
  

 Minutes of the BESTUFS II, WP3, 4th Roundtable, Roma 

 
Work package 3 “Urban freight data harmonisation and 

modelling” 
 
 

Minutes of  
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The 4th roundtable took place in Roma on the theme of “Urban freight data 
harmonisation and modelling”, with the participation of 29 experts from 10 different 
countries. It was organised by Professor Antonio Musso, Università la Sapienza. The works 
were to analyse the different main issues concerning data colection, modelling and application 
fields, to bring out remain problems and to harmonise definitions. 
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. Musso, Università La Sapienza, UniRoma (It): welcome address 

9h. 25 A.  Bonnafous, Université Lyon 2 (Fr): opening roundtable  

9h.30    Issue 1: Policy                   Chairman : Johan Visser, Tu-Delft (Nl) 
Speakers Definition Remain problems 

Reporter: W. Debauche 
BRRC, (Be) 
 
Supporter:  
L. Dablanc, INRETS (Fr)  
 
Expert: C. Ripert, 
ADEME (Fr) 
 
Expert:  G.Gentile, (It) 
University Roma,  

Different goals………………….. 
Knowledge, training, incentives, 
competence, maturity,………….. 
Noise, air quality, safety,……….. 
 
Costs……………………………. 
Different scales…………………. 
 
Black box, exchange level……… 
 

Compatibility goals/tools. 
 
Lack of  … 
Integration of external costs in 
data collection and modelling. 
Low investment /significance of  
stakes. 
Local/regional/national surveys, 
lack of transferability. 
Relations between decisions 
makers and modellers, modellers 
each others. 

11 h 15. coffee break 

11 h.30    Issue 2: Methodology for modelling         Chairman : Johan Visser (Nl) 
Speakers Definition Remain problems 

Reporter: H. Sonntag, 
TFH Wildau , (Ge) 
 
Supporter:  
B. Meimbresse, TFH, 
Wildau, Ge) 
 
Expert: E. Taniguchi, 
ICL, Kyoto (Ja) 
 
Expert: T. Haupt, PTV 
(Ge) 

Data for modelling……………... 
 
Complexity of methodology……. 
 
 
Data for calibration……………... 
Timing………………………….. 
Land use and environment……... 
Push and pull …………………... 
Economy and modelling……….. 
 
Visibility and reliability of results 

Unsuitable data for modelling. 
Choice of observation units, of 
survey method, of type of 
model. 
Suitable is costly. 
Difference user/builder. 
Lack of integration. 
Driving by supply/ demand. 
How to model complexity of 
urban logistics? 
Calibration, and terminology. 
 
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 
(Fr) 
 
Supporter; J.Mùnuzuri , 
University of Sevilla (Sp) 
 
Expert: S.Rommerskirchen 

Methodology of UGM 
surveys 
 
Link between unit and 
objectives  of collection….. 
Cost of collection………… 
What data for who……….. 

No consensus about methodology. 
Standard data do not exist at urban 
scale. 
 
They are not suitable with 
objectives. 
Who has to pay ? 
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(ProgTrans, Ch) 
 
Expert: Y.Ranc, City of 
Paris (Fr).  

What data for which model  
Harmonisation……………. 

Frequency of collection. 
Reliability of existing data. 
 
Different senses for a same word. 
 

15h.45 Coffee break 

16 h. Issue 4: Integration                                           Chairman : Mike Browne, UoW (UK) 
Speakers Definition Remain problems 

Reporter: J.L. Routhier 
LET (Fr) 
 
Supporter:  
P. Guglielminetti, IPC (It) 
 
Expert: H. Flämig, ECTL 
(Ge) 
 
Expert:  I. Williams, WSP 
D T (UK) 

Urban traffic / outbound 
traffic……………………… 
Link between model and 
urban planning……………. 
Cases studies……………… 
 
Traffic simulator………….. 
 
Space allocation …………..  
 
Macro / micro economical  
and spatial models………… 
 
Integration  in  global 
model……………………… 

 
Space and time connection. 
 
Gap of interaction between user and 
builder 
Need of case studies for modelling. 
 
Need of module of traffic 
simulator? 
 
Land use and transport modelling. 
 
Optimisation of sustainability is not 
optimisation 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 
Chairman: 
E. Taniguchi  

Review of existing data collection regarding UGM;  
Recommendations for a best knowledge and a best  using for 
decision makers. 

12 h.30 Lunch 

Friday18/04/2008 Afternoon 

14 h.00 Technical visit  
  
The main result has been to collect recommandations of the particpants. 
 
In order to guide the debates, 4 position paper have been presented: 
Issue 1. Policy : Why local decision makers are so reluctant to urban freight modelling and 
data collection ?, by 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, University of Wildau, Germany 
Issue 3. Methodology for data collection: by Danièle Patier, LET, France 
Issue 4. Integration: Integration of urban goods movement into the whole urban transport 
system, by Jean-Louis Routhier, LET, France 
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Issue 1. Policy : Why local decision makers are so reluctant to urban freight 
modelling and data collection ?, by Wanda Debauche, BRRC, Belgium  

Introduction 
While traffic and its impacts in urban areas have received attention in recent years, much of 
this attention has been directed at passenger transport. Relatively little attention has been paid 
to urban goods transport. 
 
Integration between passenger and goods transport is often difficult, since urban goods 
transport operate within integrated supply chain management whereas passenger transport 
serve individual needs. Ruled by the “Goods do not vote, passengers do” principle, passenger 
transport has received attention and priority in policy-making when competing for limited 
funds. Moreover, there is also severe competition between various means of passenger 
transport and goods transport because the limited space available in urban areas.  
 
Countries are clearly in different phases concerning public policy development regarding 
urban freight transport. For instance, in France and there is a strong emphasis on research and 
analysis, while Belgium and Spain are in a more experimental phase.  
 
The intensity of the policy initiatives and the research programs are closely related to the 
perceived urgency of the problems of transport in urban areas. Very often, urban goods 
transport tend to be seen merely as a cause for problems in cities, and the awareness of its 
importance seems to be low, not only among the general public but also among governments 
and city planners. If urban freight transport is responsible for negative impacts on traffic and 
environment (contributing to congestion, noise, pollution, fuel consumption), it is also a very 
important factor of the urban economy. Local governments and city planners often neglect 
this side of consideration. 
 
Why urban freight transport does not seem to be a top priority item in the mobility research 
program and in the transport policies? The previous round tables have shown that the lack of 
interest and use on urban freight data collections and models are related with methodological, 
intrinsic and political reasons. Related with the non-use of urban freight data collection and 
modelling, the most common reasons, which have been cited, could be categorised as 
following: 

Common goals, different policies 
Despite the variety in size, population and circumstances surrounding each city, there are 
some common challenges. Several surveys in different European cities show that urban 
freight transport accounts for about 10-15% of total urban traffic in terms of number of 
vehicles, and 20-25% in terms of car-equivalents vehicle-km. The significant contribution of 
freight transport to total traffic and moreover the contribution of freight transport to problems 
of accessibility, congestion, environment and safety is leading to growing awareness of the 
importance of urban goods transport policies.  
The main policy objectives for each country, region or municipality are not identical. 
Although the reduction of local traffic, the reduction of pollutant emissions and a better 
quality of urban lifestyle are important in all of them, there is a difference in emphasis. 
The concerns about environmental issues and the quality of urban life are growing up. 20 
years ago, the concerns about environmental impacts of urban transport activities on the 
quality of life in urban areas were not so present as today. The specific need for a reduction in 
acoustic pollution or in CO2 and others pollutant emissions in built-up areas emerged in all 
cities. 
Traditional urban freight models cannot reflect these environmental issues currently under 
discussion. That means that urban freight models should be completed with other models to 
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give researchers and technicians an integrated tool and to give the policy makers a global 
solution.  

Link between urban deliveries and the whole logistical chain 
Urban freight transport is more complicated than regional, national or international transport. 
It is important to bear in mind that delivery of consumer goods is only part of the whole 
logistics chain. Measures concerning delivery in city areas have inter-related effects in other 
areas of freight transport and should therefore be considered from a broader systems 
perspective.  
In spite of the fact that in many cases, goods often come from other regions or countries and 
therefore urban freight transport is more and more integrated with long distance exchange of 
goods outside urban areas, some models and current measures often only take account of the 
urban area itself. Little attention is paid to the supply chain as a whole, which extend beyond 
urban areas. 
Because the logistical chain do not stop at the urban frontiers, that means that local authorities 
and decision makers should have a common approach with their regional and national 
colleagues. Some countries have not only local initiatives but also national government 
initiatives for urban freight data collection and policy. It is the case of the United Kingdom 
and the Netherlands. But, in general, it is still a long way to a better communication between 
central and local governments, and between public and private actors.  

Multiplicity of stakeholders 
An important feature of urban freight deliveries and transport is their complexity and the 
multiplicity of stakeholders interested in. Policy makers have to cope with a lot of different 
actors (more than for passenger transport), all with their own specific goals. The different 
users of freight services have different requirements and different goals; some of them are 
even contradictory. What is good for the industry and urban freight transport sector may be 
wrong regarding public and environmental issues. 
The policy makers have to manage with all thesis stakeholders and to arbitrate the potential 
conflicts existing between.  

Freight transport in the hands of the industry 
Very often, urban freight transport is only perceived as prejudicial to the urban environment. 
It is viewed as a problem rather than an essential activity to the economical and social 
functioning of towns and cities.  
So the policy makers and some technicians also, only react taking action to oppose the bad 
effects of urban freight deliveries. The urban freight policy they build-up is often only a 
reaction to problems, usually appearing with complaints made by residents.  
If very few of them have a proactive position with a real urban freight strategy; it is also 
because a lot of decision-makers and authorities consider that freight transport is in the hands 
of the industry world. Freight and logistics activities are not a domain in which policy makers 
feel they should be involved.  
Urban freight transport is mainly perceived as a pure commercial and business activity, and is 
not considered as something, which should be featuring high on the political agenda. 
It is difficult to convince public actors that urban deliveries have to be optimised and that they 
can contribute on it.  

Lack of awareness and knowledge 
There is a general feeling that within public local authorities there is not a good level of 
understanding about urban freight transport and deliveries. The business world thinks that the 
local authorities do not have a good understanding of modern logistic systems. According to 
the actors of the industry, that leads public authorities and decision-makers to take policies 
and restriction rules without taken their requirements into account.  
In the administrations, most cities are not adequately equipped to analyse and prepare for the 
challenges of the urban freight deliveries. There are very few specialists of freight transport in 



  

 Minutes of the BESTUFS II, WP3, 4th Roundtable, Roma 

the administrations and the local authorities in charge of the mobility policy. For example, 
although municipality of Paris has two hundred specialists dealing with passenger transport 
and traffic planning, the first specialist in urban freight was appointed to the office in March 
2002. This maybe reflects the poor interest on urban freight deliveries in comparison with 
passenger transport but also the lack of training and of information for technicians. There are 
a very large scale of different training programs in transport and mobility for engineers, 
economists …but very few of them are focusing on urban freight transport. 
Because this lack of expertise, local authorities and decision-makers as a «black box» often 
consider modelling they can not use it. So they refuse to investigate in modelling which 
requires a lot of time and investments. 
Dissemination of results and experiences is important to develop the expertise. Companies or 
institutes are not always aware of the on going projects that could be similar. Nevertheless 
some experts have also stated that the diffusion of expertise is not that simple. Objectives, 
available funds and data, involved partners, etc. differ. Results could e.g. rather be 
transferable, but it’s more difficult to transfer models e.g. 

Poor data collection on local level 
In most cities, city planning and traffic surveys are based only on passenger transport. This 
lack of awareness and knowledge has often led to transport policies being planned mainly 
from the passenger transport perspective, without adequate consideration of the needs of 
freight transport.  
Adequate data is missing. In some cases statistics could be used to know more about freight 
transport within cities, but often these data collections are not executed with that purpose so 
that interesting/important data are missing in the data collection. 
Some national initiatives exist to collect specific freight data but from these projects at 
national level, it is more difficult to extract city level information. In general it was not the 
first goal of such exercises to obtain freight information at city level. Data collections should 
be adapted to obtain better information from the model application at local level because at 
higher (regional, national or international) level data are rather available in an aggregated 
way.  
Moreover, data collections at national level are often a legal obligation, while local initiatives 
are rather an attempt to respond to a problem. If the principal objective to make a diagnosis of 
urban transport is to fulfil legal requirements, there is not always a real motivation of the local 
authority behind the initiative. 
New technology could give new possibilities to gather information (cameras, RFID-
technology), but the appliance of these instruments could also be problematic (respect of 
privacy, commercial interests, etc.). 

Costs of data collection and modelling 
Costs and funding are important aspects. Collecting and updating the urban freight data 
required for the models are sometimes very expensive. Available funds to realise projects 
differ according to the partners and partner structure. In general, local authorities have very 
limited means and traditional data collection and modelling are too expensive for them.  
Sometimes particular budgets (European contributions) e.g. are foreseen while for updating 
the data such contributions can’t be expected. Special occasions like the Olympics in London 
2012 could be an opportunity to collect certain data. Investments are then easier to find. It is 
obvious that available funds for urban freight transport analyses vary widely in Europe 
(depending on interest, involved partners and partner structure, political interest, etc.). 
Simpler data collections are cheaper and definitely interesting at short term, but for a mid and 
long term vision on urban freight transport tools like urban freight models could be more 
interesting.  
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Short term vision versus long term approach 
The policies currently in place focus quite strongly on short-term problems and solutions. 
Little or no attention seems to have been paid to long-term problems. Modelling does not fit 
the short-term local problems. Modelling takes a lot of time to collect the required data, to 
build and to calibrate the model, to give the decision-makers an answer.  
Current policies are dealing only with current conditions, and the expected effects of proposed 
measures on future situations are often missing. Few attempts seem to have been made to 
provide forecasts for future developments or to develop long-term policy options. 

Minutes from Laetitia Dablanc : 

Contribution of experts: 

C. Ripert  ·  I have been setting up many UGM projects for the city of Paris, 
from micro projects to macro projects. I have used different sources 
of data. From small local surveys to big surveys made especially for 
me by the city of Paris. I had the support from the Transport deputy 
mayor. I used the knowledge of the Observatoire de Paris. My 
biggest difficulties were to obtain and use national data 
(establishments) because they are expensive and they were not 
adapted to my projects. 

G. Gentile 
- Our experience in the region Emilia-Romagna. Five years ago, for a 
big project, we could build a huge database for urban freight modelling. 
Before, we collected the data. Huge, very expensive but it was a unique 
opportunity. But we realised many of the data were not useful for our 
projects. Urban freight is so diverse that one model can not grasp it! We 
have to choose what category of model to use. A second type of 
approach: similar to passenger transport approach. 
 - A third microscopic approach: vehicles, routes, and actual tours that 
the vehicles do. It is rather the second or first approaches that are best 
for public administrations. They need to know what is the effect of 
delivery tours, not how to change or optimise them! 
Also, there is an academic history of this issue. It started only 2 or 3 
years ago. The study of urban freight travel demand is quite new. So 
these is a tradition to build!   
- Couple of possible actions: commercial software should include as a 
base model urban freight. There are a few of them. But often kept in 
additional package, or unknown. 
- To promote at a European level a base methodology given for free. 
Something like the Cooper model for administrations. Even rough or 
incomplete. Just to give the taste of going further.  

Discussion: 
Main points of discussion: UGM modelling is quite recent, this makes a big difference with 
passenger transport that benefits from a long tradition of work and methodology building. 
If public decision-makers don’t use UGM models, it is because they don’t need them – they 
may need them in the future for sustainability assessment and environmental issues. 
Need for more “shippers” surveys at a national level. 
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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 a social issue, 
- problem of transferability of data between economy and policy 
makers, 
- Relationships b/w decision-makers and stakeholders: each puts 
responsibility on the other! 

J. Visser+ C. Ripert 
- A question for Christophe:  
- Can you specify what you said about the issue being national data?  
- C. Ripert: Yes, at a local level we managed to do specific surveys. But 
at a national level we depended upon national data, which were not 
relevant enough and too expensive.  
- J. Visser: at least at a local level, you were in a luxury position!  
- C. Ripert: yes but for macro projects (PDP), I had to use regional data, 
and I had to buy a big data base, very expensive, and not very adapted 
to my needs. 
- also I want to thank Guido for the 2 solutions he provided 

H. Flämig 
- I use the data but I am not a modeller. Data are too abstract for policy 
makers. Education has to be enhanced regarding modelling in general. 
What do you need the data for? First, to assess your policies. Second, to 
know what is going on. This means 2 different kinds of models. It is not 
the same issue 

J. Monigl 
- One of the pbs with freight modelling is that freight cannot speak. In 
Budapest they restricted freight access to the city: we had hard protest 
from transport companies! So, yes, sometimes freight does speak! We 
don’t need the same data as the industry needs. Origin and destination, 
kind of goods, kind of transport... To commercialise models of freight, 
it is quite difficult. More so than in passenger transport. Freight is more 
complex to model. Commercial models are able to do something 
though; they can provide truck movement data for example. Decision 
making tools: they will be integrated progressively, maybe. Policy 
makers don’t understand the importance of urban freight. 

M. Browne 
- To extend the point made by Janos (people do not understand freight). 
In Paris you have somebody you can go to and discuss about freight, in 
London also. In other cities, it is not at all clear: lack of focus, dilemma 
between freight as part of a system (economic system, land use system) 
against the benefit of having somebody taking responsibility. You need 
someone to put the responsibility on. Also the point of Guido: comfort 
zone. Difficult to talk about freight, there is a sort of discomfort, 
because people know little about it. 

E. Tanigichi 
- 2 types of modelling. One is normative, one is descriptive. So far, 
optimisation is the main focus. Very successful in fact! Reduce the cost 
and mileage. Companies use it. Descriptive models are much more 
complicated. Very different stakeholders. Now we are having a system 
approach. We define problems, we simplify actors. Simplified ideas, 
simplified concepts. We abandoned so many factors. Another pb is 
verification and validation of models. Limited but improving. I am 
optimistic. 
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T. Haupt - There is a need for freight modelling software: But existing 
approaches are not relevant enough for public policies. We are able to 
quantify the amount of freight traffic in cities, but modelling the whole 
freight delivery and transport process and to predict changes is much 
more difficult. Compared with passenger demand models we are far 
behind. To some extend I can say we haven't done our work. Our 
freight modelling systems are still weak. In passenger transport, we use 
activity-based models. I appreciate Gentile's work. Simplification is an 
answer only to a certain extend. Accurate and data intensive models are 
much more interesting for planning and traffic simulation; if we 
integrate a lot of data and use less abstraction we can get more realistic 
models. 

S. Rommerskirchen - It is not that local policy makers don’t have pbs with freight, but 
freight’s origin and destination is elsewhere, not always local. They 
don’t feel responsible! They cannot solve the pbs by themselves. I live 
in Basel, where it is an international mobility with local environmental 
problems! Only the chamber of commerce feels responsible, not local 
administrations. My second point: for modelling freight transport in 
general, you need a complex model. For urban levels, you should show 
only the results that have an impact on urban spaces. We need a 
complex model, but only results relevant to the specific territories you 
are dealing with. 

I. Williams I support what Stefan said. We have been doing work for the UK 
government. A lot that relates to freight modelling is related to freight 
outside local areas. Ability to be responsible is often quite small! 
Maybe you would need a big model looking at the large picture and an 
addition for a local focus. A lot can be learned from passenger transport 
models. Passenger modelling is easier. Better data, more experience. 
Vicious circle. Freight is more difficult and less done, so less 
interesting. Another issue with data: national data collection. Eurostat 
requirement not met on freight. You know how many tons are moved. 
You don’t know why they are moved. From what type of entity to what 
type of entity. Only a few countries do collect the data. No systematic 
understanding without that. 

L. Dablanc: 3 points. It is true that national shippers’ surveys are very poor or 
inexistent. This is national levels’ fault, not local levels’! I also support 
Mike’s point that having one person in charge, in a city, is actually very 
important even though it appears anecdotal. Third point: I am surprised 
that cities in Europe do not take environmental directives (EU) in 
serious. They should be doing environmental assessment about air 
quality for example, of which truck traffic is a very important generator 
(especially for NOX and particulates). Well, cities should ask for UGM 
models to help them, but they don’t. Big companies, on the other hand, 
have to publish yearly environmental reports. Some of them (Ikea for 
example) are willing to extend these reports by integrating the urban 
part of transport and mobility generated by their activities. So maybe, 
they will require better commercial software with UGM into them. And 
this may give new tools to everybody, including public local 
administrations. 
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H. Sonntag - Depends on he complexity of the model. Planners are different from 
policy administrators. Planners do agree, but the administration, they 
don’t want to pay for it! We need to focus on specific problems: for 
example double parking. Not to be too ehaustive neither too ambitious. 
We have to help answer the concrete questions. Separate calculations.  

J. Visser Regional level/local level: both models were not at al connected! 
H. Flämig Four comments:  

You need one who is responsible, but for what? For planning or just for 
knowledge?  
About data: we are working on a big retailer project. CO2 (68%) should 
be made by international transport. Then, this led us to focus on the ship 
transport side, not on last miles! 
Shippers also need to know more about reverse logistics. 
Environmental reports: we have looked at many of them. Very few 
companies do make CO2 reports; they focus on social issues more. 

.J. Monigl This is a very interesting discussion. We need more holistic models for 
all kinds of area. We need different data collection methods for local, 
regional, national. Local politicians have to understand connection with 
land use, with economics,  

F. Russo About what Prof. Taniguchi said: what the industry want is what pushes 
the freight. What people want pulls the freight too. In the middle, the 
urban logistics... in general our approach is to consider the urban 
logistic as the last element of the industrial push modelling. I think that 
this is why decision-makers do not use urban freight modelling. Our 
proposal is a proposal for which the political don’t have a grasp. This is 
what is most difficult in urban logistics. We need to connect them more 
to the passenger pull side that would interest local policy makers more. 
We have to take approaches based on the local freight generation 
(establishments, local shops, and people). Behavioural approach, etc. 
We need to organise different approaches. That’s a way to make local 
decision-makers better involved 

T. Haupt: But who could manage such a complexity? We cannot manage the 
complexity. Integrate consumers’ demand is difficult.  

B. Meimbresse Let’s not speak in general about « local decision-makers ». There are 
big differences between planners, air quality managers, traffic 
managers, etc. The complexity of a model is one thing; databases are 
another thing. City planning, air quality, logistic optimisation, etc. 
Environmental models, planning models, logistic models. After 
working in this field for 15 years, I think we need different models 
made out of the same databases. 

I. Williams : I do think that there is a need for models starting with final demands 
(customers). Goods are here to satisfy consumption. There isn’t a good 
data set in most countries on a global level. 
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A. Bonnafous: There is a question of dialogue b/w policy makers and professionals.  
Passenger transport: modelling efforts have been taking place since the 
1960’s! When local administrations are going to invest millions of 
billions of Euro to set up a new infrastructure such as a tramway, they 
really have something at stake, and they look at things carefully: they 
do need models, and they are willing to invest in modelling, They need 
knowledge about the way people travel! Stakes are so much bigger that 
you actually invest in models. We are not in this situation today for 
freight, not at all. For me, there are 2 levels of this dialogue : the first is 
the message sent by experts. Freight makes up 25% of energy impact, 
or congestion, and sometimes its share goes up to 50% depending on 
the hour for example. This is basic information we have to give, and 
this induces a first level of dialogue. Local decision-makers listen to 
that, because congestion or environmental issues are bug stakes now.  
For policy-makers, it could be important. At a second level, there is 
another kind of dialogue. If I change time windows for deliveries, what 
are the consequences on congestion? Are experts able to say? In this 
case, we know what kind of modelling we have to develop. We are in a 
field of modelling which is completely different from passengers. Our 
responsibility is at the 2 levels: 1. We have to send the good messages, 
and 2. We have to be able to answer very specific questions, questions 
linked to what local authorities have the competence to do, nothing 
more. At a local level, fuel taxes are not an issue for example, but 
delivery time windows are. 

J. Munuzuri : I totally agree with this 3 level approach. In Spain, we have carried out 
surveys. We don’t have anybody responsible at a local or macro level. 
A lot should be done. To generate a general picture is a first step: % of 
congestion, pollution, emissions generated by freight. So we need a 
general model at first. General picture. That could be easily 
implemented with simulation packages including public transport, auto 
traffic, freight traffic 

A. Musso I agree with what Alain said. I want to add some comments: on one of 
Wanda’s bullet points. Regarding short term vision. This means that 
local decision-makers cannot consider urban freight models very well 
because they are too abstract, too difficult. I like Mike’s idea: this 
model could be seen as a part of a bigger system. Energy system, 
environmental system, it could be used in a bigger way, considered in a 
better way by policy makers. 

C. Ripert : Let’s not forget other stakeholders. City’s civil servants, residents (I 
went to many public meetings where I had to explain very simple data); 
professionals (they also need simple data), researchers. All these actors 
do not have the same needs. Academics want complexity and details; 
the others want simple basic figures. In my experience after 6 years in 
Paris, for most of my projects, I used a very simple approach, I took 
some figures from the common knowledge that was built thanks to the 
national urban freight research program, this was enough, I just had to 
simplify some figures. For a more complex approach, I used Freturb 
only one time! For the Paris mobility plan. All other projects only 
required simple data. 
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JL Routhier I agree with what Christophe said. Necessity to have 2 types of UGM 
images. One simple, one more complex. We need a global look, and we 
need a local look. But maybe there are lead times. We are at the 
beginning of processes and it is only the beginning of our 
empowerment on this issue. New specific problems in urban areas arise, 
for example sustainability. Sustainability is a new challenge, which 
cannot use the tools developed in previous decades. When we 
developed the first step of Freturb model, it was only based on the 
generation of pick-ups and deliveries. Software was distributed to each 
large city in France (400 CD-ROMs distributed). Only 20 cities used it! 
It is a lesson for us. Maybe it was too early to make this work! 

J. Visser I found that in our discussion, some very interesting remarks were 
made. My experience is that policy makers don’t want to see problems. 
A model makes pbs more visible! Well, they like a tool when there is a 
very big pb. They want answers with certainty. A data set is very 
important. Alin’s approach (three level dialogue) is key to our 
discussion and to solutions. 

 

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

Introduction 
A lot of approaches have been developed help decision making in the field of City Logistics. 
Those are essentially developed with the aim to improve the efficiency of the transport system 
(Yamada and Taniguchi, 2006). A lot of models are mainly Conceptual Models (CM) and it is 
often difficult to fit them into a practical situation. The aim of this summary is to focus on the 
Policy-Oriented Modelling (POM), i.e. data-adjusted model, oriented towards policy analysis 
(as defined by Scott et al., 2005). The aim of the models described here is to explicitly 
simulate freight distribution within the urban areas for evaluation, control and design of urban 
freight transport system. 

Methodology 
Levels to calculate Urban Goods Movement (UGM) 
Four levels of UGM calculations or methods are generally used in urban praxis (table 1). The 
levels range from flat-rate addition to the individual traffic, calculation based on traffic 
counts, surveys in city areas with traffic problems, to model calculations of complete O/D 
matrices. According to the aims of the BESTUFS project only policy-oriented models (POM) 
in use should be included in the European survey.  
 

Method Advantages Disadvantages 
Flat-rate addition to the values 
of individual traffic 

Cheap, quick Very rough 

Calculations based on traffic 
counts, e.g. inner city road 
crossings 

Good for evaluation of hotspots Personnel intensive, no 
information about behaviour and 
O/Ds 

Surveys in city areas with 
traffic problems 

Measure-oriented approach (e.g. 
traffic regulation, technical 
measures) 

Only suitable for small areas 

Model calculations Complete O/D matrices, policy-
oriented models (POM) 

Need a lot of data 

Table 1.Methodology for UGM calculation 
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According to many authors, the model calculation approaches of UGM can be divided in the 
following classes: 
·  The scale: international, interurban and urban, 
·  The main unit to estimate: in the commodity-based models aim to calculate the movement 

of goods, in the truck-based models, the movement of vehicles is directly modelled. 
·  Beside this, also the differentiation of input and output of the models is a suitable 

characterisation to divide the model approaches. 
Before the European survey of UGM models was carried out, BESTUFS experts identified 
numerous reasons for the failing of urban goods modelling:  
·  There is a lack of data because it is difficult to capture the complexity of the logistic 

chains. Most tours are pick up and delivery tours (trip chain pattern).  
·  There is also a large diversity of behaviour of the industrial branches concerning the 

generation of traffic and their trip chain pattern.  
·  Urban modelling is usually focused on the O/D approach. The current four step passenger 

models enforce a framework inappropriate to describe the rounds.  

European review 
Most of the modelling approaches have been developed in Germany, Italy, France and the 
Netherlands. The case of the Netherlands is described in the Visser (2007) paper.  Therefore it 
is not taken into account here. 
 
In Germany the first approach to calculate UGM on the basis of an O/D model for a complete 
region with 300 zones was made by Sonntag (1985). The development was fostered by the 
raised awareness of cities regarding the high share of commercial and goods transport both in 
the complete urban transportation scheme and in the pollutants generation. The model called 
WIVER model has been developed to produce O/D matrices for the road based UGM and 
other commercial related activities.  
 
WIVER is a behaviour-oriented simulation model, which is able to consider explicitly the 
complexity of urban trip chain pattern. Therefore, the model can focus on four types of 
vehicle classes: commercially used cars, vans/transporters �  2.8 tons, trucks > 2.8 tons and 
trucks > 7.5 tons. To mirror the different behaviour of logistic activities in different economic 
sectors (branches) the model is able to compute traffic values for 10 branches separately. The 
WIVER model is steered by behavioural data, which show considerable differentiation 
between branches and types of vehicles, and statistical data:  
 
Behavioural Data (per branch) 
·  number of tours and destination distribution per vehicle type and day, 
·  purpose of trips, 
·  distance and structural parameters for modelling source-destination interactions, 
·  degree of efficiency of tours per branch and vehicle type (”level of savings”), 
·  distribution of trips over time. 
 
Structural Data (per zone) 
·  distances in the area to be investigated to other zones, 
·  calculation of the potential of each zone as a source (data: number of employees and 

number of traffic related employees per branch), 
·  calculation of the potential of each zone as a destination. 
 
WIVER is suited to model urban freight traffic or urban goods movements, providing 
information regarding total mileage, number of trips, number of tours, traffic distribution over 
time (day course), subdivided into vehicle type and branches (economic sectors). 
Furthermore, source/destination relations and transport- or trip chains can be modelled. Fields 
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of applications can be: detailed analyses and support of planning steps in a specific city or 
region like truck guidance networks, action plans regarding commercial transport as well as 
calculation basis for the pre-test of traffic organisation and fiscal measures. 
 
WIVER was applied in the following German and European traffic planning processes: 
- Hamburg 1993, 
- Berlin 1994 (Sonntag et al., 1995), 
- Within the framework of the European project COST 321 - URBAN GOODS 

TRANSPORT for the cities Munich ,Nuremberg, Augsburg, Hanover and Trier 1995 – 
1997 (COST, 1998), 

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

- Berlin 1998: Investigation of the effects of logistic nodes (Meimbresse et al., 1998), 
- Hansestadt Rostock 1999 and Berlin 2000 (evaluation of a truck guidance system). 
 
Using the main approach of WIVER, Lohse (2004) developed a model called VISEVA - W to 
compute simultaneously and interdependently the traffic volumes of different branches and 
vehicle types. The model starts with rates for mobility, modal split and affinity to vehicle 
classes/transport modes (behavioural data) as well as spatial data of the involved traffic zones, 
networks and conditions. After the generation of O/D relations the trip generation is 
calculated on the basis of a series of interdependent equilibrium formulas. By this, the model 
avoids the complex process of calibrating the savings functions used in WIVER. 
 
In Italy , Russo and Carteni (2006) propose a regional modelling procedure based on the 
simulation of the dependence existing between successive trips of the same distribution 
channel. They make the distinction between trip-based and tour-based modelling. In the first 
case, the choice for each trip between two transhipments is independent of the choice carried 
out for other possible trips belonging to the same journey. In the second case, the choice for 
each trip affects the other trips belonging to the same journey. The authors have a preference 
for the tour-based modelling approach. In order to match with the various types of origin, 
transit and final destinations, five commodity classes are defined (Foodstuff and agriculture 
products, Energy products, Minerals and metals, Chemical and pharmaceutical products, 
other). Commodity types (perishable, non-perishable, high/low value, volume, and 
hazardous/non hazardous), company classes (large-medium-small) and manufacturing process 
(just in time/in stock) are defined. 
In order to integrate the consumer behaviour in the supply chain, Russo and Comi (2004) 
propose a simultaneous analysis of the end-consumer movements between the shops zone (d) 
and the consumption zone (o) on the one hand, and the movement between retailer and 
warehouses (w) (re-stocking) on the other hand. This approach might be useful to analyse 
freight mobility in a global planning process in two parts. The first one may be carried out by 
a round trip or a trip chain. The second one may be performed through a supply chain or tour-
based approach (see above). The authors propose a model structure divided in an attraction 
model (demand in freight quantity for each o-d (end-consumer) and an acquisition model 
(demand in freight quantity for each d-w (logistics). The latter is composed of a channel 
choice model (probability to choose a channel to bring freight for restocking in zone d and a 
stock model (probability that a retailer take the freight sold in his shop, arriving from the zone 
w). This approach is promising because the link between passenger and freight models is 
made. Nevertheless, it seems that the results of such a modelling approach have not yet been 
available. 
In the City Goods modelling framework, Gentile and Vigo (2006) develop a prototype 
demand model which is in test on several cities of Emilia-Romagna. According to the authors, 
two problems must be solved: 



  

 Minutes of the BESTUFS II, WP3, 4th Roundtable, Roma 

- a given activity (a fortiori a given zone) generates movements belonging to different 
supply chains, 

- a vehicle performs many deliveries or pick-ups in a tour. 
The objective is to build a demand generation model in order to estimate the yearly number of 
operations generated by each zone. 
 
In France the urban freight model FRETURB has been developed by the LET, (Routhier et 
al., 1999, 2007). It is a land use and tour-based model of urban goods transport. It consists of 
three modules which interact with each other: - a "pick-up and delivery model" including 
commodity flows between all the economic activities of a town; - a "town management 
module", consisting of transport of goods and raw material for public and building works, 
urban networks (sewers, water, phone), and removals; - a "purchasing trips model", modelling 
shopping trips by car, which represents the main last kilometre trips to consumers. 
 
The pick-up and delivery model is a regression-based model fed by thorough coupled 4,500 
establishments and 2,200 drivers surveys carried out in three different sized towns. Those 
surveys brought to light relevant relationships between the behaviour of the shippers (spatial 
and economic data) and the behaviour of the hauliers (operations of transport). The modelled 
data is the movement of goods (defined as a delivery or a pick-up associated to a given 
establishment, vehicle size, mode of management and logistic behaviour). It is derived from 
the empirical survey data resulting from statistical validation. 
Since 1995 the model has been increasingly improved. It has been available as software since 
2000. It is implemented in about 20 French towns (among which Paris, Lyon, Lille, etc.). The 
FRETURB model is using widely accurate rules and laws on logistical behaviour of the 
different stakeholders of urban goods movement proved by appropriate surveys. It works with 
numerous and homogeneous industry categories permitting a thorough description of the 
urban logistics in a French town. It requires a local establishment database but no large local 
surveys.  

In other countries 
A few reasons contribute to explain why the development directions in the USA are not the 
same as in the EU in the field of urban freight modelling (Ambrosini et al., 2007). The usual 
scale of modelling is rather the regional or even the state level because the urban spatial 
constraints are looser than in old historic European cities. Moreover, current practices are 
always using old standard models, which are not adapted to the new emergent issues. The 
latter require a better knowledge of the behaviour and of the share of all urban stakeholders. 
City planners still continue to base their urban freight models on commodity flows. This 
approach seems irrelevant when used without a thorough knowledge of the urban logistic 
behaviour of the stakeholders because goods flows represent the real demand, whereas the 
vehicle-trips ensue from urban independent (much more than at the interurban scale) logistical 
decisions. 
In recent years, a number of Japanese studies have been published dealing with urban freight 
modelling. Among the most typical ones, we would give here the general outlines of the 
approach developed in Taniguchi et al. (2001) and Yamada and Taniguchi (2006). It is about 
a simulation model, based on the vehicle routing and scheduling problem with time windows 
to investigate and to compare the effects on freight traffic flows from several urban freight 
transport schemes. The most recent investigations bring into play new solutions, notably co-
operative freight transport systems, advance vehicle routing and scheduling systems, access 
restrictions of delivery vehicles to the city centres, and road pricing. 
The modelling framework consists of two levels (behaviour of administrators and behaviour 
of freight carriers). Co-operative freight organisation is introduced into the second level. Each 
freight carrier tries to minimise his total costs, while the co-operative freight organisation and 
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the public sector try to minimise their total travel time. Mathematical programming problems 
being complex, genetic algorithms are implemented to get significant solutions. 
In order to overcome the complexity of the relationships between the freight agents, 
Wisetjindawat et al. (2006) proposes a microscopic modelling approach considering the 
individual behaviour of each freight agent and its interaction with the other freight agents in 
the supply chain.  

Conclusion 
The analysis makes clear that two main distinct approaches are developed: the first one is 
based on the optimisation of the logistic process, including the total supply chain channel, 
usually by means of Operational Research (OR) procedures. Several objective functions are 
implemented and calibrated on macro-economic data and traffic flows data. 
The second approach is based on a thorough analysis of the behaviour of the local units (or 
establishments) by means of Statistical and Probabilistic (SP) adjustment methods, through 
profound surveys on establishments and carriers to have an accurate disaggregation according 
to the industry and the size of the establishments. Moreover, in this case, it is not necessary to 
convert the commodity flows in vehicle flows. 
The first OR approach is as said in Taniguchi et al. (2006): “It is essential to forecast the 
commodity flows and freight transport activities for identifying the pattern of logistics 
activities and understanding the issues of urban freight transport”, while the SP approach 
firstly describes the behaviour of logistic generators in order to explain the traffic flow 
generation. 
In France, data collection and modelling approach are simultaneously designed at national 
level because of a centralised custom, because there are large registers (SIRENE) of 
establishments and because the funding of large surveys is possible due to a State will. But 
that’s not the case in most of other European countries. However in the recent years, an 
increasing harmonisation as regards the words, the concepts and the methods used can be 
noted; hence, data collection and modelling tend to come closer, at least at the European level. 
Furthermore, apart from the operational short term assignment models (e.g. TLUMIP, in the 
USA), the only applied policy-oriented models (i.e. published software for local authorities) 
are based on well-fitted collected data (VISEVA-W and FRETURB). Other models, like 
Italian models, are, for the time being, essentially experimental. 
However, it is urgent to tackle the current stakes related to a sustainable development. In this 
way, the knowledge field regarding the features of the flows must be enlarged. These features 
exceed greatly infrastructure and speed constraints, and have to include basically the spatial 
components (density and urban patterns), just as the global logistics changes (just-in-time, 
decrease in stocking, ITS, last mile optimisation), in the context of the globalisation of the 
economic activity. 
Moreover, current urban data collections focus at most on land use and transport indicators 
with insufficient description of goods management. For that reason it is difficult to explain 
why the flows are as they are, so that the power of prediction of current models is not very 
efficient. 
There is always an imperative need to integrate goods transport in a systemic approach 
towards urban logistics as a whole. Indeed, on the one hand goods transport is subject to 
competition due to consignor pressure and globalisation, and on the other hand distribution 
conditions worsen because of increasing traffic congestion leading to negative environmental 
impacts. 
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Minutes from Bertram Meimbresse: 
Contribution of experts 

Eiichi Taniguchi 
- Databases are very important for the development of transport 

models. 
- Advanced modelling should consider both traffic flows and 

goods flows. 
- Goods flows are necessary to integrate logistic issues better. 
- Traffic flows are necessary to consider environmental issues as 

well as city planning aspects. 
- But the modelling of complete supply chains and respective trip 

chains will need more sophisticated data. 
- New approaches from Asia and America should be considered 

for the future development of European models. 

Thomas Haupt 
- The coherent input data should be suitable for different model 

approaches e.g. transport models, logistic models and 
environment models.  

- But focus should be given more to behavioural data (e.g. 
decisions of actors) and trip chains (in opposite to commodity 
groups). 

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

Discussion 

Prof. Browne: 
- It is hard to get the right information from the peoples and 

actors to feed the models. 
- Sometimes models with a similar approach use completely 

different methodologies 

Prof. Taniguchi 
- Benchmark figures can help to compare the quality of data and 

results or to evaluate the accuracy of the model. 

Mr Haupt 
- Sceptical about the usefulness of benchmark figures for that 

purpose 

Prof. Sonntag 
- The issue of benchmarking figures is more important regarding 

the calibration of the model calculation. 

Mr. Haupt 
- Benchmarks are complicated to handle in the case of logistics 

and land use but easier in case of transport flows 

Mr Gentile: 
- Methodologies used for the development of UGM models 

should be explained more explicit in studies and articles to make 
the different models more comparable. 

Prof. Bonnafous 
- The observation unit in passenger transport is a trip (common 

approach). It is possible to define such a unit also for 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 not proper be 

predicted with such a unit. 

Mr. Gentile 
- Not only truck based observation units are needed, also 

commodity based approaches have their success 

Mr. Visser 
- Local and city oriented calculations need more trip oriented 

observation and calculation units. Other units may be helpful on 
national level. 

Mr. Visser 
- What should be the base case for a model applied on local level? 
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Mr. Guglieminetti 
- The needs of the users/cities are too different (operators, 

planners, optimisers,) to prefer one basic model. The market 
actors should be involved more into model development. 

Mr. Monigl 
- The development of models depends strongly on the kind of 

data survey available. E. G. in the case of Budapest only 
reported daily truck trips are in the database. 

Prof. Taniguchi 
- Public manuals should be carried out for different questions 

and/or reasons concerning the modelling of UGM. Such 
manuals may be helpful to identify the most important factor of 
the question in charge and to select subsequently the right 
approach/model.  

Mr. Haupt: 
- In addition to such manuals also a dialog is needed with affected 

groups of actors to ensure the appropriate selection / 
development of a model.  

Mr. Routhier 
- Considering also the needs / requirements of actors in the 

logistic field this will lead to other kind of models. E. G. 4PL 
(4th Party Logistics Providers) have a complete different view 
on decision support making data and models. On the other hand 
administrations have other aims like the reduction of pollution, 
so they need information about vehicle trips and locations.  

Mr. Williams 

 

- Current and future changes in logistic structures are very 
important both on local and national level. This factor should be 
considered properly in UGM models.  

Ms. Debauche: - The idea is good, but long term changes in logistic structures are 
hard to predict 

Mr. Williams: - A possible solution can be the use of scenario techniques, which 
can facilitate some helpful results.  

Issue 3. Methodology for data collection: by Danièle Patier, LET, France 
All European cities are faced to congestion, pollution and varied problem concerning the road 
use in urban areas. Decision-makers have to referee different solutions in order to improve the 
quality of life of inhabitants at the same time as to decrease energy consumption, pollutant 
and greenhouse gas emissions. In order to reach objectives, adapted data are required. 
Numerous data collection concern individual behaviour. Concerning Urban Goods 
Movements (UGM), a large census realised, in the framework of WP3,  to 70 experts in 11 
different European countries, revealed the few available specific urban data. The summarising 
table shows 20 different types of data collection which 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 logistics. Current data can’t explain the 
behaviour of a great number of economical actors. The data collected concern mostly long 
distance goods traffic, inter-regional traffic, large vehicles, third part transport.  
In order to approach those issues we shall try to answer 3 questions: 
1. What’s UGM data collection for? 
2. Which indicators for which objectives? Which data help decision-makers for 

understanding urban logistics mechanisms for planning and regulation? 
3. Can available data answer the decision-makers and models needs? 
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Question 1. What’s UGM data collection for? 
- First, the UGM data collections are useful to know the urban logistics functioning. They 
have to help decisions makers to reach the objectives they have for the city. Particularly, in 
order to solve main problems as congestion, pollution, safety, greenhouse effects gas 
emission, noise, and globally sustainability caused by the UGM.  
- More, some UGM data collection is useful for UGM modelling (necessity of coherence, 
pertinence, and measurability) in order  

·  to do a diagnosis of UGM 
·  to simulate impacts of planning or regulation decisions on the traffic generation  
·  to anticipate traffic in a zone, without heavy surveys. 

- At last, some UGM data are useful for models calibration. 
The following table shows the need of knowledge face to these 3 requirements:  

Need of knowledge  Objectives for decision makers 
Contribution of each economical activity 
in UGM, 
Role of urban density (activities, 
employment) in distance covered for 
UGM, 
Quantification of  number and type of 
vehicles involved in deliveries and pick 
ups, 
Role of organisation (round, direct trip) 
and management (own account, third 
part) in UGM traffic. 

UGM traffic calming  : (purchasing trips, business trips,  
supplying of establishments, goods movements for urban 
management (waste, postal, works)), 
Decreasing of distances covered, 
Optimisation of urban supply chain, 
(standardisation, regulation, urban logistics area 
fitting…), 
Equitable road sharing (UGM, individual trips, public 
transports), 
Decreasing of energy consumption and 
greenhouse gas and pollutant emissions. 

Effect of purchasing consumer behaviour 
on UGM. 

Urban management, location of shops. 

Effect of logistics places location and 
type of logistics place on traffic 
generation. 

Regulation, parking places, delivery places, urban 
logistics area, platform location. 

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

Question 2. Which indicators for which objectives?  
The table 2 shows indicators, which results of data collected in complex surveys (each 
indicator permits to answer objectives of UGM management).  
 

Objectives Urban freight 
indicators 

N° Units in which the 
indicator is measured 

To know the contribution of each 
industry sector. Make possible a 
fast appraisal of the generation of 
deliveries and pick-ups in a town 
without any survey.  

Number of Loading 
/unloading in each 
activity 

1 Number of deliveries and 
pick-ups per employee 
per time unit 

To measure the importance of the 
goods flows in a zone  

Loading/unloading 
density in a zone 
 

2 Number of deliveries and 
pick-ups per km²  

To measure the contribution of 
each industry sector to the goods 
flows 

Loading/unloading 
intensity per activity in a 
zone 
 

3 Number of deliveries and 
pick-ups  

To measure the contribution of 
each industry sector to the road 
congestion by the on street double 

Loading/unloading time 
in a zone, per vehicle, 
per activity 

4 Number of hours of on 
street double parking for 
delivery or pick-up  



  

 Minutes of the BESTUFS II, WP3, 4th Roundtable, Roma 

parking deliveries  
To measure the contribution of the 
running vehicles delivering each 
industry sector to the road 
congestion. 

Distance covered for 
Loading/unloading in a 
zone, per vehicle, per 
activity 

5 Number of kilometres 
covered for one delivery 
or pick-up  

To measure the impact of the 
location of the platform delivering 
goods relating to its market radius 

Average length of the 
first leg from platform to 
the delivery area 

6  
Km 

To measure the contribution of one 
delivery/pick-up to the urban traffic 
(per type of involved vehicle) 

Average distance 
travelled per pick 
up/delivery 

7 Km per pick up or 
delivery 

To measure the contribution of the 
total industry activity on the traffic. 

Total distance travelled 
on roads in urban area 
transporting goods by 
HGV, rigid lorries, and 
LGV (<3,5T) used. 

8 Total vehicle km   

To measure the time taken for 
delivering in a tour, on a street, for 
an industry activity, 

Average time taken per 
delivery (per activity 
type, per vehicle, own 
account, for hire…) 

9 Minutes per delivery 

To measure the performance of the 
rounds for each way of 
organisation, type of vehicle. 

Average speed per round 
(including and excluding 
stops to make deliveries) 
km/hour 

10  
Km per hour 

To measure the performance of the 
rounds for each way of 
organisation, type of vehicle… 

Average payload per 
kilometre per tour, per 
activity, per type of 
vehicle 

11 Ton.km  

To measure the road occupancy per 
hour 

Number of vehicles 
involved in deliveries 
and pick ups per hour 
per type per size. 

12 Number of vehicle /h. 

To measure of the impact of urban 
goods movement on the energy 
consumption, local and global 
nuisance and greenhouse gas.  

Greenhouse gas*and 
pollution according to 
the zone, the vehicle, the 
activity, the management 

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

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

Question 3. Quality of data for quality of indicators 
Quality of indicators and models rest on quality of data collected in surveys. Efficiency of 
data depends on the choice of statistical unit observed. What unit provides information about 
how the main flows are generated and hence makes it possible to establish a link between 
economic activities and the congestion they cause in a conurbation? 
Considering commodity trips as observation unit, origin-destination of goods has no meaning 
in term of transport, because a ton of goods from zi to zj may be transported as a single 
payload in a direct trip with a heavy goods vehicle as well as hundred small parcels, some of 
them being delivered straightforward and some other delivered in complex rounds with light 
goods vehicles.  
In order to observe the different ways of organisation on the road of a goods vehicle, other 
statistical units may be considered: monitoring of a street segment during a defined period 
may provide the parking place and time and the moving of the goods vehicles working on this 
segment. Surveying the routes of the goods vehicles provides a thorough description of the 
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stops as they come. Through surveying the shippers all pick-ups and deliveries could be 
registered. Each of those observation units has drawbacks:  

- The rules of sampling of street segment are difficult, makes not possible knowledge of 
link between congestion caused by these vehicles with economic activities that attract these 
vehicles; 

- The routes may not be settled into the land use characteristics, 
- Shipper surveys do not provide easily the routes characteristics. 

Each of these units brings up difficulties (rules of drawing, which permits the 
representativeness of the sample, possibility to link the observation with known urban 
statistics).  
Taking into account these constraints, a receipt or a shipment or both, carried out by a vehicle 
making a pick up from or a delivery to an establishment named movement seems, for us, as 
being the most relevant unit for the survey. This choice also allowed us to circumvent the 
difficulties inherent in identifying the origin/destination flows, which are one of the priority 
aims of the models usually, encountered. Although goods have an identifiable origin and 
destination, the same is not true of the vehicles which transport them. In urban areas vehicles 
carrying goods tend to follow complex routes, involving a large number of movements in a 
single round. This is one of the main problems of designing models relating to urban goods 
transport. 
An additional driver survey can be calibrated traffic generator (establishment) survey in order 
to have a comprehensive description of urban logistics and transport condition.of traffic 
generators are more able to permit data collection about loading/unloading. A driver survey is 
very useful (time and parking place, link between activity and type of parcels and 
packaging…and itineraries followed). 

What available UGM data in Europe? Are they useful for a diagnosis or modelling? 
The table 3 summarises the type of data collected, their field of observation, the level of 
collect and their utility for planning and modelling. 
The column “useful for UGM” gives the possibility to use the data for a part of UGM 
diagnosis. The last column specifies the condition of use of data in order to produce a global 
view of UGM functioning and for modelling. 
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Type of data collection : Countries Concerns: level Useful 
For UGM 

Condition  for 
modelling 

Commodity flows (O/D) 
Belgium, Sweden, 
Switzerland 

Exchanges between 
regional areas 

N No 
 

 

Site/Land Use/Establishment surveys Belgium, Germany,  
France, UK 
Netherlands 

Movement 
generation 

N 
SUS 
RS 

Yes Large stratified sample 

Goods vehicle activity surveys (including driver diary surveys) All countries (9), except 
Hungary, Netherlands 

Vehicles use and 
traffic 

N 
SUS 

Yes To know the link with 
the generator 

Shipper surveys France, Switzerland 
Belgium 
Germany, Spain 
Italy 

All sending N 
OUS 
SUS 
CD 

Yes,  
if we find 

the 
consignee 

Only for supply chain 
models 

(Last mile?) 

Receiver surveys Be, Fr, Ge, It, Nl, Sp, UK 
Switzerland 

All  deliveries SUS 
N 

Yes 
 

Road occupancy 
models 

Good vehicle fleet licensing data All,  
Except Hungary 
SPAIN 

All vehicles N 
SUS 
RS 

Yes For calibration 

Traffic counts Ge, Portugal, Sweden 
Be, Fr, UK 
Hun, It, Nl, Sp, Sw, 

All vehicles N 
AUS 
SUS 

 
Yes 

For calibration 

Distribution industry surveys Ge, It, Nl, UK Logistics chain CD No 
 

 

Vehicle operating cost surveys Be, Fr, It,  
Ge, Nl, Sw 
Sp 

Cost 
 

N 
CD 
R 

No 
 

 

Loading/unloading/parking infrastructure data for goods vehicles Be, Hungary,  
Fr, Port, Sp, 
Nl 

Way of deliver  OUS 
SUS 
AUS 

yes If linked to nearby 
activities 

Data on road accidents involving goods vehicles All, except 
Hu, Sp 

Security N 
OUS 

No 
 

 

Data on lorry/lorry load thefts Be, Fr, Nl, UK 
Ge, Sw 

Security N 
CD 

No  

Employment surveys in freight transport and logistics industry All,  
Except Hun, Sweden, Sw 

Employment N 
? 

No 
 

 

Land use databases for town/city needed for freight modelling Fr, Ge, UK 
It 
Portugal 

Location, 
Road occupancy  

N 
OUS 
SUS 

Yes Zonal analysis 

Port freight traffic data in the urban area Nl, UK 
Be 
Fr, Ge,  

Contribution of port 
to UGM 

N 
OUS 
CD 

Yes If urban activity can be 
extracted 

Rail freight traffic data in the urban area UK 
Nl 
Ge 

Modal Share of 
UGM 

N 
OUS 
CD 

Yes If urban activity can be 
extracted 

Inland waterway freight traffic data in the urban area UK, Nl,  
Fr, Ge 

Modal Share of 
UGM 

N 
CD 

Yes If urban activity can be 
extracted 

Airport freight traffic data in the urban area Be, Fr, Ge,  
UK, Nl 

Contribution of 
airport to UGM 

CD 
NS 

Yes If urban activity can be 
extracted 

Freight “NTIC”  data (from cameras, sensors & other automatic data capture devices) Nl, UK Movements of 
vehicles, 
traffic 

CD Yes For calibration 

Table 3. Available UGM data and their utility 

Key to Table 3:   
? - uncertainty exists about whether 
freight data is collected, 
 NS = national survey/data collection, 
SUS = survey in some urban areas,  
RS = regional survey/data collection, 
OUS = survey in one urban area,  
 AUS = survey in all urban areas,  
CD = data collected by companies, 
trade associations or other commercial 
organization 
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The table 3 shows available data collected in 11 different European countries and their degree 
of utility in models and urban planning. 
Many of them are useful for local or punctual diagnosis 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 diagnosis and modelling building, under conditions 

Addressing gaps in urban freight data collection 
A wide range of urban freight data gaps have been identified by the freight experts participating in 
BESTUFSII WP3 study (Browne & Allan 2006). The most commonly mentioned data gaps include: 
Data about: 
·  light goods vehicle activity (generally vehicles below 3.5 tonnes gross vehicle weight) 
·  the supply chain as a whole  
·  freight and logistics infrastructure to and from which urban freight activity takes place 
·  loading and unloading operations and infrastructure for goods vehicles 
·  geographical data about goods vehicle trips in urban areas 
·  trips carried out by consumers for the purposes of shopping  
·  speed and route data for goods vehicles 
·  non-road modes 
Surveys provide sometimes other data. Some of them can be directly useable for the urban goods 
transport analysis: traffic counts, Loading/unloading/parking infrastructure data for goods vehicles, 
port, rail, or inland waterway freight traffic inside the urban area, airport freight traffic data inside the 
urban area, land use databases for town/city needed for freight modelling, aerial photographs, freight 
informatics data (from cameras, sensors & other automatic data capture devices). Others data concern 
the transport sector, as: good vehicle fleet licensing data, data on road accidents involving goods 
vehicles, employment surveys in freight transport and logistics industry, vehicle safety and 
maintenance. This list is very large and corresponds to exact motivation. Few of these approaches are 
able to reveal links between activity’s logistics and generation of UGM flows. The surveys able to do 
global diagnosis about urban logistics are costly 

We presented arguments about a partial knowledge (essentially limited to French surveys and 
modelling. The reason is we did not find papers or reports, which make a thorough description 
of relationship in data collection and models according to weighting of data and calibration of 
the equations of models. There are probably problems of confidentiality. 

Minutes from J. Munuzurri 
D. Patier presented “Urban goods data collection and modelling issues” 
3 questions were addressed, namely: 

�  What’s urban freight data collection for? To know the functioning or urban logistics, 
modelling and calibration. 

�  Which indicators for what objectives? Different objectives for decision makers, 
different units for different indicators. 

�  Can available data answer current needs?  Different types of data collection are useful 
for different types of concerns and different modelling applications. 

Several gaps in urban freight data collection were identified, like the observation of the supply 
chain as a whole, the trips carried out by consumers or the loading / unloading operations. 
As a conclusion, only a small part of the data collected helps to reveal links between logistic 
activities and the subsequent generation of flows, and the suitable surveys are too costly. 
 
S. Rommerskirchen, as the first expert of the session, stated that the data depends on the goals 
of modelling. There are three levels of modelling: 

�  Level 1 (Global modelling): understanding of freight transport demand, global policy 
options. Requires aggregated data with regard to spatial aspects and disaggregated 
data with respect to transport modes. 
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�  Level 2 (Interregional): infrastructure planning, modes and routes. Date required is 
O/D data and traffic counts. 

�  Level 3 (Local): Traffic flows and impacts, local policy measures. Data required: 
Local logistic concepts, transport chains, traffic counts by vehicle types. 

Therefore, Bestufs should provide a handbook about right databases for different modelling 
levels, and start pilot surveys accordingly. 
 
Y. Ranc, as the second expert, showed an example of data collection in Paris. This included 
two types of surveys: 

�  Opinion polls to shopkeepers: asking about frequency of deliveries, times of 
deliveries, usual site of delivery… 

�  Delivery surveys on the spot: in-depth surveys, addressing issues like the type of 
delivery, parking problems, type of commodity, handling method… 

 
S. Rommerskirchen - wondered whether data is transferable from one city to another 
J.L. Routhier Mentioned a French example with very similar patterns found in 

different cities. However, results for one part of a city may not be 
applicable to other parts of the same city. 

D. Patier Mentioned the difficulty to evaluate and compare the efficiency of 
experiences from different European towns, because they are using 
different sets of data. 

E. Taniguchi Commented that the problem in Japan is similar, with broad transport 
surveys every ten years, but mostly focused on passengers, the budget 
for freight is limited. Y Imanishi mentioned the difficulty of obtaining 
good modelling results from the data collection efforts, due to the 
complexity of freight vehicle movements 

H. Sonntag Stated the need for a standardisation of urban freight surveys. M. 
Browne indicated that both approaches, top-down (standardisation) and 
bottom-up (sharing experiences), can be taken in parallel.  

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

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

Rommerskirchen Stated the need to define what are really basic data and which data can 
be derived from other indicators. 

I. Williams Stated the need to define very clearly what is being measured. This is 
particularly relevant when comparing data from different sources. 

J. Monigl Differentiated between gathering data, not only for modelling, and 
monitoring. S. Rommerskirchen gave the example of the different 
meaning of “vehicle tons” in different European countries. 

J. Visser Commented that the only way to apply a model in different cities is to 
standardise surveys. Access to data and existence of local data on a 
national level, but without aggregating it to a national scope, are also 
very important issues. 

M. Browne Stressed the issue of the cost of surveys, and who should pay for them. 
J.L. Routhier described the French experience, with 50-50 participation 
of local and national funding. S. Rommerskirchen mentioned the 
involvement of the national authority in Switzerland, which then tries to 
involve local administrations. 
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L. Dablanc Described the first wave of surveys financed by research, while the 
second is funded by the government. J. Monigl stated the reduction of 
external costs as the main objective of urban freight modelling and data 
gathering. Therefore, the most interested stakeholder should be the city 
itself. Models should also focus on different categories of vehicles, as 
regulations are directed to them. 

 
S. Rommerskirchen 

Mentioned the financing of surveys with a percentage of road tolls 
collections.  
On the introduction of pilot surveys, the interest of urban freight 
surveys is on a European level. This would reduce the need for sample 
sizes in other urban areas.  

E. Taniguchi Regarding new technologies to gather data, mentioned the private 
gathering of data, which is then not available for research. Raw data can 
then be kept secret, but aggregate data should be made available. 

T. Haupt Mentioned the possibility to bring logistic advisors from operators into 
the decision making process. 

 
S. Rommerskirchen 

Showed the example of air companies, where data is gathered from 
company statistics, and wondered whether a similar approach can be 
applied in urban logistics. Still, the question of whom has what data 
needs to be considered. 

 
I. Williams 

Commented on the statistical treatment of data, which is the only 
purpose for which private data can be gathered. Cost information, even 
on an aggregate level, is not available. A benefit needs to be forwarded 
to the company if they are going to provide data. 

A. Guglielminetti Commented on the possibility to obtain aggregate data from operators, 
instead of detailed disaggregate data. However, the cost of elaborating 
the data is very high. S. Rommerskirchen pointed out the fact that the 
cost and the ease to obtain data depend also on the frequency with 
which data needs to be gathered. 

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

Issue 4. Integration: Integration of urban goods movement into the whole 
urban transport system, by Jean-Louis Routhier, LET, France 
Urban goods movement is a new and very specific component of the urban transport system. 
The reason is: 
- the wide variety of stakeholders, vehicles and organisations, 
- the necessity to abandon the isometry between goods origin-destination and vehicles 

origin-destination (diversity of trip chain pattern) 
- the converse causal relationship between urban goods movement and the other urban 

components (national freight traffic, individual traffic, purchase trips, land use and road 
use conflicts). 

It is the reason why it is very important to make sure the good integration of urban goods 
movement data collection and modelling approaches with their environment. 
In this paper, we intend to raise some issues relative to the integration of urban data collection 
and modelling tools but also the interactions between the different stakeholders involved in 
those actions. 

Urban goods and passengers data collection integration 
As purchase is the last link from production to consumer, it is important to make possible a 
simultaneous goods commercial transport and purchasing trips. As shown in the Issue n°3 of 
the 4th roundtable (methodology for data collection), several experts consider that urban goods 
data have to be collected by a very specific way: a establishment survey (to make possible the 
generation of vehicle flows) linked with a driver survey (to offer a description of the different 
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trip chain patterns according to the various types of generators). Carrying out such surveys 
puts the question of their integration into the current individual trips data collections.  
Individual trips are collected by the way of household surveys that are weighted on the place 
of residence. It is not possible to have an unbiased appraisal of the purchasing trips generation 
by the trade system. On the other hand, a survey realised on the purchasing trips at the place 
where they occur could make possible the understanding of the links between the shops 
logistic behaviour (upstream logistic chain) and the purchasing behaviour (downstream or last 
link to consumer). It is then possible to integrate home deliveries, emerging ways of delivery. 
In the same way, homework shuttles and business trips (except goods transport) may be a 
good addition in order to measure the whole traffic generated by economic activity. It is a way 
to attempt to get a comprehensive understanding of economic, logistic and behavioural 
characteristics of all the actors. 

Urban goods models and passenger models integration 
There are more and more opportunities to substitute purchasing trips for home deliveries 
through e-commerce. In order to measure the impact of the shift between purchase and home 
deliveries, integration of goods models and passengers models becomes a necessity. Urban 
Transport models on which we focus are policy-oriented models (data-adjusted model, oriented 
towards policy analysis) i.e. to explicitly simulate freight distribution within the urban areas for 
evaluation, control and design of urban freight transport system. It means that the study area where 
the data collection and modelling are carried out is generally the town and its suburbs. Current 
models on purchasing trips are considered as from a household point of view because they are 
calibrated on data collected from household surveys. It means that trips are observed 
considered and weighted from the place of residence. It was observed that the estimation of 
the trips generated at the shops place are biased, so that it is necessary to build a distribution 
model for the purchasing trips which is calibrated on the shops specificities. This approach 
was experimented in France. 
Another way could be to build a purchasing trips model calibrated on data coming from 
thorough surveys based on interviews of the customers when they leave the shops. They 
describe the amount of their purchase, the trip and the mode used (car, walk, bus,). If the 
sample is representative of the whole of the stores (small and large distribution, according to 
the location in urban area), it is possible to calibrate such a model. In that case integration of 
goods commercial models and goods individual trips models is easy because the statistical 
unit is in both cases the operation of pick-up of goods 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 goods transport models and current passenger 
traffic four step models (generation, modal choice, O/D distribution, and assignment). As 
urban goods transport models are not standard four step models, the integration of them in the 
global traffic models need some precautions: 
Space connection: the study area and the zoning of analysis for the data aggregation must be 
compatible (subset of each other). Especially, the network loading zones have to be also 
compatible).  
Time scales must also be compatible. The rhythm of delivering of an establishment is often 
the week or (less often) the month, with seasonal swings. In that case, surveys observe the 
logistic behaviour and policy oriented models describe the traffic for a week, or a current day. 
Traffic models are often calibrated on the peak hour (on morning or evening or both), because 
they use often Wardrop method or micro-simulation for traffic assignment. As peak hours of 
delivering and of individual traffic are not the same; this approach may be discussed.  

Need of traffic simulator? 
According to the reference paper of H. Sonntag, we can consider two main approaches for 
freight transport modelling, Operational Research (OR) models and statistical and 
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probabilistic models (SP). Both are considered as macro-economic models, in order to 
calculate the global impacts of UGM on congestion. 
Another approach is promising. It is micro-simulation modelling. The latter make possible to 
consider the behaviour of each establishment, include the interactions between the different 
freight agents (shippers, hauliers, and customers), micro-simulate the movement of shipments 
through the behaviour of each establishment. So, the description of the logistic practices of 
each agent may be simulated.  
Usually, traffic simulators take into account the behaviour of each goods vehicles in tours 
inside the whole traffic on a theoretical network. That way, it is possible to show the fine 
reality of the behaviour of each vehicle and of each generator of movements along the day. 
But, in order to implement it on the whole urban area, its needs a thorough knowledge of the 
behaviour of each type of agent (generators and transport operators), what is difficult and 
costly to gather in a comprehensive way. So, traffic simulators are used as a general rule in 
local or theoretical cases to simulate changes to improve the efficiency of the transport system 
(objectives for round optimisation, time and cost saving, energy consumption and local 
environment improvement) all things being equal. Macro models are efficient for the 
description of UGM traffic generation in the whole urban area. Micro-simulation makes 
possible to be closer to the reality of the behaviours of agents. Integration of macro UGM 
models and micro simulation models should be a promising and useful track for improvement 
of modelling. 

Land use and transport modelling 
The location of industry activity (especially shops and great distribution location, warehouses 
and platforms location) and household location (final consumers) are very important in the 
traffic generation. That is the reason why integration of land use models and goods traffic 
models is extremely important. The inertia of land use compared to the speed of changes of 
logistic and transport system limit the room for manoeuvre of transport policy measures. Land 
availability, land cost, population density, need of space for each activity type, are conditions 
for the possible changes of urban pattern. It is important to estimate the impacts of land use 
policy on the goods vehicle traffic and also car traffic for purchasing (length of trips, speed, 
and congestion). Urban goods Transport and land use models have to be integrated in order to 
make an efficient simulation of the future towards the sustainability of the city.  

Compatibility of optimisation of sustainability and optimisation of firm 
Is there a gap between the external effects of policy and the results of the firm’s micro-
economy optimisation? If a measure leads to time saving for the transport operators but also 
leads to more long trips, the environmental effect may become negative. In other words, can 
we consider a win-win strategy towards sustainable development? The simulation tools have 
to provide a large range of indicators which make possible the comparison of impacts of the 
various measures and scenarios (micro and macro-economy, social issues, environment). 

Need of case studies about modelling  
Too few put in practice of models => no comprehensive comparison and evaluation of models and 
results. In the third roundtable, we made the statement that there is a lack of case uses of UGM 
models, and also of results of surveys.  
The data collection methods are scarcely described; the results are often partial. The statistical 
unit, the scale of space and time of the indicators provided are different a case study one 
another. That is the reason why it is difficult to compare the different results.  
Nevertheless, it is possible to propose an outline of rules towards a harmonisation of the data 
collection: 
- in terms of method of data collection (which statistical units, which survey method for 

which objectives) 
- in terms of scale: what to include inside the town area? Which flows to take into account?  
- a list of indicators to estimate according to the objectives, 
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In order to evaluate UGM model, it is necessary to have a good description of the input data 
we need to feed and calibrate each model, to have a thorough description of the method for 
modelling and to know the conditions and the results of its implementation on one or several 
city (including comparison of the results of the model with actual situation). The comparison 
of models is difficult, because the different case uses are generally not similar: modelling 
methods are different, data are different, cities are different). Only an implementation of 
models in the same city may be a promising action to compare their efficiency, their 
measurability and their ability for prediction. 

Timing:  
Policy makers require short-term solutions but modelling takes time and is costly. More 
widely, there is a gap between the concerns of the decision-makers and the ability of the 
modellers to answer them. Data collection, implementation of the model, discussion about the 
objectives, and about the ability of the model to answer these objectives take time and often 
don’t fit into the schedule and the term of the proposal.  
Short-term solutions are sometimes opposite with long term effects. It is possible to change a 
local situation thanks to a new infrastructure or a new regulation, but it is difficult to estimate 
the impact of the latter on the whole land use and transport system. For example, in order to 
limit congestion of goods traffic, a new road infrastructure is efficient in the short term, but as 
it serves to a lot of road users, it improves the accessibility of the whole transport system and 
favour in the long term urban sprawl (involving traffic increase and congestion). Do the 
models integrate such contradictions? 
Part of answer of the issue of short term and long term 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-makers as black boxes, difficult to implement and 
which output is difficult to interpret or don’t fit the objectives. To propose a model of urban 
goods movement do not escape from this opinion. Some rules may make integration easier: 
- To integrate the objectives of users in the input and output of the model; 
- To describe the flows on a good scale, in the usual unit, with the usual segmentation of 

activity, vehicles, …); 
- Input data and output results have to be in accordance with the culture of the users, not in 

the modeller’s language. 
- To explain step by step the process of calculation for a better understanding of the way to 

obtain the results. 
- To integrate UGM models into the global urban traffic models (truck O/D matrix 

integrated in a traffic assignment model). 
- To make easy the simulation process, integrated into the decision making process. 
- To integrate the user’s constraints into the simulation process. 
Every issue presented above may become a topic of thought. Some of them could be gathered 
into two main topics: 
- Integration of UGM modelling into a global land use and transport interaction model 
- Integration of UGM into a process of simulation from the short term to the long term 

decision making towards sustainability.  
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Minutes from P.Guglielminetti 
Jean-Louis Routhier Summarises his report on the main open issues about integration of UGM into 

the whole urban transport system 

·  Integration of deliveries & trips for purchase in models: simultaneous 
description combining data from vehicle drivers and purchasers + 
combined modelling of shopping on one hand, and good vehicle 
deliveries on the other hand (considering appropriate space and time 
connection, e.g. the choice of the time period for the evaluation shall 
take into account the frequency of good supplies and the frequency of 
individual trips for shopping, the two types of movements having also 
different peak hours) 

·  Integration of freight deliveries & business trips in models: 
simultaneous description combining surveys on “mobile” employees’ 
behaviour 

·  Need of traffic simulations: useful but requiring detailed data on 
individual agent’s behaviour; the results shall be used to improve the 
global models 

·  Land use and transport modelling: freight movements are strongly 
linked to land use decisions (e.g. the latter influence the delivery trip 
distances), so UGM and land use models have to be integrated 
especially to evaluate sustainability issues  

·  Micro-economic and macro-economic optimisation: optimisation of 
individual firm’s logistics is not always compatible with the macro 
optimisation from a collective point of view 

·  Integration between users and modellers: it is advisable to use usual 
units, scale, languages and integrate UGM with global urban transport 
models to feed urban transport masterplans 

Heike Flämig ·  Integration with passengers models: double accounts shall be avoided 
(e.g. purchasing trips or business trips counted both in the UGM 
models and in the passenger models) 

·  Sustainability and individual firm optimisation: apart of the already 
mentioned modelling level (global, interregional, local) it is necessary 
to have a 4th modelling level at the level of an individual firm 

·  There is an increasing awareness about CO2 impacts of the supply 
chain for individual products, and such impacts are often measured by 
the companies, so that additional data will be available on 
sustainability 

Ian Williams ·  On the short term there is a competition between passenger ad freight 
for the same capacity, so they cannot be modelled separately 

·  Land use evolution is influenced not only by policy but also by market 
conditions (e.g. accessibility, cost of land) impacting on the decision-
making for activity location. Methodologies exist (e.g. input – output 
approach based on consumption patterns and related production and 
distribution system) even if they are not easy to be applied. 

·  The very start of a good movement is often outside the urban area. A 
long distance movement implies typically a vehicle of big size. HGV 
are environmentally more efficient than LGV. Interactions between 
supply chain structure; vehicle size and policies for UGM shall be 
integrated in a UGM modelling framework. 
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Michael Browne ·  It appears that all the proposed “integrations” are significant, but 
which one is the most important? 

·  How do we achieve a better integration? 

Janos Monigl ·  Integration of land use and transport is very important for planning. A 
difficult is that territorial planners are often not willing to integrate 
transport planners’ views as an input of their planning activity. 

·  Another problem is the different time scale for decision (real time 
decisions for route choice made by the driver, very long-term decision 
for land use). 

·  Passengers and freight shall be integrated in the assignment models. 

Thomas Haupt ·  Accessibility is essential for the functioning of economic activities, so 
theoretically the integration of UGM planning with land use planning 
should be done. 

·  Urban planners shall be more aware of UGM modelling. 

Ian Williams ·  UGT modelling can help decision-making about the feasibility of the 
activities location foreseen by urban planners 

Jesus Muñuzuri ·  First priority is the integration of freight with passenger’s models. 

·  Another issues is the integration between different freight models 

Heike Flämig ·  Urban planning shall consider the traffic generated by logistic nodes 
and big shopping centres. Nowadays in Germany the only verification 
is about the capacity of the access road to such nodes / centres. 

Bertram Meimbresse ·  There are different level of interaction between passengers and 
freight, such as 

o Harmonisation of data before calculation 

o Harmonisation of modelling framework (e.g. time period) 

Eiichi Taniguchi ·  For passengers modelling there is a lot of knowledge; the knowledge 
is instead poor for freight �  the integration is then dangerous  

Michael Browne ·  Integration or interaction between passengers and freight? 

Wanda Debauche ·  It depends on the problem. If it is congestion, integration is necessary 
since the two traffics use same capacity. In other cases, this is not 
necessary 

Janos Monigl ·  An area of interaction is the effects of e-commerce that can be 
measured use consumers’ theory, SP techniques etc. 

Christophe Ripert ·  It is not always to known in advance what kind of activities will be 
located in a given area, and calculate then the expected traffic 
impacts. 

Jean-Louis Routhier ·  Interaction between users and modellers is a matter of mutual 
language and mutual knowledge 

Thomas Haupt ·  Often the modeller and the user are the same person, because there is 
very poor knowledge / ability to use such models. Only a small 
percentage of PTV models’ users actually use freight models. 

Janos Monigl ·  When civil servants are not aware of the importance of using the right 
tools, they do not ask for them. 

Stephen 
Rommerskirchen 

·  Do not agree, lack of demand for UGT models is due to the poor 
quality of models we have. 
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Thomas Haupt ·  It is possible to make good UGT models but it is too costly. Surveys 
are complex to feed the models. 

·  Cheaper approach shall be found. 

 

Main issues 
A meeting, organised by LET, set up in Paris on the 29-30th of November 2007 in order to 
prepare the 4th round table. The tasks have been to identify main issues in urban freight 
transport knowledge and to define the themes of discussion for the fourth roundtable. The 
previous round table did not permit to know some indications 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 collection; 
·  A problem with: Who has to pay the collection? 
The difficulty lies in the complexity of urban logistics. Current data can’t explain the 
behaviour of a great number of economical actors. The data collected concern mostly long 
distance goods traffic, inter-regional traffic, large vehicles, third part transport.  
So, during the meeting, each country leader proposed a list of 10 main issues concerning the 
three fields of thought. A classification of the whole of issues has been realised, with 3 key 
words, regarding “general, policy or methodological framework”, (see table 6). 
 
In order to approach those issues we asked 3 questions: 
1. What’s UGM data collection for? 
2. Which indicators for which objectives? Which data help decision-makers for 

understanding urban logistics mechanisms for planning and regulation? 
3. Can available data answer the decision-makers and models needs? 
Thanks to this brainstorming, a complete typology of the main issues has been discussed in 
the 4th roundtable. 
The presentation of the issues has been according 3 levels: 
·  Definition 
·  Remain problems 
·  Recommendations 
Each issue has been scored decreasing from 10 to 1 according to the blockage importance. 
Calculation for a scoring of total issues equal to 100/ person has been realised. 
A table shows results in a classification of issues by addition of score (0 for non stated issues) 
and permits to establish a list of main issues which will be presented during the fourth round 
table in Rome. Five categories appeared. After breakdown of main issues, it appears 4 fields 
of issues: policy, methodology, data collection and integration. 
The synthesis regarding those categories: is presented on the next table. 
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Gather
Numero 
corellat

Types Key words Name of the issue

1 1 General
d.m. don't know which 
is the goal ?

The decision maker must know in advance which is the goal of their decision/choice, 
in order to start processing data collection.

1 1 General
Lack of knowledge of 
d.m. Lack of knowledge  of UGM by the decision makers

1 1 General
Lack of expertise of 
d.m. Lack of expertise  in administration

1 1 General Lack of competence Lack of competence  of local authorities

2 1 General data for modelling
Fundamental issue is to know in advance which kind of model is requested to 
determine data collection  (not vice versa)

4 1 General nature of the demand
A national  approach  and research is required to collect comparable data and 
decrease the costs

6 2 General
harmonisation of 
modelling

Need of harmonisation  : Competition between consulting, scientifics; Each promote 
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 
corellat

Types Key words Name of the issue

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.

18 1 interactions maturity of modelling
too few put in practice of mofdels => no comprehensive comparison and evaluation of 
models and results 

21 1 interactions
micro-macro 
simulation

Two complementary approaches : macro  (contrib. to urban congestion)-micro 
(description of logistic practices)  simulation

interactions

Gather
Numero 
corellat

Types Key words Name of the issue

1 1 Methodo lack of interest of d.m.
survey focus : should the survey focus on vehicles or load units ? (interest of decision 
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

3 2 Methodo
land use and 
environment Lack of modelling on new land use  => traffic generation => air quality

3 2 Methodo
routing and 
environment Lack of modelling on environmental zoning  => vehicle routing

4 2 Methodo nature of the demand
Modelling should be introduced with a push  approach instead of waiting for the 
demand (pull)

5 2 Methodo modelling of efficiency
Data coll : Need to discover the efficiency  of urban freight operations (load factor, 
deliveries per trips)

5 3 Methodo
economy and 
modelling Need models and data collection about loading and unloading activity

6 2 Methodo
harmonisation of 
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

12 2 Methodo changes in logistics
It is hard to integrate the logistic  chains  in models due to the fast changes of the 
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   

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

 
Thursday and Friday’s discussion permitted to discuss the recommendations and to reveal the 
main statements: 
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Main statements 
Statement 1: Specific urban data do not exist in most of European cities. 
Statement 2: Local authorities consider UGM data collection too expansive regarding their 
usefulness. 
Statement 3: Local authorities don’t realise the benefits they could have in the understanding 
of the complexity of UGM and in decision making. 
Statement 4: There are 2 types of models: academics and models proved by application. 
Each participant has in turn said numerous recommendations. Secondly, all together decided 
to classify according to the level of decision as following: 

Discussion of recommendations  
Those recommendations were siscussed on Thursday evening and Friday morning. They are 
adressed towards cities and European Commission about the 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 common data focusing on unvarying 

data. 
-  Integrate purchases flows in the urban goods transport simulation models. This kind 

of flow is very important because it accounts for 50 % of urban goods flows and 
constitutes a link between passenger’s flows and goods movements. 

- Prepare a technical guidebook presenting a descriptive comparison of the existing 
models. The objectives of this guide would be to help city technician in charge of 
mobility and transport to choose the model most adapted to their needs. This guide 
could also propose suggest a harmonisation of data collection 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 perspectives and recommendations 
Framework for our discussion this morning: 

- New perspectives: new trends (society, technical) 
- Recommendations 

In my opinion, society is changing, with corporate social responsibility. Many companies 
involved in environmental reporting. They look at their processes, management to improve 
their environmental and safety results. Another issue is health and traceability, which are 
becoming more and more important. We have to trace commodities! Legal issues get more 
important. Another issue is the rise of megacities. Asia, Africa... so many people are coming 
to city centres. It makes it even more difficult to harmonise passenger and freight transport. 
Logistics have to manage this situation – Data collection and modelling have to follow this 
evolution. Another trend is that value of time is increasing for people, also for freight. Just in 
time is globalizing. Reliability is an extremely important issue. Connectivity also.  
 
On the technical side, I see RFID (already implemented – see Coca-Cola bottles: RFID could 
be installed on all bottles), but the problem is cost! The second tech issue is “two way 
communication”, and new type of data. We, therefore, need new models, as multi-agent 
models.We also need new organisations (in between private companies and public authorities, 
PPP), new methods of evaluation (standardised methods for evaluating policies). 
The problem is: how can we validate the models?  
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Please tell me if you have other ideas. I heard Bestufs is continuing next year, well I hope it 
is. Modellers, model-users, business, public authorities: we have to give recommendations to 
all those. 
A. Bonnafous Could you give info on your multi-agent approach?  

I don’t know any programme about specific problem of urban freight? 
Monigl Janos Who take a decision in logistics chain? 

Freight transport is private activities - It differs from common transport 
(passengers) which is public activities 

E. Taniguchi Agent perceives the environment and agent makes the decision. It has 
to be an interaction with environment.  

A. Bonnafous There are a lot of programs for multi-agent modelling. Mobility, 
location. But on UGM, I don’t know of a specific program. What do 
you have in mind? 

E. Taniguchi It is a new area. Some literature has already been published though. 
J. Monigl We have to push the urban freight from a non-organised form to an 

organised form. Let’s make a comparison with public transport. It is an 
organised form of the movement of people! Let’s do the same with city 
logistics. To minimise external and internal cost of transport. 

E. Taniguchi We had a long discussion on subsidies for freight. Not easy to compare 
passenger and freight in this regard. People see freight as a totally 
private issue. They accept subsidies for passenger, not for freight.  
J.MONIGL: if the subsidy makes environmental results, why not?  

M. Browne The pb is we don’t place so much value on externalities! The actual 
value of that is not so precious for us. In the UK it stopped a lot of 
consolidation activities. People say: OK we reduce km, but so what? 
Introduce more organisations in the urban logistics chain  
Reduction of CO2 and other pollutants are very difficult to evaluate  
More and more companies evaluate the CO2 and pollutant emissions 
We did mention corporate social responsibility yesterday. It is 
interesting. If more and more companies do it, there WILL be more 
information somewhere; But how will we get the data? Companies 
never want to discuss the cost of things.  

L. Dablanc At least, this would attract software manufacturers into designing 
innovative tools to assess transport impacts, tools that could be of use 
(directly or indirectly) to public authorities. 

I. Williams : We could also imagine making it easier for companies to provide a 
standardised information, they would be more willing to give their data 
if it were in a framework. One of the biggest difficulties is to provide 
good data - For this it is useful to produce a technical guide for 
harmonising the collection methodology and type of data. 

J. Visser: I know some examples of companies giving data. They use data in 
classical ways. But very keen on working with us. Citybox was new 
idea, and they were ready to give their data to be involved in the 
project. Another example, too, in the 1990s. When they need you, they 
give support. 

B. Meimbresse Examples for traceability. Food traceability. We established a small 
project with forwarders. All collected in the database. IT system. The 
forwarder was happy because he had a complete overview of the chain; 
He also gave us the data for other research.  

E. Taniguchi Reliability is most logistic managers put emphasis on this, especially on 
transport systems. Modelling should incorporate reliability. 
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M. Browne: I was at a conference in London 3 weeks ago about congestion charge. 
Car use fell and then gone up a little bit. The question was to freight 
operators: why are they so negative whereas they benefit from traffic 
reduction. They answer: yes it is quicker, but what could they do with 
these saved minutes?! So what I am saying is that of course the value of 
time is important, but it is not so easy to model! People perceive it very 
differently from what appears to be the obvious way. 

B. Khan We are trying to collect the data about freight journey time and value. 
Stated preference. How can we model that properly? 

E. Taniguchi Additional benefit. Including reliability. Very ambitious. Cost benefit 
analysis first step, then another model for forecasting improvement 
(individual, specified area). 

M. Browne The pb with freight is that it is not just a movement time, it is also time 
to find a space, to load/unload. Complicated links. Reliability would 
also be to encourage operators to give data so that we measure better 
gains in reliability and time. To evaluate the cost you have to use 
several indicators like movement, traffic speed and other indicators 

B. Meimbresse Administration/business companies. Forwarders told us reliability is 
when I am forced to buy a new truck or hire a new person. The rest is 
not interesting. What is critical is “jump” situations.  

E.Taniguchi  There are different values for each commodity 
I. Williams Each company has their own routes and specificities. That makes it 

difficult to measure and aggregate data.  
B. Meimbresse Multi-agent model is the right field for public authorities’ models. 

TANI we need more data on value time. Hard to get data. Sometimes 
we use stated preferences. Speed. It is a very interesting area for 
research (value time data). Route choice model highly depends on time 
value. We need distribution, different values. 

I. Williams Yes, it is context specific. Last year we did a project. Some of them had 
a strict time window. If not met, they had to do it again. Time is highly 
valued in this case! If they get earlier, time saved is worth nothing. You 
need sophisticated methodology to measure all that! 

M. Browne You put megacity on the list. Yesterday we were too abstract regarding 
types of cities. Some cities have population falling actually, some 
increasing. Modelling requirements would be very different I guess 
between small and big cities, historical and modern cities, etc. We have 
to be more sensitive to this.  

E. Taniguchi At least for megacity, there may be need for specific model.  
Visser Johan 
 

A very big city like Mexico City is concern by all part of the logistics 
chain with: stock, production, transport, delivery, consumption and 
reverse logistics.  
Whereas a smaller city will be concern only by the question of the 
deliveries. 

B. Meimbresse Medium size cities we talked to a few years ago: they said “I know my 
city, I don’t need data”. But in large cities, administrations don’t know 
what is going on in their city. My guess is that over 1.5 million 
inhabitants you need a model to calculate traffic. In Rhur area, a lot of 
medium to large cities, it is a kind of low-density conurbation, we don’t 
know well all the interactions, and it is extremely complex.  

J. Visser Same in Randstad.  E. TANIGUCHI we need new ideas for supporting 
policies in these areas.  
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E. Taniguchi Health care money is increasing. We’ll have to provide goods and 
services for these people. We have to decrease the costs, for example 
with optimisation. Our country is ageing. Problems for supplying 
services and goods for people who live alone, without families.  

M. Browne Air quality issue. In London, LEZ is a large area. They had to make a 
lot of modelling for air quality standards. The level of this modelling 
was not very high. Assuming a lot of things about traffic, average age 
of vehicles, very basic. Results were satisfactory to them after several 
rounds, and they launched it... I heard the noise was an important issue 
to. Opportunities to develop techniques maybe. For example in London 
there are the Freight Quality Partnerships (FQP). These partnerships are 
involved in the hot spots discussion to find new and better solutions for 
loading and unloading. This public and private co-operation could help 
to improve the present situation. In the UK in London we have a lot of 
potential info from cameras. Number plate recognition system. A lot of 
cameras to cover all vehicles. Not really used very much. Data 
protection rules.  

Monigl Janos  
 

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

I. Williams Quite frustrating, data is there, potentially connected to many things, 
but rules are very rigid. People protecting them are very conservative. 
Some years back I could collect information, even too much info! Then 
one pb happened, and everything stopped. Another point: I am afraid 
that with the introduction of so many “intelligent” data collection in 
cities (from GPS or plate-camera enforcement systems) giving a lot of 
spatial information but little about qualitative data (types of goods), we 
may lose valuable information. What we used to do before, with “dumb 
data” (little samples of truck carriers being interviewed) was valuable 
even though not very representative. Government may do even less, 
now, on financing these traditional surveys, because of the existence of 
“intelligent” data. But we still need all this dumb data. We need to 
combine both sources of data in the most clever manner. Will we be 
able to do that? 

E. Taniguchi Managing enormous amounts of data (coming from these intelligent 
systems) may constitute a difficulty.  

J. Visser We can use data in the Netherlands. MV CORAZZA Italian cities do 
have camera reading plates, but not specific for freight.  

W. Debauche Only in tunnels we have cameras for security reasons.  
B. Meimbresse Infrared detectors in Germany– national regulation prevents camera 

reading. DB has installed GPS on many of their rolling stocks. I can 
share the data but you have to pay for this... DB going private. We 
should have in mind to look add our approaches to their approaches and 
see what we can do together. 

E. Taniguchi What about new models, multi-agent models, etc? What about public 
private mix of managing urban freight systems?  

M. Browne It can mean a lot of different things. Potentially helpful to set up freight 
quality partnerships. Companies are OK to give info on where they 
load/unload, because they know these areas could be better organised, 
and that you may need models for that.  

E. Taniguchi Private models for optimisation. Public models for passenger 
behaviour. What about behaviour of companies, shippers, consumers? 
We need behavioural models for freight transport. It may be a good 
time to do that.   
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I. Williams Yes in principle, but not so easy! Only a national research body may be 
able to do that kind of things. It is very difficult to mobilise other funds 
that public and research to build an urban goods model. The financial 
commitment from private enterprise is very rare 

J. Visser In general in the private and public deal, we are always in the win /win 
and give / give situation. I agree but with PPP you may deal with 
private companies on the level of free movements. Companies willing 
to do something, we are talking about deals. Outcome of a deal.  

B. Meimbresse I don’t think we need so much new model in the mathematical sense. 
We need more exchange between what stakeholders already have. New 
optimisation techniques from operators should be included in the public 
models for example. In exchange, transport operators may need data on 
traffic, to integrate it into my own optimisation model. Well this is the 
idealistic view. But it is important to improve the existing models. 

A.Bonnafous In my country there is a pb with the quality and practice of evaluation 
of local administrations. At a national level, evaluation is OK when big 
projects of investment are concerned. At local levels, there are some 
weaknesses in evaluation. I suspect it is a very important pb for cities 
with a strong freight oriented policy. We do not have all the tools. If a 
city decides to change regulations for deliveries in the centre (forbidden 
during peak hours for example) we have to design a tool to simulate the 
consequence on traffic and congestion. We have to give elements of 
assessment. We can say something about advantages, but we don’t have 
element about costs. Lack of specific chapter in the standard method of 
assessment on the costs for actors. The risk is to do a mistake. Maybe a 
huge benefit, but with a hidden cost 3 times higher. 
The local politicians have to know the consequences of their decisions 
on the transport and economic systems. This local evaluation stays 
difficult because of: 

- the local politician’s disposal a short time 
- the big pressure from local business actors 

E. Taniguchi This is a very good point. One example: a new enforcement policy in 
Osaka made huge additional costs for deliveries. Big complains from 
companies. Before putting the new system, they should have done an 
assessment about potential impacts. 

Y. Imanishi Private costs Vs public costs. Social costs may have decrease 
substantially, even though private costs may have increased. 

I. Williams In passenger modelling, tools are not perfect but quite accepted. In 
freight, travel times, savings, etc. are not so easily accepted uniformly. 
Very controversial per se!  

B. Meimbresse  
 

We have to integrate more and more logistics aspects in the model used 
by local collectivises. For this reason we have to collect more data for 
implement a new model and it is very expensive. 

W. Debauche Lack of evaluation also comes from the fact that if you have a good 
evaluation tool, policy-makers can see their freedom to decide quite 
limited! They would have to better justify what they are doing! Some 
tools exist, but sometimes they remain reluctant to use them, because of 
what evaluation methods may reveal!  

I. Wiliams In the UK, if transport policy is involved, cost benefit is required, if it is 
a land use policy: not required! 

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