, are also
very important issues.

M. Browne Stressed the issue of the cost of supayd who should pay for ther
J.L. Routhier described the French experience, 8050 participatior
of local and national funding. S. Rommerskirchenntiomed the
involvement of the national authority in Switzegnvhich then tries tg
involve local administrations.

=

U
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L. Dablanc Described the first wave of surveys riiced by research, while th
second is funded by the government. J. Monigl dt#te reduction o
external costs as the main objective of urban litemngodelling and dat
gathering. Therefore, the most interested stakehadould be the cit
itself. Models should also focus on different catégs of vehicles, a
regulations are directed to them.

)

< o

Mentioned the financing of surveys with a perceatad road tollg
S. Rommerskirchen | collections.

On the introduction of pilot surveys, the interast urban freight
surveys is on a European level. This would redheeneed for sample
sizes in other urban areas.

E. Taniguchi Regarding new technologies to gathata,d mentioned the private
gathering of data, which is then not availabler&search. Raw data can
then be kept secret, but aggregate data shoulcade available.

T. Haupt Mentioned the possibility to bring logtsadvisors from operators info
the decision making process.

Showed the example of air companies, where datatisered from
S. Rommerskirchen | company statistics, and wondered whether a sinajgoroach can b
applied in urban logistics. Still, the questionwafiom has what data
needs to be considered.

[¢2)

Commented on the statistical treatment of data,chvhs the only
I. Williams purpose for which private data can be gatheredt @@mmation, even
on an aggregate level, is not available. A bemefgds to be forwarded
to the company if they are going to provide data.

A. Guglielminetti Commented on the possibility totain aggregate data from operatars,
instead of detailed disaggregate data. Howevercdisé of elaborating
the data is very high. S. Rommerskirchen pointedtiogl fact that the
cost and the ease to obtain data depend also ofrdtpgency with
which data needs to be gathered.

J. Monigl On this subject reminded that the evolutof models is much slower
than the evolution of urban logistics.

Issue 4. Integration: Integration of urban goods meement into the whole
urban transport system, by Jean-Louis Routhier, LET, France

Urban goods movement is a new and very specificpoorant of the urban transport system.

The reason is:

- the wide variety of stakeholders, vehicles and oiggions,

- the necessity to abandon the isometry between godds-destination and vehicles
origin-destination (diversity of trip chain pattgrn

- the converse causal relationship between urbansgomavement and the other urban
components (national freight traffic, individuahftic, purchase trips, land use and road
use conflicts).

It is the reason why it is very important to makeesthe good integration of urban goods

movement data collection and modelling approach#stiweir environment.

In this paper, we intend to raise some issuesivel&d the integration of urban data collection

and modelling tools but also the interactions betwthe different stakeholders involved in

those actions.

Urban goods and passengers data collection integrah

As purchase is the last link from production to suimer, it is important to make possible a
simultaneous goods commercial transport and puichasps. As shown in the Issue n°3 of
the 4" roundtable (methodology for data collection), sezexperts consider that urban goods
data have to be collected by a very specific wagstablishment survey (to make possible the
generation of vehicle flows) linked with a drivamgey (to offer a description of the different
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trip chain patterns according to the various typegenerators). Carrying out such surveys
puts the question of their integration into therent individual trips data collections.

Individual trips are collected by the way of houslehsurveys that are weighted on the place
of residence. It is not possible to have an unbiaggpraisal of the purchasing trips generation
by the trade system. On the other hand, a sunadisee on the purchasing trips at the place
where they occur could make possible the understgnof the links between the shops
logistic behaviour (upstream logistic chain) and purchasing behaviour (downstream or last
link to consumer). It is then possible to integiadene deliveries, emerging ways of delivery.
In the same way, homework shuttles and businegs (gxcept goods transport) may be a
good addition in order to measure the whole traféoerated by economic activity. It is a way
to attempt to get a comprehensive understandingcohomic, logistic and behavioural
characteristics of all the actors.

Urban goods models and passenger models integration

There are more and more opportunities to substputehasing trips for home deliveries
through e-commerce. In order to measure the impiaitte shift between purchase and home
deliveries, integration of goods models and passsnmodels becomes a necessity. Urban
Transport models on which we focus are policy-dadmmodels data-adjusted model, oriented
towards policy analysis) i.e. to explicitly simwdafreight distribution within the urban areas for
evaluation, control and design of urban freighhsgort systemlt means that the study area where
the data collection and modelling are carried suanerally the town and its suburbs. Current
models on purchasing trips are considered as frbwuaehold point of view because they are
calibrated on data collected from household survdysmeans that trips are observed
considered and weighted from the place of residelhagas observed that the estimation of
the trips generated at the shops place are biasdthat it is necessary to build a distribution
model for the purchasing trips which is calibratedthe shops specificities. This approach
was experimented in France.

Another way could be to build a purchasing tripsdelocalibrated on data coming from
thorough surveys based on interviews of the customdien they leave the shops. They
describe the amount of their purchase, the trip taedmode used (car, walk, bus,). If the
sample is representative of the whole of the st(ge®ll and large distribution, according to
the location in urban area), it is possible tolralie such a model. In that case integration of
goods commercial models and goods individual tnpslels is easy because the statistical
unit is in both cases the operation of pick-up obds in the establishments. In the Bestufs
review it was not observed such modelling systems.

Space and time connection

Another issue is the interaction between urban gdmahsport models and current passenger
traffic four step models (generation, modal choi®¢D distribution, and assignment). As
urban goods transport models are not standardsteprmodels, the integration of them in the
global traffic models need some precautions:

Space connection: the study area and the zoniagalf/sis for the data aggregation must be
compatible (subset of each other). Especially, nbwvork loading zones have to be also
compatible).

Time scales must also be compatible. The rhythrdetif’ering of an establishment is often
the week or (less often) the month, with seasowaigs. In that case, surveys observe the
logistic behaviour and policy oriented models digscthe traffic for a week, or a current day.
Traffic models are often calibrated on the peakrifon morning or evening or both), because
they use often Wardrop method or micro-simulationtfaffic assignment. As peak hours of
delivering and of individual traffic are not thense; this approach may be discussed.

Need of traffic simulator?

According to the reference paper of H. Sonntag,ceue consider two main approaches for
freight transport modelling, Operational ReseardDR)Y models and statistical and
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probabilistic models (SP). Both are considered aroreconomic models, in order to
calculate the global impacts of UGM on congestion.

Another approach is promising. It is micro-simuwatimodelling. The latter make possible to
consider the behaviour of each establishment, decline interactions between the different
freight agents (shippers, hauliers, and customerg)o-simulate the movement of shipments
through the behaviour of each establishment. Sod#ascription of the logistic practices of
each agent may be simulated.

Usually, traffic simulators take into account thehbaviour of each goods vehicles in tours
inside the whole traffic on a theoretical netwoflhat way, it is possible to show the fine
reality of the behaviour of each vehicle and ofhregenerator of movements along the day.
But, in order to implement it on the whole urbaeagrits needs a thorough knowledge of the
behaviour of each type of agent (generators antspi@at operators), what is difficult and
costly to gather in a comprehensive way. So, traffimulators are used as a general rule in
local or theoretical cases to simulate changes\pyave the efficiency of the transport system
(objectives for round optimisation, time and coawvisg, energy consumption and local
environment improvement) all things being equal.camodels are efficient for the
description of UGM traffic generation in the whaleban area. Micro-simulation makes
possible to be closer to the reality of the behagoof agents. Integration of macro UGM
models and micro simulation models should be a wiogn and useful track for improvement
of modelling.

Land use and transport modelling

The location of industry activity (especially shapsd great distribution location, warehouses
and platforms location) and household locationafficonsumers) are very important in the
traffic generation. That is the reason why integraif land use models and goods traffic
models is extremely important. The inertia of lars® compared to the speed of changes of
logistic and transport system limit the room formoauvre of transport policy measures. Land
availability, land cost, population density, neddspace for each activity type, are conditions
for the possible changes of urban pattern. It igartant to estimate the impacts of land use
policy on the goods vehicle traffic and also caffic for purchasing (length of trips, speed,
and congestion). Urban goods Transport and lananagkels have to be integrated in order to
make an efficient simulation of the future towatls sustainability of the city.

Compatibility of optimisation of sustainability and optimisation of firm

Is there a gap between the external effects oftpand the results of the firm’s micro-
economy optimisation? If a measure leads to tinvengafor the transport operators but also
leads to more long trips, the environmental effeaty become negative. In other words, can
we consider a win-win strategy towards sustaindelelopment? The simulation tools have
to provide a large range of indicators which makesible the comparison of impacts of the
various measures and scenarios (micro and macrmetg social issues, environment).

Need of case studies about modelling

Too few put in practice of models => no comprehensgiomparison and evaluation of models and

results. In the third roundtable, we made the stateé that there is a lack of case uses of UGM

models, and also of results of surveys.

The data collection methods are scarcely describediesults are often partial. The statistical

unit, the scale of space and time of the indicapyvided are different a case study one

another. That is the reason why it is difficulicmmpare the different results.

Nevertheless, it is possible to propose an outlineiles towards a harmonisation of the data

collection:

- in terms of method of data collection (which stated units, which survey method for
which objectives)

- in terms of scale: what to include inside the tasea? Which flows to take into account?

- alist of indicators to estimate according to thgotives,

Minutes of the BESTUFS II, WP3! Roundtable, Roma



In order to evaluate UGM model, it is necessarfidge a good description of the input data
we need to feed and calibrate each model, to haieraugh description of the method for
modelling and to know the conditions and the resoftits implementation on one or several
city (including comparison of the results of thedabwith actual situation). The comparison
of models is difficult, because the different cases are generally not similar: modelling
methods are different, data are different, cities different). Only an implementation of
models in the same city may be a promising actmncampare their efficiency, their
measurability and their ability for prediction.

Timing:

Policy makers require short-term solutions but niodg takes time and is costly. More
widely, there is a gap between the concerns ofdgmsion-makers and the ability of the
modellers to answer them. Data collection, implet@igon of the model, discussion about the
objectives, and about the ability of the model nsveer these objectives take time and often
don't fit into the schedule and the term of thepmsal.

Short-term solutions are sometimes opposite witlg kerm effects. It is possible to change a
local situation thanks to a new infrastructure oreav regulation, but it is difficult to estimate
the impact of the latter on the whole land use @adsport system. For example, in order to
limit congestion of goods traffic, a new road irstraicture is efficient in the short term, but as
it serves to a lot of road users, it improves tbeeasibility of the whole transport system and
favour in the long term urban sprawl (involvingffi@ increase and congestion). Do the
models integrate such contradictions?

Part of answer of the issue of short term and l@ngn concerns may be also in solving the
interaction between users and builders of models.

Interaction between user and builder of models

Models are often considered by decision-makerslasktboxes, difficult to implement and

which output is difficult to interpret or don't fihe objectives. To propose a model of urban

goods movement do not escape from this opinion.eSaihes may make integration easier:

- To integrate the objectives of users in the inmat autput of the model;

- To describe the flows on a good scale, in the usod| with the usual segmentation of
activity, vehicles, ...);

- Input data and output results have to be in acomelavith the culture of the users, not in
the modeller’s language.

- To explain step by step the process of calculdbora better understanding of the way to
obtain the results.

- To integrate UGM models into the global urban tcafinodels (truck O/D matrix
integrated in a traffic assignment model).

- To make easy the simulation process, integratedti decision making process.

- To integrate the user’s constraints into the sitnutaprocess.

Every issue presented above may become a topimaofht. Some of them could be gathered

into two main topics:

- Integration of UGM modelling into a global land wes&d transport interaction model

- Integration of UGM into a process of simulationnfraghe short term to the long term
decision making towards sustainability.
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Minutes from P.Guglielminetti

Jean-Louis Routhier | symmarises his report on the main open issues aftegtation of UGM into
the whole urban transport system

Integration of deliveries & trips for purchase imdels simultaneous

description combiningdata from vehicle drivers and purchasers
combined modelling of shopping on one hand, and good veh

deliveries on the other hand (considering approgprpace and time

connection e.g. the choice of the time period for the eviauashall

take into account the frequency of good suppliestaa frequency of

individual trips for shopping, the two types of nemwvents having als
different peak hours)

Integration of freight deliveries & business trige models
simultaneous description combining surveys on “redl@mployees’
behaviour

cle

O

Need of traffic simulationsuseful but requiring detailed data on

individual agent’s behaviour; the results shallused to improve th
global models

Land use and transport modellinfyjeight movements are strong
linked to land use decisions (e.g. the latter igfice the delivery trif
distances), so UGM and land use models have tontegrated
especially to evaluate sustainability issues

Micro-economic and macro-economic optimisati@ptimisation of
individual firm’s logistics is not always compatblith the macrd
optimisation from a collective point of view

Integration between users and modell@rss advisable to use usu
units, scale, languages and integrate UGM withalobban transpor
models to feed urban transport masterplans

Heike Flamig

Integration with passengers models: double accairal be avoidec
(e.g. purchasing trips or business trips countetth o the UGM
models and in the passenger models)

Sustainability and individual firm optimisation: ap of the already
mentioned modelling level (global, interregionalcdl) it is necessar
to have a 4 modelling level at the level of an individual firm

There is an increasing awareness about CO2 impddise supply
chain for individual products, and such impactsaften measured b
the companies, so that additional data will be laké on
sustainability

D

ly

al

—

)

lan Williams

On the short term there is a competition betweessgrager ad freigh
for the same capacity, so they cannot be modedipdrately

Land use evolution is influenced not only by polimyt also by marke

conditions (e.g. accessibility, cost of land) imjrag on the decisiont

making for activity location. Methodologies existd. input — outpu
approach based on consumption patterns and rgvatetliction and
distribution system) even if they are not easyd@pplied.

The very start of a good movement is often outtigeurban area. 4
long distance movement implies typically a vehialebig size. HGV
are environmentally more efficient than LGV. Intetrtans betweer
supply chain structure; vehicle size and policies WGM shall be
integrated in a UGM modelling framework.

—*

—F
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Michael Browne

It appears that all the proposed “integrations” aignificant, but
which one is the most important?

How do we achieve a better integration?

Janos Monigl

Integration of land use and transport is very ingoatrfor planning. A
difficult is that territorial planners are oftentnwilling to integrate
transport planners’ views as an input of their plag activity.

Another problem is the different time scale for idemn (real time
decisions for route choice made by the driver, veng-term decisior
for land use).

Passengers and freight shall be integrated ingsigrament models.

Thomas Haupt

Accessibility is essential for the functioning a@omomic activities, s
theoretically the integration of UGM planning widnd use planning
should be done.

Urban planners shall be more aware of UGM modelling

lan Williams

UGT modelling can help decision-making about thesikility of the
activities location foreseen by urban planners

Jesus Mufiuzuri

First priority is the integration of freight withapsenger’s models.

Another issues is the integration between diffefeght models

Heike Flamig

Urban planning shall consider the traffic generdigdogistic nodeg
and big shopping centres. Nowadays in Germany mihewerification
is about the capacity of the access road to sudbabcentres.

Bertram Meimbresse

There are different level of interaction betweensgsmgers an
freight, such as

o0 Harmonisation of data before calculation

0 Harmonisation of modelling framework (e.g. timeipd}

Eiichi Taniguchi

For passengers modelling there is a lot of knowdedge knowledge

is instead poor for freight the integration is then dangerous

%4

Michael Browne

Integration or interaction between passengers aight?

Wanda Debauche

It depends on the problem. If it is congestionegnation is necessa
since the two traffics use same capacity. In ottames, this is ng
necessary

—

Janos Monigl

An area of interaction is the effects of e-commeticat can be
measured use consumers’ theory, SP techniques etc.

Christophe Ripert

It is not always to known in advance what kind ofivaties will be
located in a given area, and calculate then theeagd traffic
impacts.

Jean-Louis Routhier

Interaction between users and modellers is a matfemutual
language and mutual knowledge

Thomas Haupt

Often the modeller and the user are the same peoscause there
very poor knowledge / ability to use such modelslyOa small
percentage of PTV models’ users actually use fiaigidels.

Janos Monigl When civil servants are not aware of the importasfoasing the right
tools, they do not ask for them.
Stephen Do not agree, lack of demand for UGT models is thu¢he poor

Rommerskirchen

quality of models we have.
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Thomas Haupt . It is possible to make good UGT models but it is tostly. Surveys
are complex to feed the models.

Cheaper approach shall be found.

Main issues

A meeting, organised by LET, set up irParis on the 29-3bof November 2007 in order to
prepare the A round table. The tasks have been to identify nssnes in urban freight
transport knowledge and to define the themes afudson for the fourth roundtable. The
previous round table did not permit to know sondidations about models: Who is initiator?
What data for what models? How? When?....
The main issues observed in Paris meeting were:

No consensus about methodology;

Standard data do not exist at urban scale;

Available data are not suitable with objectives;

Lack of reliability for urban goods data collectjon

A problem with: Who has to pay the collection?
The difficulty lies in the complexity of urban lagics. Current data can't explain the
behaviour of a great number of economical actore data collected concern mostly long
distance goods traffic, inter-regional traffic,darvehicles, third part transport.
So, during the meeting, each country leader prapaskst of 10 main issues concerning the
three fields of thought. A classification of the olé of issues has been realised, with 3 key
words, regarding “general, policy or methodologitamework”, (see table 6).

In order to approach those issues we asked 3 qussti
1. What's UGM data collection for?
2. Which indicators for which objectives? Which dateelgh decision-makers for
understanding urban logistics mechanisms for ptapand regulation?
3. Can available data answer the decision-makers adisineeds?
Thanks to this brainstorming, a complete typolofiyhe@ main issues has been discussed in
the 4" roundtable.
The presentation of the issues has been accordegB:
Definition
Remain problems
Recommendations
Each issue has been scored decreasing from 1Gatedkding to the blockage importance.
Calculation for a scoring of total issues equal®@0/ person has been realised.
A table shows results in a classification of issbyesddition of score (0 for non stated issues)
and permits to establish a list of main issues Wwhidl be presented during the fourth round
table in Rome. Five categories appeared. Afterkal@an of main issues, it appears 4 fields
of issues: policy, methodology, data collection artdgration.
The synthesis regarding those categories: is preg@m the next table.
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Numero

Illame of the issue

Gather Types Key words
corellat
d.m. don't know which | The decision maker must know in advance which is the goal of their decision/choice,
1 1 General is the goal ? in order to start processing data collection.
Lack of knowledge of
1 1 General d.m. Lack of knowledge of UGM by the decision makers
Lack of expertise of
1 1 General d.m. Lack of expertise in administration
1 1 General Lack of competence |Lack of competence of local authorities
Fundamental issue is to know in advance which kind of model is requested to
2 1 General data for modelling determine data collection (not vice versa)
A national approach and research is required to collect comparable data and
4 1 General nature of the demand |decrease the costs
harmonisation of Need of harmonisation : Competition between consulting, scientifics; Each promote
6 2 General modelling his own model !
7 1 General cost Cost of the implementation
7 1 General cost Cost of data collection and modelling for local authorities
8 1 General visibility black box for users (softwere more than inhouse consulting model)
13 1 General lack of case uses Lack of exchange tests of modelling in european cities
14 1 General different goals difficult to compare the approaches because they differ widely
14 3 General different goals Too big segmentation of the public authorities departments
18 1 General maturity of modelling |Lack of maturity of modelling
18 1 General maturity of modelling |Freight is a new field in comparison with passenger modelling
19 1 General benefits of modelling It is not easy to be clear on benefits that can be derived from urban freight modelling
General
Gather Numero Types Key words Name of the issue
corellat
2 1 interactions |data for modelling opportunity issue : given data avaialble => which model could work with these data ?
4 3 interactions [geographic scale modelling organisation : local-regional-national ~ ?
8 2 interactions |visibility Need of link between the model and the urban planning
9 2 interactions [traffic Need of easy to use module of trafic simulator
9 3 interactions [traffic limitation due to the separation of real urban traffic and in/outbound traffic
9 4 interactions [road sharing better understanding of road/space allocation between different types of users
13 1 interactions [lack of case uses Need of case studies about modelling
15 1 interactions [customers integration into individual passenger traffic models is complicated
17 1 interactions [timing Timing : short term solutions are required and modelling takes time.
too few put in practice of mofdels => no comprehensive comparison and evaluation of
18 1 interactions [maturity of modelling Imodels and results
micro-macro Two complementary approaches : macro (contrib. to urban congestion)-micro
21 1 interactions |simulation (description of logistic practices) simulation
interactions
Gather Numero Types Key words Name of the issue
corellat
survey focus : should the survey focus on vehicles or load units ? (interest of decision
1 1 Methodo lack of interest of d.m. [makers for vehicle trip chains or for load unit roads)
1 4 Methodo complexity complexity of implementation
2 1 Methodo data for modelling survey must be carreid out according to modelling structure
2 1 Methodo data for modelling need of good surveys for modelling
2 2 Methodo data for calibration lack of calibration of models
land use and
3 2 Methodo environment Lack of modelling on new land use => traffic generation => air quality
routing and
3 2 Methodo environment Lack of modelling on environmental zoning => vehicle routing
Modelling should be introduced with a push approach instead of waiting for the
4 2 Methodo nature of the demand |demand (pull)
Data coll : Need to discover the efficiency of urban freight operations (load factor,
5 2 Methodo modelling of efficiency |deliveries per trips)
economy and
5 3 Methodo modelling Need models and data collection about loading and unloading activity
harmonisation of
6 2 Methodo modelling need of comparison of UGM models
8 1 Methodo visibility little visibility of the results  of the model and whose are used by the local authorities
8 1 Methodo visibility lack of dialogue between user and ddesigner of the model
9 1 Methodo traffic consideration of large traffic sources is often missing (trafic data)
10 2 Methodo scenarios policy measure : limited access : time windows vehicle restriction
11 1 Methodo reliability lack of reliability and rerpesentativeness of the results
12 1 Methodo changes in logistics  |Objectives and questions the models have to cope with are changing
It is hard to integrate the logistic chains in models due to the fast changes of the
12 2 Methodo changes in logistics  |economy
13 1 Methodo lack of case uses lack of validation of modelling
13 1 Methodo lack of case uses lack of validation of results of the model

Thursday and Friday’s discussion permitted to disdhe recommendations and to reveal the

Table 1: Main issues in urban freight transport knovledge
in data collection and modelling

main statements:
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Main statements

Statement 1: Specific urban data do not exist istrabEuropean cities.

Statement 2: Local authorities consider UGM datiéecton too expansive regarding their

usefulness.

Statement 3: Local authorities don't realise thedbiés they could have in the understanding
of the complexity of UGM and in decision making.

Statement 4: There are 2 types of models: acadeanatsnodels proved by application.

Each participant has in turn said numerous recondatens. Secondly, all together decided
to classify according to the level of decision @lfofwing:

Discussion of recommendations

Those recommendations were siscussed on Thursdsyngvand Friday morning. They are
adressed towards cities and European Commissiont abe main issues of Urban Goods
Movement data collection and modelling.

The recommendations are in the deliverable 3.2.

Thursday round table propositions

- Initiate a Europe wide research programme on comdata focusing on unvarying
data.

- Integrate purchases flows in the urban goods p@hsimulation models. This kind
of flow is very important because it accounts f@& % of urban goods flows and
constitutes a link between passenger’s flows amdigonovements.

- Prepare a technical guidebook presenting a des@igbmparison of the existing
models. The objectives of this guide would be ttphety technician in charge of
mobility and transport to choose the model mospethto their needs. This guide
could also propose suggest a harmonisation of caitaction methods in order to
make comparisons between European cities easier.

Friday morning debates

Minutes from Christophe Ripert and Laetitia Dablanc

Prof. Eichi Taniguchi: Presented new perspectivesra recommendations
Framework for our discussion this morning:

- New perspectives: new trends (society, technical)

- Recommendations
In my opinion, society is changing, with corporatecial responsibility. Many companies
involved in environmental reporting. They look heir processes, management to improve
their environmental and safety results. Anotheuasss health and traceability, which are
becoming more and more important. We have to tcacemodities! Legal issues get more
important. Another issue is the rise of megacitesia, Africa... so many people are coming
to city centres. It makes it even more difficulttarmonise passenger and freight transport.
Logistics have to manage this situation — Dataectibn and modelling have to follow this
evolution. Another trend is that value of timensreasing for people, also for freight. Just in
time is globalizing. Reliability is an extremely portant issue. Connectivity also.

On the technical side, | see RFID (already implet@@r see Coca-Cola bottles: RFID could
be installed on all bottles), but the problem isttdrhe second tech issue is “two way
communication”, and new type of data. We, thereforeed new models, as multi-agent
models.We also need new organisations (in betwegeate companies and public authorities,
PPP), new methods of evaluation (standardised rdsttuw evaluating policies).

The problem is: how can we validate the models?
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Please tell me if you have other ideas. | hearduB&$s continuing next year, well | hope it
is. Modellers, model-users, business, public aitieer we have to give recommendations to

all those.

A. Bonnafous

Could you give info on your multi-agent approach?
| don’t know any programme about specific problehardan freight?

Monigl Janos Who take a decision in logistics cfain
Freight transport is private activities - It diffeirom common transpo
(passengers) which is public activities

E. Taniguchi Agent perceives the environment anehagnakes the decision. It h

to be an interaction with environment.

as

A. Bonnafous

There are a lot of programs for madfent modelling. Mobility
location. But on UGM, | don’t know of a specificqgram. What dd
you have in mind?

E. Taniguchi

It is a new area. Some literaturedisesady been published though.

J. Monigl

We have to push the urban freight frommam-organised form to an

organised form. Let's make a comparison with pubtsbnisport. It is ar
organised form of the movement of people! Let'shi® same with city
logistics. To minimise external and internal castransport.

I

E. Taniguchi

We had a long discussion on subsiidiefreight. Not easy to compa

passenger and freight in this regard. People saghtr as a totally
private issue. They accept subsidies for passenger, anofrdight.
J.MONIGL.: if the subsidy makes environmental resulthy not?

€

M. Browne

The pb is we don’t place so much valueeaternalities! The actug
value of that is not so precious for us. In the WWistopped a lot o
consolidation activities. People say: OK we redkoe but so what
Introduce more organisations in the urban logistltain

Reduction of CO2 and other pollutants are verydift to evaluate

More and more companies evaluate the CO2 and potllemissions

We did mention corporate social responsibility geday. It is
interesting. If more and more companies do it,éh@fILL be more

information somewhere; But how will we get the @at@ompanies

never want to discuss the cost of things.

(=

A 4

L. Dablanc

At least, this would attract software nuacturers into designin
innovative tools to assess transport impacts, tthas could be of us
(directly or indirectly) to public authorities.

D

I. Williams :

We could also imagine making it easfer companies to provide
standardised information, they would be more wglto give their data
if it were in a framework. One of the biggest ditfities is to provide
good data - For this it is useful to produce a méxd guide for
harmonising the collection methodology and typeaif.

a

1S4

J. Visser:

| know some examples of companies gidatp. They use data

classical ways. But very keen on working with ugtylibx was new
idea, and they were ready to give their data toinwelved in the
project. Another example, too, in the 1990s. Whezytneed you, the
give support.

n

<

B. Meimbresse

Examples for traceability. Food tedddy. We established a smd

project with forwarders. All collected in the dasale. IT system. The

forwarder was happy because he had a completeieweof the chain
He also gave us the data for other research.

all

E. Taniguchi

Reliability is most logistic managerg emphasis on this, especially

transport systems. Modelling should incorporat&bdity.
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M. Browne:

| was at a conference in London 3 weal(s about congestion charge.
Car use fell and then gone up a little bit. Thestjoa was to freight
operators: why are they so negative whereas thagfibdrom traffic
reduction. They answer: yes it is quicker, but wetaild they do with
these saved minutes?! So what | am saying is fh@iwse the value @
time is important, but it is not so easy to moddbple perceive it very
differently from what appears to be the obvious way

=

B. Khan

We are trying to collect the data abouigfrejourney time and value.
Stated preference. How can we model that properly?

E. Taniguchi

Additional benefit. Including reliaiyf. Very ambitious. Cost benefit
analysis first step, then another model for forBogsimprovement
(individual, specified area).

M. Browne

The pb with freight is that it is not jus movement time, it is also time
to find a space, to load/unload. Complicated linReliability would
also be to encourage operators to give data sonhanheasure better
gains in reliability and time. To evaluate the cgsu have to us
several indicators like movement, traffic speed atiebr indicators

D

B. Meimbresse

Administration/business companieswaalers told us reliability i
when | am forced to buy a new truck or hire a n@sspn. The rest i
not interesting. What is critical is “jump” situatis.

\*2)

[

E.Taniguchi

There are different values for eaammodity

I. Williams

—

Each company has their own routes apdcHicities. That makes
difficult to measure and aggregate data.

B. Meimbresse

Multi-agent model is the right fidior public authorities’ models.
TANI we need more data on value time. Hard to ggadSometime
we use stated preferences. Speed. It is a veryesiieg area for
research (value time data). Route choice modelyiggpends on timg
value. We need distribution, different values.

U)

D

I. Williams

Yes, it is context specific. Last yeae did a project. Some of them had
a strict time window. If not met, they had to dagain. Time is highly
valued in this case! If they get earlier, time shigworth nothing. You
need sophisticated methodology to measure all that!

M. Browne

You put megacity on the list. Yesterdag were too abstract regarding
types of cities. Some cities have population fglliactually, some
increasing. Modelling requirements would be verffedent | guesg
between small and big cities, historical and modsgties, etc. We hav
to be more sensitive to this.

D

E. Taniguchi

At least for megacity, there may bechfor specific model.

Visser Johan

A very big city like Mexico City is concern by ghlart of the logistics
chain with: stock, production, transport, deliveggnsumption ang
reverse logistics.
Whereas a smaller city will be concern only by theestion of the
deliveries.

=

B. Meimbresse

Medium size cities we talked to a y@ars ago: they said “I know my
city, 1 don’t need data”. But in large cities, adhisirations don’t know
what is going on in their city. My guess is thatepovl.5 million
inhabitants you need a model to calculate traffidRhur area, a lot o
medium to large cities, it is a kind of low-denstiynurbation, we don’
know well all the interactions, and it is extremegmplex.

— —h

J. Visser

Same in Randstad. E. TANIGUCHI we need ideas for supportin
policies in these areas.

©

Minutes of the BESTUFS II, WP3! Roundtable, Roma



E. Taniguchi

Health care money is increasing. Whdlve to provide goods ar
services for these people. We have to decreaseottts, for exampils
with optimisation. Our country is ageing. Problerms supplying
services and goods for people who live alone, vattiamilies.

nd

D

M. Browne

Air quality issue. In London, LEZ is ade area. They had to make
lot of modelling for air quality standards. The ééwf this modelling
was not very high. Assuming a lot of things abaalffic, average ag
of vehicles, very basic. Results were satisfactorthem after severa
rounds, and they launched it... | heard the noigs an important issu
to. Opportunities to develop techniques maybe.example in Londor

D

[—

e

there are the Freight Quality Partnerships (FQR&sSE partnerships a

loading and unloading. This public and private gemtion could hel

re

involved in the hot spots discussion to find newl aetter solutions f(iE

to improve the present situation. In the UK in Londve have a lot
potential info from cameras. Number plate recognitsystem. A lot o
cameras to cover all vehicles. Not really used verych. Data
protection rules.

Monigl Janos

The question of impact evaluation is also very ingoa and very
complicated to set up.

I. Williams

Quite frustrating, data is there, pdialy connected to many thing

but rules are very rigid. People protecting them \&ry conservative.

Some years back | could collect information, ewamrmuch info! Then
one pb happened, and everything stopped. Anothet: doam afraid
that with the introduction of so many “intelligentlata collection in
cities (from GPS or plate-camera enforcement systeving a lot of
spatial information but little about qualitativetddtypes of goods), w
may lose valuable information. What we used to efote, with “dumb
data” (little samples of truck carriers being iniewed) was valuabl
even though not very representative. Government dwmygven less
now, on financing these traditional surveys, beeafshe existence ¢
“intelligent” data. But we still need all this dundata. We need t
combine both sources of data in the most cleverneranVill we be
able to do that?

w

D

O =

E. Taniguchi

Managing enormous amounts of data iogrfrom these intelligen
systems) may constitute a difficulty.

—F

J. Visser

We can use data in the Netherlands. M\REZYA Italian cities do
have camera reading plates, but not specific &glt.

W. Debauche

Only in tunnels we have cameras farrggceasons.

B. Meimbresse

Infrared detectors in Germany— natioegulation prevents came
reading. DB has installed GPS on many of theirimglistocks. | carn
share the data but you have to pay for this... Dig private. We
should have in mind to look add our approachebéo Bpproaches an
see what we can do together.

ra

d

E. Taniguchi

What about new models, multi-agent eldetc? What about publ
private mix of managing urban freight systems?

ic

M. Browne

It can mean a lot of different thingstétdially helpful to set up freigh
qguality partnerships. Companies are OK to give iafo where they
load/unload, because they know these areas couletber organised
and that you may need models for that.

—

E. Taniguchi

Private  models for optimisation. Pablmodels for passeng
behaviour. What about behaviour of companies, gngpconsumers
We need behavioural models for freight transpdrimély be a gooc
time to do that.
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I. Williams Yes in principle, but not so easy! Omdynational research body may |be
able to do that kind of things. It is very diffitub mobilise other fund
that public and research to build an urban gooddendhe financia
commitment from private enterprise is very rare

J. Visser In general in the private and public de& are always in the win /win

and give / give situation. | agree but with PPP yoay deal with
private companies on the level of free movementn@anies willing
to do something, we are talking about deals. Ougcofha deal.

B. Meimbresse

| don’t think we need so much new ehad the mathematical sense.
We need more exchange between what stakeholdeedglhave. Nev
optimisation techniques from operators should lstugred in the publig
models for example. In exchange, transport opegsatay need data gn
traffic, to integrate it into my own optimisationoakel. Well this is the
idealistic view. But it is important to improve tlegisting models.

=~

A.Bonnafous

of local administrations. At a national level, avation is OK when bi
projects of investment are concerned. At local Igvihere are som
weaknesses in evaluation. | suspect it is a vepontant pb for cities
with a strong freight oriented policy. We do nowéall the tools. If a
city decides to change regulations for deliverrethe centre (forbiddep
during peak hours for example) we have to desitpobto simulate the
consequence on traffic and congestion. We havev® glements of
assessment. We can say something about advanbag@se don’t have
element about costs. Lack of specific chapter exstandard method of
assessment on the costs for actors. The riskds o mistake. Maybe |a
huge benefit, but with a hidden cost 3 times higher
The local politicians have to know the consequerutdabeir decisions
on the transport and economic systems. This logaluation stays
difficult because of:

- the local politician’s disposal a short time

- the big pressure from local business actors

In my country there is a pb with thelgy and practice of evaluati({

E. Taniguchi

This is a very good point. One exampl@ew enforcement policy in
Osaka made huge additional costs for deliverieg. dmplains from
companies. Before putting the new system, they lghbave done an
assessment about potential impacts.

Y. Imanishi

Private costs Vs public costs. Socialsts may have decrease
substantially, even though private costs may hageeased.

I. Williams

In passenger modelling, tools are netfect but quite accepted. In
freight, travel times, savings, etc. are not salascepted uniformly
Very controversial per se!

B. Meimbresse

[®X

We have to integrate more and more logistics aspedhe model use
by local collectivises. For this reason we havedtlect more data for
implement a new model and it is very expensive.

W. Debauche

Lack of evaluation also comes fromf#uoe that if you have a good
evaluation tool, policy-makers can see their freedo decide quite
limited! They would have to better justify what yhare doing! Some
tools exist, but sometimes they remain reluctantsi them, because of
what evaluation methods may reveal!

v

I. Wiliams

In the UK, if transport policy is invobd, cost benefit is required, if it |s
a land use policy: not required!

The round table finished with a technical visitih@ monitoring place fof the traffic guidance
in the Rome Area (ATAC).
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