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Glossary of Terms

ABS Anti-lock Braking System

AlS Agricultural Institute of Slovenia

ADAS Advanced Driver Assistance systems

AENOR Associ_ation francaise de normalisation (Frenchonati standardisatio

authority)

AKS Automatic Kick-down system

ARS System

ASC Automatic Stability Centre

ASM Azienda Servizi per la Mobilita (Mobility serviceg&ncy)
ASR Anti-slip Regulation

AVL Automatic Vehicle Detection

BAU Business as usual

BRT Bus Rapid Transit

CAC CIVITAS Advisory Committee

CIVITAS Clty—VITA lity—Sustainability

CO Carbon monoxide

CNG Compressed natural gas

CR Coordinator responsible

DKV Debrecen Transport Company

DM Dissemination manager

gansport-on- Demand Responsive Transport

emand

EGNOS EuropeanGeostationaryNavigationOverlay Service
ELG Evaluation liaison group

EM Evaluation manager
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ESP Electronic Stability Program
GNSS Global Navigation Satellite System, also called NBVVAR system
GPS Global Positioning System
GUARD
HQB High Quality bus corridor
IAR Interim activity report
ID Partner identification Digit
IP Implementation plan
IPR Internal progress report
IPT Internal transferability potential
ITS Intelligent transport systems
K&R Kiss and ride
LDM Local dissemination manager
LEM Local evaluation manager
LPG Liquid petroleum gas
LTZ Limited transport zone
MOBILIS Mobility initiatives for local integration and sashability
MoU Memorandum of understanding
NGV Natural gas vehicle
OBD On-board diagnostic
PAC Civitas policy advisory
PAR Periodic activity report
PDM Project dissemination manager
PEM Project evaluation manager
PM Project manager
PMB Project management board
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POLIS

P&R Park and ride

PT Public transport

PSG Project steering group

REC CEE Regional environmental centre for central and ea$ferope
R+R Ride and ride

RTD Research and technical development
SDM Site dissemination manager

SM Site manager

SME Small and medium enterprises

SMS Sustainable mobility system

TC Technical coordinator

TCG Technical coordination group

TERM Transport & environment reporting mechanism
™ Technical manager

TO Technical officer

TVM Ticket vending machine

ubDC Urban distribution centre

WD Working document

WP Work package

W&R Walk & ride

EXECUTIVE SUMMARY

One of the key objectives of the CIVITAS Initiative to encourage cities across Europe to adopt
measures, which will result in cleaner and betngport.

Within CIVITAS Il (2005-2009) , 17 cities are clesed in four demonstration projects.
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In MOBILIS project, the cities of Toulouse (Franc&ebrecen (Hungary), Ljubljana (Slovenia),
Venice (ltaly) and Odense (Denmark), and their niagal mobility stakeholders agreed to create a
new culture for clean urban mobility in the widesntext of sustainable development, ensuring
involvement of all relevant stakeholders and pgoditon of citizens. A set of common overall
objectives has been agreed upon that has guidedtalities throughout the project implementation -
from initial planning to the final exploitation ofesults.The MOBILIS project particularly
endeavoured to demonstrate the added value of apmgl and implementing broad integrated
packages of policies and measures.

The five cities implemented forty-nine measuresrasing each CIVITAS policy fields (development
of energy efficient clean vehicles and relatedasfiructure, management strategies to protect the
quality of life in city centre or sensitive zonedgvelopment of integrated pricing in favour of
multimodal journeys, improvement of public trangpguality, promotion of new approaches of car
use, experiment of new concepts for good delivay implementation of telematic tools to improve
transport management and related information sysjem

The common project objectives were:

1. Foster a transition process towards the broad esof alternative fuels and clean energy
efficient vehicles

2. Promote modal shift away from the use of the mot car towards sustainable transport
modes

Improve the quality and fair share of public sp&e

Create transport minimizing urban structures

Foster safety, security, social inclusion and edy in urban mobility
Reduce noise and improve air quality in urban agas

Support economic development and competitiveness

© N o g > W

Advance efficient planning, management and impfaentation processes and coordination
between mobility stakeholders at different administative levels

9. Increase patrticipation of citizens and civil sdety in environment- and mobility-related
decision making

10. Raise awareness for sustainable mobility and pmote behavioural change

11. Improve innovation and creativity capacities ofocal mobility stakeholders

Evaluation concepts in MOBILIS were consistent withe GUARD approach. Evaluation
methodology and tasks have been detailed in theuai@n plan (D.3.1); it concerned process and
impact evaluation, including gender issue aspects.

The evaluation tasks involved site evaluation mamagand measure leaders at city level and
evaluation project managers at project level.

The project has provided assessments of the inttmuof a variety of innovative measures and has
also highlighted some of the implementation diffims and unexpected results that have been
achieved for some measures.

The evaluation of the measure implementation pdess provided useful insights into the
formulation for policy recommendations. In partenylit has helped to identify typical patterns of
barriers and drivers that characterise clean upmdinies. Moreover, the correlation between basrier
and drivers patterns at work package level, in nitda local and institutional contexts provided
complementary information.
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The most important findings concern the relevanteanticular barriers and drivers for measure
implementation processes. The following barrieviricategories appear as particularly important:

e« Main barriers: lack of political support, legistai and regulation, technical and
economical planning,

These barriers were or should have been ident#iddcal level and described potential risks
and contingencies in their measure descriptions.

e« Main drivers: political commitment, partnership amder involvement, user needs
assessment, appropriate communications activities

The weight of these identified barriers and driweasy with the policy field concerned.

The evaluation conducted at measure, city and \wadkage level has revealed that most horizontal
and thematic goals have been reached.

The implementation of the 49 measures has reatigeiditial common project objectives:

alternative fuels and clean energy-efficient vedschre operating and partners have improved
their knowledge on their benefits and constraiRtsther development and increased impacts
are already expected.

An other approach of car owning and car use, primmadf public transport and cycling,
improvement of sustainable mode offer and of thalitjuand efficiency of PT services have
contributed to encourage modal shift towards pullansport and sustainable transport
modes.

Limited access management initiatives have improvedquality and fair share of public
space or will do it after MOBILIS time.

Create transport minimising urban structures

New infrastructures and equipments for soft moded public transports, accessibility
improvement for disabled people have fostered pafacurity, social inclusion and thus,
improved equity in urban mobility

Restricted access to city centre, creation of envirental areas, increase use of environment
friendly transport modes and new waterbuses heipedduce noise and improve air quality
in urban areas. Their impacts will be going onretfte project.

Implementation of parking and freight delivery mgement policy, limited city centre access
and commuter mobility plans support economic dguakent and competitiveness.

Participative working groups and necessary idewifon of users or citzens’needs have
advanced efficient planning, management and imphaten processes and coordination
between mobility stakeholders at different admiaiste levels. The culture acquired will

benefit to develop further mobility developmentservices.

Involvement of citizens and association in workgrgups or demonstrations have increased
participation of citizens and civil society in eraiiment- and mobility-related decision
making

Marketing and information campaigns have raisedremess for sustainable mobility and
promoted behavioural change

Development of telematic and intermodal systemsifngsoved the innovation and creativity
capacities of local mobility stakeholders.
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Due to the short time of the project and sometirteesodifications of the city context, precise fésu
of the impacts on transport, energy, environmermt society have been difficult to quantify. The
evaluation indicates sometimes expected resuli{gad¢ts of some will only appear in next years.

The evaluation process has stressed the importdracéull and continued assessment of the majority
of the demonstrations implemented.

One of the main feedbacks of the cities is thatsuealifetime will go beyond MOBILIS and it will
therefore be interesting to have further evaluaiiofew years. It is recommended that data colbecti
and analysis is continued over the lifetime of mafthe measures to identify the sustained effetts
the measure and to identify whether the measucensinuing to meet its objectives and/or identify
areas/opportunities for improvement in the future.

The evaluation of the MOBILIS project provides infation on the results that can be achieved when
implementing integrated packages of sustainablarutbansport measures and recommendations to
implement similar measures.
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CiViTAS ‘ GUARD ‘ [ R Page 11



Project Final Evaluation Report —

1 INTRODUCTION

1.1 Background

This chapter describes the project context.

With the CIVITAS Programmes, the EC aims to makeeaisive breakthrough by supporting and
evaluating some ambitious integrated sustainabdarutransport strategies that should make a real
difference for the welfare of European citizens.

CIVITAS I, which is the second step of CIVITAS,dindes four demonstration projects, in which 17
cities are involved. They are:

Demonstration City leader City partners®
project
CARAVEL Genova (ltaly) Burgos (Spain), Krakow (Potj,

Stuttgart (Germany)

MOBILIS Toulouse (France) Debrecen (Hungary), Ljabha
(Slovenia), Odense (Denmark),
Venice (ltaly).

SMILE Malmo (Sweden) Norwich (UK), Tallinn (Estopjg
Potenza (ltaly), Suceava (Romanig)

SUCCESS La Rochelle (France) Preston (UK), Plo{&imania)

One of the key objectives of the CIVITAS Initiative to encourage cities across Europe to adopt
measures, which will result in cleaner and bettndport. So, transferability evaluation contrilsutie

the transfer decision because it allows a prelimimdentification of the prospective difficultieand
improves European knowledge of common featuregddfetences.

In CIVITAS I, the cities, projects and CIVITAS-GURD were all involved in the transferability
assessment.

1.1.1 MOBILIS

In 2004, the cities of Toulouse (France), Debrg¢timgary), Ljubljana (Slovenia), Venice (ltaly) and
Odense (Denmark), and their main local mobilitksteolders agreed to create a new culture for clean

Y In many cases the city leader or the city partaeespart of agglomerations. For instance, in MABJlsome
of the measures concern Blagnac, a neighbouring,tomother cities of the SICOVAL or CAGT city gros!
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urban mobility in the wider context of sustainatkvelopment, ensuring involvement of all relevant
stakeholders and participation of citizens. Theyehforged a European partnership for implementing
‘Mobility Initiatives for Local Sustainability ' —the MOBILIS project.

MOBILIS aimed to implement radical strategies ftaan urban transport in all five cities, building o
a broad range of policies and instruments. Theeptaontained a total of 49 measures integrated int
a detailed four-year (2005-2009) work programmes Blddressed all eight CIVITAS policy fields.

The most outstanding planned activities have fatwse

« Demonstrating the large-scale application of adéwe fuels as bio diesel, biogas, compressed
natural gas (CNG) and liquid petroleum gas (LPG)iurs or boat fleets, optimising bio-fuel
production and operation and developing effectreentwork conditions for a broad deployment
of alternative fuel supply and usage;

« Widening experiences with EGNOS/GALILEO serviced amplement ITS applications for
improving traffic conditions and public transpogrégces;

« Managing the accessibility of sensitive areas tghomnovative zoning approaches: access control
areas, environmental zones, new parking scheme$-quality corridors, as well as traffic
control, enforcement and public space redesign;

» Demonstrating two new approaches to clean urbarsticg; implement one new freight
distribution centre operated with clean vehicles;

* Ensuring social inclusion by enhancing the accéggil{physical, psychological, economic,
informational) of mobility services;

e Substantially enhancing public transport qualityd antegration with other transport modes
(private car, bicycle) through innovative plannangd service development;

« Providing new targeted mobility services that cleadgminant concepts of vehicle ownership and
use (car-pooling services, car-sharing servicesiliyocard schemes);

* Promoting sustainable mobility, modal shift to watk cycling and public transport and
behavioural change through targeted and persondietinag, service development, information
dissemination, education and training; and finally

« Contributing to Europe-wide evaluation and dissetion of the results to be put forward through
the CIVITAS initiative.

The MOBILIS project particularly endeavoured to aersirate the added value of developing and
implementing broad integrated packages of polieie$d measures. The exchange of experiences and
good practices between the partners therefore glayerucial role. Moreover, specific coordination
activities have been focusing on the promotion iateyration of the following five key topics across
all sites and measures:

« Social inclusion and equity in mobility;

* Transition strategies towards alternative fuel padihn and use;
« Planning and organising mobility at urban arealleve

¢ Understanding and changing mobility behaviour;

» Costs and benefits of using new technologies mspart.
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MOBILIS aimed to bring about positive change in gha@nning culture and mobility patterns of all the
five partner cities, but also to provide conclusi@bout the transferability of practices to othdyan
communities across Europe.

1.2 The Project Consortium Cities

The cities of Toulouse (France), Debrecen (Hungasjupljana (Slovenia), Venice (ltaly) and Odense
(Denmark) have formed a strong partnership witthtéyel political commitment to respond to the
future challenges in urban transport and mobilityulouse, Debrecen, Odense and Venice have been
committed to working together as equal partnerdjenljubljana has been eager to contribute as a
‘follower city', especially to innovations in altettive fuel production, supply and use, as well as
through innovative soft measures. The partnerstip been characterised by an equal and bi-
directional mutual exchange of knowledge, know-hdessons of practical experiences, and
particularly the real exchange and transfer of uations.

ODENSE

DEBRECEN

\\ LJUBLJANA

: VENICE
TOULOUSE

Although different in size, history and geographacation, all five cities are well known for

spearheading innovative transport and energy palian their countries with their common
commitment to sustainable urban development. Ascaypexamples of medium-sized cities, they
represent regional centres playing an importamt irothe development of their hinterlands.
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The MOBILIS cities are well represented in natioaad European networks promoting sustainable
mobility solutions. The co-ordinating city - Touki- is a frontrunner in terms of innovative trarsp
solutions in France. Toulouse has considerable resquees in high-profile national and European
RTD projects, especially concerning intelligentnsport systems, and the future European geo-
positioning system Galileo has been developed th&sea member of the POLIS management
committee, Toulouse actively promotes its expegenddely at the European level. Debrecen and
Ljubljana have sound experience with European-parisrelated projects and are also part of
transport-related networks in their regions. Ine@04, Ljubljana has even received the annual
European Mobility Award. Venice has been activelgveloping innovative mobility policies,
challenged by its particular urban form. The c#yalso involved in a broad range of European RTD
projects and promotes sustainable urban developimesgveral international city networks. Odense
has a long tradition in planning for cyclists andavative approaches to stakeholder involvement and
citizen participation. It also plays an active parseveral European RTD projects and city netwatks
national and European level.

Most of all, the five cities have relevant expedenin developing clean vehicle fleets, together
covering the main fuel alternatives of compressatinal gas (CNG), bio-diesel, bio-gas and liquid
petroleum gas (LPG) for boats. They also shararamn interest in agricultural waste products as an
important local energy source. Debrecen, especialla pioneer in biogas production from organic
waste. This broad coverage and specific expertzse formed the basis for focusing on transition
scenarios towards the sustainable production, gupp use of alternative fuels.

A common tradition of the cities is the commitmenit their mayors to not only fully back the
implementation of innovative projects but also $e their national popularity to put results on dewi
agenda. This high-level political commitment in eities has been expressed through the active
participation of key politicians in the MOBILIS Rext Steering Group (PSG).

The MOBILIS project consortium has consisted obi@ltof 33 contractual partners. Tisséo-SMTC —
the transport authority of the Toulouse urban ated-the consortium, which included public and
private organisations from the five partner ci(f€sulouse, Debrecen, Ljubljana, Venice and Odense),
as well as one private partner from Belgium andfoom Germany.

The local consortia have been local government rtieyeats with clear competence in public and
private transport, as well as other sectoral pegdiciTogether with the help of the MOBILIS project
office; they were able to implement the ambitioudhgigned packages of measures.

The main changes in consortium structure durind@BILIS Project were the following:
Toulouse

During the contract signature phase, the Publimgpart Authority management structure (Tisséo-
SMTC, coordinator) went through many changes, whithoduced, then withdrew, one partner
(CONNEX). Moreover, the SME group (CECILE), speisiaig in satellite navigation applications,
became a new partner with the CIVITAS MOBILIS conison and has taken over substantial parts of
the activities carried out in measure 12.1 (amemdmalidated in December 2006). In March 2008,
less than one year before the end of MOBILIS, a oigyvcouncil has been elected. This change also
affected Greater Toulouse Authority and the putshosport authority Tisséo-SMTC.

Venice

In April 2005, shortly after the start of MOBILI&, new city council was elected. The newly elected
Lord Mayor started a re-organisation process, whiels affected the city council and various
organisations and agencies of semi-public or pulilieracter. These changes have been limited but,
since they concerned some of the Venice MOBILISsootium partners, they affected a lot of
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measures, sometimes requiring a slight redraftirtherelated budget or slightly delaying the sadle
implementation. In most cases, the staff in chavfeghe measure was kept on with the new
organisation, so continuity has been ensured.

All administrative changes were finalised aroune thidway point, so Venice has been able to start
the 29 half of MOBILIS with quite a stable partnership.

Ljubljana

In 2005, the new owner of Teol d.d. (SAVA d.d.) ided to carry out some of the tasks initially in
charge of Teol d.d for the implementation and lesgale deployment of bio-diesel and CNG fleets.
SAVA therefore joined the MOBILIS consortium (amemeht validated in December 2006). Finally,
SAVA and TEOL have withdrawn from the MOBILIS projeand been replaced by PINUS TKI.

The final consortium has been composed of the eartuoted in the table 1 below.

Table 1: MOBILIS participants

Participant Participan | Participant name Participant short Country
Role* Number name
CcO 1 Syndicat Mixte des Transports en Commun dg  Tisséo-SMTC France

I'agglomération toulousaine / Public transport
authority of Toulouse conurbation

CR 2 Communauté d’Agglomération du Grand CAGT France
Toulouse / Great Toulouse community

CR 3 Communauté d’Agglomération de Toulouse Sud- SICOVAL France
Est

CR 4 Ville de Toulouse,/city of Toulouse Toulouse arae

CR 5 Ville de Blagnac : City of Blagnac Blagnac France

CcR* 13 CoennexToulouse Connex France

CR 7 Gaz de France GDF France

CR 8 Centre d’Etudes Techniques de 'Equipement lu CETE/ZELT France
Sud-Ouest

CR 9 Agence d’Urbanisme et d’Aménagement du AUAT France
Territoire Toulouse Aire Urbaine

CR 10 Municipality of Debrecen, City of County Rank, Debrecen Hungary
Mayor's Office

CR 11 DKV Debrecen Transport Company — urban DKV Hungary
trolley buses, tramway and parking system
operation

CR 12 Hajdu Volan Transportation Inc. — regional and Hajdu Volan Hungary
urban buses services, CNG operation

CR 13 Magyar Kézut Kht. Hajda-Bihar Megyei Terllefi MK KHT Hungary
lgazgatésaga: Hajdu-Bihar County State Road
Maintenance Company — road traffic
management and control

CR 14 University of Debrecen, Centre of Agricultural UoD Hungary
Sciences, Faculty of Agricultural Economics and
Rural Development

CR 15 MESTNA ORINA LJUBLJANA — City of Ljubljana Slovenia
Ljubljana

CR 16 Janvo podjetje Ljubljanski potniSki promet.d.o LPP Slovenia

— Urban bus network operator

02 April 2009

CiViTAS ‘ GUARD ‘ [ R Page 16



Project Final Evaluation Report —

Participant Participan | Participant name Participant short Country
Role* Number name
production
CR 18 University of Maribor, Faculty of Mechanical FME Slovenia
Engineering, Institute of energy, process and
environmental engineering — bio-diesel
production
CR 19 Agricultural Institute of Slovenia AlS Slovean
CR 20 Regional Environmental Centre for Central ang REC CEE Slovenia
Eastern Europe
CR 21 Comune di Venezia - City of Venice Venice Italy
CR 22 ACTV S.p.A. ACTV Italy
CR 23 Azienda Servizi Mobilita S.P.A. ASM Italy
CRx 24 VESTA-S-p-A-\enezia-Servizi-Territorali VESTA Haly
Ambientali
CR 25 Agire — Agenzia Veneziana per 'Energia Agire Italy
CR* 26 Commissario-Delegato-dal- Governo-per il CDG-TALV Haly
TFraffico-Acqueo-nella-Laguna-di-Venezia
CR 27 Forma Urbis S.a. S Forma Urbis Italy
CR 28 City of Odense Odense Denmark
CR 29 MOBIEL21 MOBIEL21 Belgium
CR 30 Rupprecht Consult — Forschung & Beratung RC Germany
GmbH
CR* 31 SAVA SAVA Slevenia
CR 32 CECILE CECILE France
CR 33 PINUS PINUS Slovenia
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1.3 The Project Objectives

This chapter describes the objectives of MOBILI& imeasurable and verifiakitam.

The Project objectivespresent the aspirations of MOBILIS at the strategid common level, i.e.
the project level. A set of common overall objeesivhas been agreed upon that has guided all
activities throughout the project implementatiofrom initial planning to the final exploitation of
results.

The major operational project goaepresent the aspirations of MOBILIS at the levelhaf project’s
work packages and measures;

The Key Project Targetsepresent the tangible and verifiable outcomes shateasure aimed to
achieve.

1.3.1 General objectives

The following objectives were agreed upon by MOBldonsortium for guiding activities throughout
the project duration:

* Foster a transition process towards the broad usef @lternative fuels and clean energy-
efficient vehicles

* Promote modal shift away from the use of the motocar towards sustainable transport
modes

* Improve the quality and fair share of public space

¢ Create transport minimising urban structures

« Foster safety, security, social inclusion and equitin urban mobility
¢ Reduce noise and improve air quality in urban areas

e Support economic development and competitiveness

« Advance efficient planning, management and implemeéation processes and
coordination between mobility stakeholders at diffeent administrative levels

« Increase participation of citizens and civil socigt in environment- and mobility-related
decision making

« Raise awareness for sustainable mobility and prometbehavioural change

» Improve the innovation and creativity capacities oflocal mobility stakeholders

The eight technical work packages (WP5-12) providesmmon framework for MOBILIS measures
based on the use of similar policy approaches astruments and a basis for cross-project
cooperation on the CIVITAS level. Their relation the project objectives is illustrated in the
following table:
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Table 2: Overview of MOBILIS objectives and relaticn to Work Packages

MOBILIS Objectives

Work Package Related to MOBILIS Objectives

Foster a transition process towards the broad usefo WP 5  Clean vehicles and alternative fuels

alternative fuels and clean energy-efficient vehielk
WP 6  Access management
WP 8  Stimulation of public transport modes
WP 10 New concepts for goods distribution
WP 11 Innovative soft measures

Promote modal shift away from the use of the motocar WP 6  Access management

towards sustainable transport modes " .
WP 7  Integrated pricing strategies
WP 8  Stimulation of public transport modes
WP9 New forms of vehicle use and ownership
WP 11 Innovative soft measures
WP 12 Telematics

Improve the quality and fair share of public space WP 6  Access management
WP 7 Integrated pricing strategies
WP 8  Stimulation of public transport modes
WP 11 Innovative soft measures

Create transport minimising urban structures WP 6  Access management
WP 11 Innovative soft measures

Foster safety, security, social inclusion and equjtin WP 7 Integrated pricing strategies

urban mobility - - -
WP 8  Stimulation of public transport modes
WP 11 Innovative soft measures
WP 12 Telematics

Reduce noise and improve air quality in urban areas WP 6  Access management
WP 8  Stimulation of public transport modes
WP9 New forms of vehicle use and ownership
WP 10 New concepts for goods distribution
WP 11 Innovative soft measures

Support economic development and competitiveness WP9 New forms of vehicle use and ownership
WP 10 New concepts for goods distribution
WP 12 Telematics

Advance efficient planning, management and

implementation processes and coordination between

mobility stakeholders at different administrative levels

Increase participation of citizens and civil societ in

environment- and mobility-related decision making All work packages

Raise awareness for sustainable mobility and promet

behavioural change

Improve the innovation and creativity capacities oflocal

mobility stakeholders
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1.3.2 Major operational goals

Horizontal goals

The following table provides an overview of the jprt-specificgoals identified for each horizontal
work package.

Table 3: Major operational goals by horizontal Work Package

Major operational project goals by horizontal work package

WP1: Project Management

Ensure smooth high-quality project delivery witltire stipulated timeframe;

Manage resources in a professional and transpasnt

Support partners in the day-to-day technical a$ agefinancial and administrative management;

Foster a cooperative working relationship amongrgas;

Create and maintain partnerships with and betwdeglalant actors at the local, national and Euaoplevels;

Enable and facilitate information exchange betwadé(internal and external) project stakeholdersiel as with GUARD
and other CIVITAS projects;

Regularly report project progress to the Europeami@izsion;

Follow strict internal monitoring arrangements fechnical as well as “horizontal” aspects, i.e. aggment-, integration-,
evaluation-, and dissemination-related project respo

Ensure professional evaluation, disseminationpitngi exploitation and integration;
Contribute to increasing the European Added Valuh@froject;

Integrate political decision-makers of the five MQEB cities to evaluate the progress of the progect to provide strateg
guidance to the consortium; and

Facilitate a spirit of integrity, equity and fais®at project level.

[¢]

WP2: Integration and technical coordination

Accomplish technical coordination between sites @msure well-informed decision making;

Increase the overall level of integration, fostgraynergies and avoiding conflicts between polioiesasures — at site-levdl
also beyond MOBILIS;

Ensure an efficient and effective implementationgess focused on target achievement;
Secure the integration of gender equity issuessaath policies and measures;

Prepare sound contingencies for managing poteantihlactual risks; and

Develop policy recommendations for all public auitydevels to enhance the implementation of intégd clean urban
transport strategies.

WP3: Evaluation

Evaluate the impacts of measures and complemesgssyof measures by use of common indicators, rdsthod tools
Cooperate actively on CIVITAS level evaluation adies (GUARD and other CIVITAS Projects)
Identify potentials for transfer of measures.

WP4: Dissemination, training and exploitation

Ensure effective dissemination of MOBILIS outcomed &aise awareness about sustainable mobility kecdhative energ
use on the local, national and European level

Establish an intense process of experience exchamtfee MOBILIS and European level

Coordinate MOBILIS-level training activities amongojact cities and provide in-depth, hands-on trajniar transpor
professionals

Promote exploitation of innovative technologiessteyns, services and policies, as developed inrthjeqt on the
MOBILIS and European level in coordination with GUBR
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Thematic goals

The following table provides an overview of the jpat-specificgoals identified for each technical
work package.

Table 4: Major operational project goals by WP / Pdicy Field

Major operational project goals by WP/Policy Field

WP5: Clean vehicles and alternative fuels

Develop transition strategies towards the sustdénatoduction, supply and use of alternative faeld clean vehicles,
tailored to local conditions

Substantially increase the current use of cleaicies) alternative fuels and emission reductiohmetogies in municipal
fleets

Stimulate the demand for clean vehicles and alten&uels among mobility service operators andgie car owners
Build up local capacities by working with alternatifuel technologies

WP6: Access management

Create and enlarge access-controlled and "cleari aoeas

Reduce car and boat traffic in inner urban areamdnyaging parking space availability and costs
Provide incentives for the use of clean vehiclas$ @ternative fuels

Improve the acceptance of access restriction gslifcir sensitive areas

WP7: Integrated pricing strategies

Achieve full integration of tariff and ticketing stems between PT services, but also for car pawdksretorway use

Make PT services more attractive and enhance nstifaby integrating other services and using etett tools (e-purse,
service cards)

Use transport service contracts as a tool for twimtiprovements and targeted service developmerggecific user groupy
Promote P&R infrastructures and intermodal travgltimd reduce car traffic in the city centre

WP8: Stimulation of collective transport modes

Improve the overall availability, quality, accesbt and attractiveness of PT services

Remove barriers for using PT through comprehensigessibility strategies and targeted service imgmmnts
Enhance the intermodal connectivity of PT services

Improve security in PT for all user groups

Increase the PT services integration through erdthocoperation, coordination and participationlanping

WP9: New forms of vehicle use and ownership

Reduce the number of car trips and increase th@geerehicle occupancy

Enlarge service offers for car sharing based otasable marketing strategies

Improve the integration between carpooling and &Vises

Provide new car-pooling services for specific thgreups

Limit the circulation of high-polluting cars by priding tailored mobility service alternatives

WP10: New concepts for the distribution of goods

Rationalise urban logistics and goods distributieducing empty carriages and vehicle emissiongagaiby in sensitive
areas

Promote clean vehicles for urban logistics and gatelivery services
Reduce congestion, traffic disruption and incideatssed by goods distribution
Enhance participation and cooperation of all stal@grs in urban goods distribution
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Major operational project goals by WP/Policy Field

WP11: Innovative soft measures

Raise overall awareness and create commitment apitirens and local stakeholders for sustainableilitghncluding
alternative fuel use and clean vehicles

Establish a new "mobility culture" in all partneéties based on policy integration, stakeholder atiaon and participator
planning

Achieve behavioural change through targeted semixketing, information dissemination and coopgeathobility
planning

Introduce innovative planning approaches for adsdingsmobility and urban development in an integtatay

Enhance the use of alternative modes to the prostend improve the safety of and integration ketwwalking, cycling
and PT

Build sustainable mobility into school education

WP12: Telematics

Validate the feasibility of the use of GNSS systéBEGNOS & Galileo) in support of the exploitatiohsurface public
transport

Use ITS for PT quality improvements (fleet managetmgriority scheme) and traffic control
Provide real-time and reliable traveller informatigervices for PT and road traffic
Support decision making and policy integration

1.3.3 Key project targets

The MOBILIS project has demonstrated a number nbuative measures pursuing each of the major
operational project goals and evaluated their impEwe verifiable results and outcomes are desdribe
in detail in each of the measure evaluation reshudets in Annex A. These targets are three-fold and
can be categorised as:

» physical implementations (for example number of CiN(Ses);

» impacts on environment, mobility, energy etc. (h&adts following the CIVITAS core
indicators)

» impacts on MOBILIS policy themes (such as socialugsion, mobility behaviour, urban
planning etc.)

The following table summarises the MOBILIS key jtargets (not exhaustive).

Table 5: Key project targets by WP / Policy field

Key project targets by WP/Policy Field

WP5: Clean vehicles and alternative fuels

100% clean PT bus fleet (Toulouse)
Develop the CNG offer for private use (Toulouse)
10 LPG demonstration pilot boats circulating in agoon (Venice)

Clear steps forward following MOBILIS; the marketdyuand the Local Action Plan will permit future ééepment of the
use of LPG beyond the MOBILIS project in a very efiige and practical way: political commitment tdget with technica
and econamic feasihilitv (\/enic
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Key project targets by WP/Policy Field

and economic feasibility (Venice)
A reduction in emissions from the ACTV bus fleetiire with the following data (Venice)

CO (g/km) HC (g/km) Nox (g/km) PM10 (g/km
Bus Euro 1 (1193 - | 6.82 0.84 17.6 0.79
1996)
CNG bus 3.3 0.73 1.32 0.022
Reduction in 51.6 13 7.5 97.2
pollutant emissions
(%)

WP6: Access management

Reduce by around 2,000 the number of parking spades extended city centre (Toulouse)

Increase by around 10 km/h the average commenggaspeed (from 13 to 23 km/h) (Toulouse)
Increase in patronage of High Quality Corridor Bag4d by 50 — 70% (Toulouse)

Decrease the transit traffic in the city centre3B$6 using access limitation and P+R promotion (Dedore

Increase the number of cars using the interchaagparks and decrease the number of cars searhipgrking in the
central area of the city (Venice)

Increase the proportion of coaches with class Bvrexhaust emission standards accessing Venicei¢ggen
Reduce by 10% the number of cars entering the giB008 (Venice)

Increase by 10% cyclists and pedestrians on selectges (Odense)

Reduce car speed by 25% (Odense)

Reduce transit traffic through housing areas by 20%ense)

Increase number of walking residents on selectegtsstretches by 25% (Odense)

WP7: Integrated pricing strategies

Develop integrated PT fares (Toulouse)

WP8: Stimulation of collective transport modes

Reduce bus route times — target average minus 5%ugenute (Odense)

Increase number of combined bus/cycle trips — targ5% (Odense)

Extent of use of new mobility card - target 100%wgth in car club memberships (Odense)

Extent of use of new SMS service for public tranmspeers — target 10,000 users per year (Odense)

WP9: New forms of vehicle use and ownership

Reduce individual trips in the conurbation by mdrant 1,000 by developing carpooling (Toulouse)
50% rate of alternative fuel among car sharingasleki(Venice)

Eliminate at least 200,000 person kilometres withaars (Odense)

Number of bus trips — target 25% of trips previgusbde by car by target group (Odense)
Number of cycle trips carried out — target 40%adélk trips made by target group (Odense)

WP10: New concepts for the distribution of goods

Define a new organisation for freight delivery (ath@ associated exploitation scheme) and the usdeah
vehicles

WP11: Innovative soft measures
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Key project targets by WP/Policy Field

Increase the number of total trips in the mainlanzdie by bicycle by about 10% by the end of 2006@nti8% by the end
of 2008 compared with the original 7% (Venice)

Reduce use of motor cars — target minus 10% (Odense)

Increase shared car trips - + 5% (Odense)

Increase number of bicycle trips - + 20% (Odense)

Increase number of bus trips - +10% (Odense)

Increase number of bicycle trips on new connecsipnfarget + 15% (Odense)
Increase number of pedestrian trips on new coromgs) — target + 10% (Odense)
Increase number of bus trips to Odense Harbourgetta 10% (Odense)

WP12: Telematics

MOBILIS to become the leading European project priamgoEGNOS/GALILEO (Toulouse)

1.4 Overview of the Measures

The general activities that the partners have wakien in each of the eight CIVITAS policy fieldear
listed in the table n°® 6 below. The detailed dgdmns of the measures can be found in the result
evaluation sheet of each measure (Annex A)
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Table 6: list of the MOBILS measures

WP(5 Clean vehicles and alternative fuels Tisséo-SMTC
Measure [5.1.T Large scale operation of clean bus fleets in Toul ~ ouse and preparation of sustainable Tisséo-SMTC
supply structures and solutions for alternative fue Is
Measure |[5.2.T Solutions for alternative fuels in Toulouse and ¢ omplementary measures to achieve a Tisséo-SMTC
100%clean fleet
Measure |5.3.D Operation of bio-fuel and CNG vehicles and framew  ork conditions for alternative fuel use UoD
in Debrecen
Measure |5.4.L Implementation and large-scale deployment of bio-  diesel and CNG fleets in Ljubljana LPP
Measure |5.5.V Deployment of CNG buses and LPG boats in Venice ACTV/AGIRE
WP|6 Access management Debrecen
Measure [6.1.T Definition and implementation of a new parking ma nagement policy in Toulouse Toulouse
Measure [6.2.T Public space redesign in Toulouse Toulouse
Measure [6.3.T Implementation of the Urban Mobility Plan in the Blagnac Area Blagnac
Measure [6.4.T High-quality bus corridors in Toulouse and develo pment of PT segregated and secured Tisséo-SMTC
lanes in the city centre
Measure |6.5.D Access and parking management for the Debrecenci  ty centre Debrecen
Measure |6.6.D Accessibility scheme for the conference center an d pedestrian zone in Debrecen Debrecen
Measure |6.7.V Parking management strategies for Mestre (Venice mainland) Venice
Measure |6.8.V Access management for the city centre in Venice ASM
Measure |[6.9.V Electronic control of the Mestre restricted acces s Zone (Venice mainland) Venice
Measure |6.10.0 Implementation of environmental zones in Odense Odense
Measure 6.11.V Access and traffic managementin the Grand Canal through ARGOS Venice
WP|7 Integrated pricing strategies Tisséo-SMTC
Measure |7.1.T Innovative multimodal PT contracts, services and electronic ticketing in Toulouse Tisséo-SMTC
WP |8 Stimulation of collective transport modes Tisséo-SMTC
Measure (8.1.T Establishing quality and structure of PT services in Toulouse Tisséo-SMTC
Measure (8.2.T Development of proximity services at important pa ssenger transport hubs Tisséo-SMTC
Measure |8.3.T Improving the accessibility of PT services in Tou louse Tisséo-SMTC
Measure (8.4.T Integration of the demand responsive transport as a complementary service to PT in Tisséo-SMTC
Toulouse
Measure (8.5.D Safety and security training for public transport drivers in Debrecen Hajdu Volan
Measure |8.6.V Introduction of low impact, access-for-all waterb uses in Venice ACTV
Measure [8.7.0 Integration and quality improvements of sustainab le modes in Odense Odense
WP|9 New forms of vehicle use and ownership Tisséo-SMTC
Measure (9.1.T Promotion of car-pooling and integration with PT services in Toulouse SIVOVAL
Measure (9.2.T Implementation of a new car-sharing service linke  dto PT services in Toulouse Tisséo-SMTC
Measure (9.3.D Car-pooling service for students in Debrecen Debrecen
Measure (9.4.V Expansion and diversification of the car-sharing scheme in Venice ASM
Measure [9.5.0 Creating alternative mobility options for owners of old cars in Odense Odense
WP |10 New concepts for the distribution of goods Venice
Measure (10.1.T Clean urban logistics and goods distribution plat form in Toulouse Toulouse
Measure (10.2.V Clean urban logistics in Venice Venice / Forma Urbis
WP |11 Innovative soft measures Odense
Measure (11.1.T Awareness raising campaign for changing mobility behaviour in Toulouse Tisséo-SMTC
Measure (11.2.T Promotion of bicycle use and integration with PT services in Toulouse CAGT
Measure (11.3.T Set-up of a mobility agency and customised servic es in Toulouse Tisséo-SMTC
Measure (11.4.T Commuter and school mobility plans in Toulouse Tisséo-SMTC
Measure [11.5.D Sustainable city-traffic development plan in Debr ecen Debrecen
Measure [11.6.D Integrated and extended cycling network in Debrec  en Debrecen
Measure (11.7.L Participatory planning and promotion of sustainab le mobility in Ljubljana with emphasis Ljubljana
on safe and increased bicycle use
Measure (11.8.L Set-up of information points on clean vehicles an d alternative fuels in Ljubljana Ljubljana
Measure (11.9.V Promoting safe and increased bicycle use in Venic e Venice
Measure (11.10.0 Interactive traffic training for children in Oden se Odense
Measure (11.11.0 Personal transport choice marketing in Odense Odense
Measure |11.12.0 Mobility management service for Odense Harbour Odense
WP |12 Telematics CAGT
Measure (12.1.T Demonstration of EGNOS/Galileo services use fort  he PT control and information system CAGT
in Toulouse
Measure (12.2.T Implementation of bus priority scheme in Toulouse Toulouse
Measure (12.3.T Development of an integrated multimodal traveller information system in Toulouse Tisséo-SMTC
Measure (12.4.D Tramway priority scheme and real-time passengeri  nformation system in Debrecen DKV
Measure (12.5.V Satellite Control (GPS-GPRS) for water PT service s in Venice ACTV/ City of Venice
Measure (12.6.V Management decision support system for water born e traffic in Venice City of Venice / Forma
Urbis
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1.5 Structure of this report

This document is divided into four main chapters:

Chapter 2 provides the concepts used in MOBILIS for the satbn and transferability tasks
at the level of a measure or a set of measures. difapter is general; it explains how the
MOBILIS partners have committed themselves to ngdhe WP Evaluation (WP3). General
willingness was to be very close to GUARD recomnagiwhs; the slightly different
approaches are explicitly designed. This chaptetuites three main items: a/lmpact
Evaluation, including functionality evaluation an@cceptability, b/Socio-Economic
Evaluation (CBA), c/ gender issue, d/ process ataln and e/transferability approach.

Chapter 3 provides a summary of the evaluation performed @BVLIS, for each city, each
Work package and each measure. The evaluatiortsesel presented measure by measure in
annex A.

Chapter 4 provides at city level an overview of the impactuks obtained by the combined
implementation of the different measures in refatio the initial objectives and targets, the
lessons learned and recommendations that can fee don

Chapter 5 provides a cross-site evaluation overview of thpdct results obtained by Work
Packages in relation to the initial objectives tardets and the lessons learned.

Chapter 6 provides the transferability analysis of successfahsures or combined measures.
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2 APPROACH TO EVALUATION IN MOBILIS

The site evaluation managers have performed thHeagi@n at measure and city level according to the
MOBILIS evaluation plan (deliverable D3.1)

2.1 Evaluation Framework

Evaluation concepts in MOBILIS were consistent witte GUARD approach, as described in
document D.2.JFramework for Evaluation8" February 2006. They have been developed in the
evaluation plan D.3.1 V8.

In MOBILIS, for each measure, the evaluation taBkge depended on the nature of the measure.
They are as follow:

» Evaluation of the functionalities.

» Evaluation of the technical impacts (also callegat Evaluation in the text).
» Evaluation of the acceptability.

» Cost-Benefits evaluation data.

« Process Evaluatién

» Gender issue

2.2 Evaluation of the functionalities

This topic had been distinguished from the Impadal&ation. Its aim was ndb assess whether the
measure provides benefits in terms of travel caomst information, etc. but only to know to what
extent the material or the system used is consigtigim the specifications of its development.

Evaluation of the functionalities should only befpemed for materials or systems that are innoeativ
or used for the first time in the city concerned

Its methodology consists in checking a list of t@chl functionalities that are generally well defth

2 The measures, which have not given positive resuttwhose lessons learned through their intradnateed
to be noted have been the object of an in-deptbgsevaluation.

On the opposite, the measures considered as “sfatdsy the cities where they have been impleméntéh a
clear evidence of positive change and possiblettyansferred in a quite similar context, regardimgrelative
weight of the different initial context elements/aébeen the object of a transferability study
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2.3 Impact Evaluation

2.3.1 Impact Evaluation objective

Impact Evaluation has been one of the main taskgl©BILIS. The aim has been to evaluate the
benefits (or losses) generated by the measurendisated above, the Impact Evaluation had to be
conducted with systerfisr materials whose functionalities are correcégigned.

2.3.2 Methodology and Scenarios

The method proposed to the MOBILIS partners wasdhagpontwelve questionsthat the evaluator
should ask in order to draw up the Evaluation Rlaghthen evaluate the measure.

These questions were the basis for preparing théugtion Plan. They all should have been taken into
account. Feedback might be needed between theatliffquestions as indicated in the figure below.

% In this chapter the word "System" is used fokaltls of material, sets of materials or procedurssd in a
MOBILIS measure.
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Figure 1: impact evaluation methodology sheme

What is the system to be tested

~J

What is the test field?

What are the expected impactg

What are the indicators?

What kind of comparison ?

What kind of measurement tot
?

What sample size has to bg
used ?

D

consider?

What are the blocks of contexi

Is it necessary to accept
corrections in the
measurements?

What are the blocks of contex
consider?

v

Planning and organisational issues

v

Self-assessment
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The purpose of these questions was to define:

the system to be testedn some cases it was important to know exactly vhatarea of
evaluation was, for instance when a system inclgdedral sub-systems.

the test field: in MOBILIS, the tests were generally field trials, in realfica€onditions.
Consequently, the test field was part of the céys(reet, a set of streets or roads, a
corridor, a district, etc.)

the tested impacts: MOBILIS has used the classification of impacts sgd by
GUARD". However, some GUARD impacts were not relevantM@®BILIS measures,
and others had to be added because of particubalgons that are of interest to MOBILIS
partners.

The list of MOBILIS impacts based upon the GUARRsHlification is given in § 2.3.3:

the relevant indicators: The set of indicators is based on the indicatoopgsed by
GUARD. Indicators are precised in § 2.3.3 below.

The kind of comparison: Many results are based upon a comparison. In gerbea
comparison includethree steps:

1/ A “before” situation, called Baseline Situatiori in the GUARD evaluation results
template. For the indicator concerned, this is thkie at a particular date before the
implementation of the MOBILIS measure

2/ An “After Situation” obtained, for the same indicator, after the impdatation of the
MOBILIS measure. However, in many cases, the vafuéis indicator, , does not depend
solely on the MOBILIS measure, but also on othecuwhstances beyond MOBILIS
control. This is why the following third step iseaded.

3/ A virtual situation that would have been thaiaiion of the indicator at the same date
as the "After Situation”, but with the hypothesfsnon-implementation of the MOBILIS
measure. This situation, calleBusiness-as-Usual Scenarian the measure evaluation
results sheets (Annex A), describes the situati@mhudon without implementation of the
MOBILIS measure, but with implementation of all tlther measures that are not
included in MOBILIS.

This virtual situation could not be directly mea=dirbut had to be approximated.

The real MOBILIS benefit is the difference, for thadicator concerned, between the
After Situation and the Business-as-Usual Scenasddjustrated in the figure n°2 below.

* See GUARD Repoib2.1 Framework for Evaluatiotthe version used is version 3 Bebruary 2006).
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Indicator value (for instance Bdsavel time on a particular road)

Business-as-Usual /

Scenario

MOBILIS Benefit

After
Situatior

Q

Baseline Time
Situation

Figure 2: definition of the measure implementatiorresult

« the measurement toolsthis question depended on the indicator concermedoa the
local tools available. It had been clarified at libeal level.

« Sample Size to useThe MOBILIS partners adopted the method clearlycdbed in the
GUARD document already quoted

« the blocks of context to consider: They depends on the kind of analysis to do, but the
evaluator had to examine this question becausartheer might have a great influence
on the result.

- If it was necessary to accept corrections in the rasurements: For several reasons,
some measurements may appear as not realistid amndht be necessary to apply some
rules in order to treat these aberrant values.

« the Evaluation planning: The planning schedule was detailed in the Evalod®ian.

- The practical and organizational points: This step includes all the contacts to be taken,
training and/or information of the people involviedthe evaluation tasks; preparation of
the material needed for the measurements, permssaigeded, etc.

« The evaluation self-Assessment aimeith have a look at the probable reliability of the
measurement

® See GUARD RepoiD2.1 Framework for Evaluatigrchapter 3.6.2 Surveys and Data Collection, p&ge 2
® A Block of Contextis the variables or set of variables of the canfexwhich we assume that the mean value
can be calculated.
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2.3.3 Impacts, Indicators and Data collection

GUARD had proposed twenty-nine core indicators, éaav, the following statemenhad been
agreed:

“The common indicators should reflect the consersmimeved within all the cities, and should
therefore ideally be collected by all CIVITAS dti¢lowever, this does not mean that all cities will
use all the common indicators for their evaluatidhe indicators that need to be used will depend on
the set of measures being implemented. The widgingmature of the measures will make some
indicators irrelevant for certain cities, whereas bther cases some indicators may be hard to
measurg and “it must be noted that further changes may be resmgsin the light of on-going
discussion with the projects and cities, so thedisndicators will be updated as necessary”

MOBILIS adopted slightly different indicators givemannex A-O.

2.4 CBA Evaluation

In CIVITAS I, the analysis theory had been desetilin D 2.1: Framework for evaluation. CBA had
to focus on a sub-set of the main quantitativecatdirs and impacts identified in D 2.1

The key indicators include measures of changes in:
ecapital costs,
 operating and maintenance costs,

« transport demand (measured in terms of final datfpassenger kms, freight tonne kms) or
intermediate outputs (vehicle km),

« transport costs (fares for public transport, ofegacosts and parking costs for private
transport),

« transport journey times (including out of vehitilae, in-vehicle time and delay time),
* vehicle emissions,

« transport related accidents.

It was suggested that five agent groups be coresid@ransport operators, authorities, users of the
measure, other transport users and householdsjhabhdhe required impact data be shift between
these groups.

It was agreed that the experts from the Univeditgouthampton (TRB) would carry out the CBA, on
the basis of the impacts provided by the citielse additional efforts required on the part of the
projects/cities have been minimal.

At the beginning of 2008, the projects/cities wersponsible for determining the measures or set of
measures that could be examined in a CBA analgsid, for providing the dateon the expected
benefits in terms of physical impacts (time saveduction of pollutants, energy saved, etc.).

" See GUARD RepoiD2.1 Framework for Evaluatigrpage 23.

8 Instead of applying their national rules and mdthoconcerning the benefits (in terms of monég cities
should apply the common rules which had been defiyeGUARD/-TRG.
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2.4.1 CBA in MOBILIS

Choosing the measures

During a technical meeting at the end of Febru®382the MOBILIS evaluation team determined the
list of measures proposed to GUARD to be examinetthé scope of the CBA exercise, together with
the city managers and evaluation leaders. The mmgt¢ation level of the measure, and therefore the
expected available data, determined this choiGe. mBasures were selected, five WP 5 measures and
one in WP 9.

Data production

The cities provided the available data, on thedaiirs adopted by MOBILIS as explained above for
each selected measure and limited interactionslaaw &RG to understand/interpret the outputs as
appropriate.

Data reporting

The MOBILIS technical group agreed to report theACt#ata, accompanied by some explanation in
order to ensure and simplify the analysis by GUARDthe evaluation results sheets, or in an annex
of it. So the management of the data collection been the same that this of the result evaluation
sheets, as described in § 2.7: result templates.

2.5 Gender issue approach

It is recognised that the implementation of innaxatmeasures can only be successful if the neatls an
expectations of both men and women are equallectdtl in the planning, decision making and
realisation of interventions. Particularly in thartsport sector, either women’s needs and requiresme
have been neglected or planning was done in a gétidd way. Failing to take gender concerns into
consideration often resulted in the transport migj@aving less of an impact.

For the MOBILIS project, the partners looked irtte gender aspect from two angles:

- as part of the wider dimension of social inclusiavhich also takes the need of
disadvantaged groups into consideration; this lees laddressed by the MOBILIS policy
theme on social inclusion;

« by looking at gender equity aspects when implemgntiobility projects;
The methodology is detailed in the gender issperteOnly the main principles are summarised here.

To conduct the gender issue evaluation, all CIVITSOBILIS measures have been screened using
the ‘Gender Impact Assessment’ -tool. This ‘Genldgpact Assessment’ is a tool that involves an
assessment of policies and practices to see whiinewill affect women and men differently, with a
view to adapting these policies/practices to make shat any discriminatory effects are eliminated
(Crawley & O’Meara, 2004). Crawley and O’Meara deped a four-step Gender Impact Assessment
tool, which is a set of four questions regardingdgr differences that should be answered in relatio
to any action/measure implemented

STEP 1 What do we know to be the different experiens#isiations and roles of men and women,
which might impact on how they get involved in/aféected by this action? Use statistics and data
when available.
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STEP 2 What are the implications of these for the achemg assessed?

STEP 3 a) Given these implications, what do we needdomten pursuing this action to promote
equality of opportunity for men and women?

b) If any of the implications identified above amacro issues’ what can you do within the
scope of your job to progress action in this area?

STEP 4 a) What indicators will you use to measure sue¢es. what will you measure?)

b) What are your targets (i.e. how much do you iamntelation to each of these indicators?

2.5.1 Gender screening of the measures in CIVITAS MBILIS cities

The gender screening of the measures took intouatcsteps 1 and 2 of the Gender Impact
Assessment (Crawley & O’Meara, 2004).

Steps 3 and 4 of the Gender Impact Assessmentidereconsidered in the next fases of development
and implementation of the gender audits.

2.6 Process Evaluation

2.6.1 Introduction
In general, two levels of risks were differentiated! addressed within MOBILIS:

¢ Risks to measure implementation and success;
* Project management-related risks.

For the first level, all local project partners hatkentified and described potential risks and
contingencies in their measure descriptions ugieddllowing risk types for categorisation:

e Technical risk (T) — e.g. due to failure or low feemance of (immature) technologies,
technical systems or methodologies, incompatibditbetween systems, safety hazards of
particular technologies;

e Financial risk (F) — e.g. related to delayed paysdémm third parties (cash flow), substantial
cost increases for major components, parallel invests and budget modifications;

e Organisational risk (O) - e.g. dependency on a lsirgupplier, dependency between
implementation steps and stages, coordination lextwproject and other measures,
availability of management skills and capacity;

« Political risk (P) — e.g. cooperating agencies gorerned by opposite political parties,
politicization of measure topics, existing resis&ior lobbying against measures;

« Institutional risk (I) — e.g. related to the resturing or privatisation of organisations, project
tasks beyond usual practices or competencies, sitaongmposition of boards or committees;

« Legal Risks (L) — e.g. due to conflicts of interbstween actors, legal gaps or uncertainties;
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» Spatial Risks (S) — e.g. related to the physic&rference between measures and urban
structures (infrastructures, operation area).

The objectives of the Process Evaluation in CIVITA8re: “to obtain new findings about success
factors and strategies for overcoming possibleidrarduring the implementation phase of CIVITAS
Il measures by a cross-site analysis” and “recondatons for other European cities”.

The European Commission statédat there are two levels of process evaluatiothé CIVITAS
initiative: at the level of GUARD and at the levef the city consortiums, e.g. the MOBILIS
consortium.

The MOBILIS project translated the objectives af rocess Evaluation into the following outcomes:
* development of learning practices for practitioners
« development of tools for practitioners;
e inputin policy recommendations for local and Ewap decision makers;
* input in any exercise of transferability, trainiagd/or policy integration.

In terms of theory, the MOBILIS consortium has elgsfollowed the hypotheses presented by the
GUARD consortium. In addition, by taking into acotuts local needs and the objectives of

CIVITAS GUARD, “the MOBILIS consortium intended tincrease the focus of the process

evaluation on the so-called “complex stories of stmints and success factors” and “soft

information”. Besides identifying successful stgaés, constraints and critical success factors, the
MOBILIS consortium has also tried, where possildeidentify and measure the impact of a certain
implementation approach on the outcome of the nreatiits attempts to understand the “full story”

of the measure implementation processes, the domsofreed up a considerable amount of its

resources for technical workshops, site visitsiardepth interviews.

2.6.2 Methodology: Objectives of the Process Evaltian and theoretical frame

The nature of the CIVITAS programme imposed a nundbeconstraints on the implementation of a
thorough process evaluation. The following charssties of the MOBILIS project complicated the
task of process evaluation:

» large difference between context characteristich®CIVITAS MOBILIS Cities
e large number of measures;

* large difference between measures;

« large difference in terms of ambitions of the measu

« large differences between direct objectives of tiheasures, even if the measures of the
different MOBILIS cities seemed equal;

° (Meeting EC/GUARD/CIVITAS Il projects, Brusselselfruary 2006)
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To assess the effectiveness of the implementatrocepses, the MOBILIS evaluation manager
considered it essential, firstly, to measure thell®f success of the measure in terms of technical
performance, impact and acceptability, in comparigith a so-called “business-as-usual” scenario.
Then, secondly, to determine to what extent thierint “process evaluation” factors (e.g. constsin
tools, etc.) and their mix had influenced the imfpEdhe measure. The latter was the core workef t
process evaluation.

Afterwards, the MOBILIS process evaluation concatetl on the local needs for process evaluation,
while closely cooperating with GUARD to ensure thebjectives were met. The link between the
GUARD process evaluation, MOBILIS process evalugtand the MOBILIS technical evaluation is
illustrated in the figure below.

Impact
Technical
) ] Acceptabilit
Technical Evaluation f..f" 4
-
)"'J"‘
success or Mot ____‘,,.,-—"""Jw Business-As-Usual
T [T T
MOBILIS Process Evaluation i GUARD Process Evaluation
»  Learning practices for = General Statistics
Practitioners = Policy recommendations for
= Development of tools for EC
Practitioners n Other

= Policy recommendations for
our Politicians

= Input Transferability/
Training/ Policy Integration

Figure n° 1: Relations between CIVITAS evaluation ativities

The final impact of the measure has been compartdits initial objectives. These were firstly to
determine the difference between the final outc@nd the envisaged outcome and, secondly, to
understand the processes during the planning, m®itation and realisation phases for each
measur¥.

The correlation between the different scenariogjcal success factors, constraints and tools are
illustrated in the figure below:

19 Every measure has its own unique realisation sehem
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Planning Implementation Dperation Realisation

Enwizaged Outcome

Measure context Intended mmplementation path

Final

-V Cutcome

Constramt ~—

Cntical success factor

B-ATT
Initial sitiation - Tocl o

Feal implemenation path

Time ———*

Figure 2: Measure realisation scheme

2.6.3 On-line Database

The aim of the online data collection method washtain detailed feedback on constraints, solutions
and success factors for the planning, implememtadind realisation of the CIVITAS project and its
measures. This was so as to allow the developméniseful management tools and policy
recommendations focused on both practitioners afidypmakers.

Given the constraints defined by the nature of GéITAS projects, which nevertheless required a
scientifically robust exercise, an integrative,i@fint and innovative approach was needed for
collecting the process evaluation data.

Following the MOBILIS process evaluation theory, @sscribed above, it was agreed that the
MOBILIS consortium was allowed to apply its own mad of data collection to feed the process
evaluation of the MOBILIS project and CIVITAS-GUARD

To feed the database, the MOBILIS project managers GUARD/BOKU all relevant project
material (activity reports, IPR, State of progrgsesentations, etc.) and additional information
provided by the local evaluation managers on thasme and site characteristics. Once the database
was full, MOBILIS and GUARD joined forces to chettie collected data together.

MOBILIS data collection

The method of data collection in relation to the BIOS Process Evaluation consisted of two main
parts:

« The collection of basic information for each MOB&.Imeasure to assess the measure
realisation path

« A more advanced collection of so-called “soft imfation”

The basic information was collected through a chstckiled in by the measure leadérand analysed
at project level for the final process evaluatioalgsis.

1t is acknowledged that the identification of axstraint depends on the expertise and interpretafithe
different stakeholders.
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For some selected measures, it seemed useful &atitpners to conduct an in-depth process

evaluation through so-called mini-reports, appendddiis report in annex C.

Based on these mini-reports, case stories have lm@so developed and integrated in a glossy

magazine.

DATA collection management
Data collection was managed as follows:

Annual sending of MOBILIS activity reports to G

UARD

What

Who to Who

When

DOW, Inception report, Mid-term report

Tisséo
GUARD

t®nce ready

MOBILIS activity reports (the additionag
information obtained; completed IPRs withg
financial details (once a year the 4 quarts
editions); the Interim Activity Report; Period
Activity Report and annual process evaluat
update; the Risk Map; the Minutes and synthesi
the thematic Workshops; the Minutes and synth
of the in-depth interviews)

A Tisséo to

WBUARD
2rly

c

on

s of

esis

Annually (May, June)

Other information (mid-term process evaluat
analysis; the Minutes and synthesis of the in-dé
interviews)

ohisséo to

> BIUARD

Annually (May, June)

MOBILIS final report, MOBILIS evaluation repor

T80 to

GUARD

End of Project

Light process evaluation checklist for each MOB

ILISmeasure

What

Who

When

Pre-completion of the light process evaluat
checklist

drocal Evaluation
Managers*

— End May

Finalisation of the light process evaluatiphocal Evaluation Once the measure finalised
checkilist Managers

Dispatch of the light process evaluation checkdst Tisséo to| Once complete

GUARD GUARD

Completion of part D of the GUARD evaluatig
result template and questionnaire

rhocal Evaluation
Managers*

Once the measure finalised

Preparation of a mini-report for some selected meases

What

Who

When
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Selection of the Measures for in-depth proc

elsacal evaluation

December 2007 (M34)

evaluation managers*

Production of the mini-reports Local evaluatio@nce the measure finalised
managers*

Attachment of the mini-reports to the MOBIL|SZelt Month 46

evaluation report

Case stories in a glossy magazine

What Who When

Format of the Case stories Odense /| March 2008 (M38)
Venezia / Tisséo
Ruprecht

Interviews Odense July — October 2008

Production of the Case stories Odense May-SeptePUis

Production of the glossy magazine Odense Novemleeeber 2008

2.7 Results templates

The results template received from GUARD in Julfp2@vas read again and observed on behalf of
the MOBILIS evaluation manager group. After thatigdgation by the evaluation liaison Group (ELG)
in April 2008, the results were passed on to tie evaluation leaders and city managers along with
the evaluation schedule determined by the projaatentact with GUARD.

The reporting system adopted has been as follows:

- The city evaluation leaders were responsible at leivel. They worked with measure

evaluators and leaders.

« The impact evaluation manager was the Guard irtetto and quality controller. He
collected and checked them before transmitting tt@i8UARD, received the GUARD
comments and transmitted them to the site evaluananagersThe evaluators have
fulfilled B version in the first quarter of 200$1en the draft version when the results were

known.
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3 EVALUATION OF MEASURES

This chapter describes the context of the citieshith the measures have been implemented and for
each city, the different measures implemented,r taehievement, the lessons learned and the
recommendations for other cities interested to ldgvand implement similar measures.

3.1 City 1: Toulouse

3.1.1 Toulouse Description: MOBILIS in Toulouse

Toulouse is situated between the Mediterranearttadtlantic, 500 km from Paris. With more than
700,000 inhabitants, the urban district of Toulousethe fifth largest urban area in France,
characterised by a significant annual demograptdeth rate (1.6 % - one of the largest in France).

The city of Toulouse is the fourth largest cityRrance, capital of the largest French region, Midi-
Pyrénées (45,000 km?), and among the biggest aitissuthern Europe.

The urban structure of the City may be described st of concentric circles: the historic parthod
City (very centre) is the heart of commercial ateg and is surrounded by urban main roads
(boulevards); it includes narrow streets and thetrtypical historical buildings. The urban partioé
city, on the two sides of the river Garonne, isimted by the ring road. Outside of this ring, the
conurbation is in constant growth. Toulouse Airptwtated 20 minutes from the City centre, is the
4th largest airport in France, with 5 million pasgers a year (48% increase in 5 years).
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Figure 3: Toulouse conburbation —source: Google etr

Due to the high growth of the conurbation of Toweutransport and traffic management needed to be
re-organised to prevent complete congestion ofcthyecentre. Significant progress has been made
over the last decade in terms of town planning arfthstructure investments to provide new,
competitive and attractive Public Transport infrastures.

In 2005, the Public Transport services mainly ideld the 1 underground line (automatic vehicles -
VAL), installed in 1993 and extended at the en@@®3 (15 km and 18 stations), and urban railway
lines to the 2 cities in the urban area: Colomiersd Muret. 56 urban bus lanes were added to the
urban public transport network at the end of 2003.

Whereas the problems tied in with urban sprawl sustainable development were commonly taken
into consideration, there was great willingness mgnthe different local authorities to promote
changes in public behaviour.

The MOBILIS project has been an opportunity to depehe modes of sustainable transport and the
use of soft modes. The overall aim was to imprdwe dttractiveness of Public Transport (PT) and
develop its modal share, currently at a mediumll€i¥2%), and to implement new urban transport
concepts through the initiatives accompanying tlastruction and opening up of a second
underground line.
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Main demonstration sites in Toulouse

Most MOBILIS developments have been carried outhwat view to being used at the whole
conurbation level. However, there were a few sjpedémonstration sites where innovative measures
have been undertaken, with the possibility of tfan® other similar areas.

Three types of demonstration site with specific itiigtproblems had been defined:

e The City centre with a particular mixed urban structure (commercialresidential —
industrial/services — touristic). It representaié problematic area in Toulouse with narrow
streets, and typical quality of life to preserve;

e The peripheral ‘residential’ areas (suburbs) with low density, reducing the cost-
effectiveness of any Public Transport service artkgating many commuters;

» Peripheral ‘working’ areas (industrial/commercial/University) of great impante for
Toulouse. These are especially the aeronautic indasea in the North-West and in the
South-East, the research area with one of the rdaiwersities in France (with around
110,000 students; Toulouse is tH&largest student city after Paris).

Four demonstration areas were defined for MOBIId$hie Toulouse conurbation:

« The Toulouse city centre(corresponding to the®ltype of demonstration site), with typical
problems of congestion and freight delivery. It lv@gen physically redesigned in connection
with the building of the % underground line;

* The Blagnac area(location of Airport and Airbus factories — A380preesponding to a
complex mix of the three demonstration site typaking into account the policy of the City
of Blagnac that aimed to develop a sustainabléidrahd transport management policy for its
sizeable town centre;

« The South-East connection axisn the SICOVAL area, including the location of thabége
Inopole commercial and service area and the Urityen$ Sciences (corresponding to a mix
of the 2% and the ¥ demonstration site types). The RN113 High Quadlitis Corridor in
connection to the"underground line and commuter plans have beeraf#e on this axis.

» The North-East connection axis where the RN88 (abandoned since 2006 due to
environmental matters) and the RN126 High Qualitis B orridors have been developed to
connect to the underground network (can be cormides a residential area, but also a
commercial area — in the Eastern part);

Figure 4: Toulouse Map with the 4 demonstration sis
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Toulouse city centrehas hosted the following experiments as part®MIOBILIS project:

Car Park Management, especially areas 2 & 3 botating area 1 (second underground line
B that opened in June 2007),

Public Space Redesign & New Layout of Road Infradtires, along area 1 and level with
area 4,

Implementation of a new delivery goods system awlilation of area 5 and implementation
of multiservices to boost the area’s attractiveness

Development of integrated fare products (Car PafRublic Transport) with a demonstration
at the level of city centre Car Parks that stikd¢o be selected,

New Freight Delivery Management and Developmentaof Urban Logistics & Goods
Distribution Centre (abandoned since April 2007)

Development of Segregated Lanes in the City Centre.
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Figure 5: Map of the ' demonstration site - Toulouse City Centre
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TheBlagnac areahas hosted the following experiments as part oM@BILIS project:

* Implementation of the Local Urban Mobility Plan esfally in the town centre (area 1),
including car park management, redesign of pulgace and of the public transport network,
notably by taking into account the building of theaw tramway line (planned for 2009),

» Reorganisation of transport, especially in the Sit@rea (area 2) and in the town centre (area
1),

* Implementation and Evaluation of the Airbus Commutelan (area 3 & 4) and of the Airport
Commuters Plan (area 2),

» Development of an Administration Mobility Plan.
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Figure 6: Map of the 2 demonstration site - Blagnac Area
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The South-East connection axishas hosted the following experiments as part of M@BILIS

project:

Blagnac’s Bus Lines

Future Line E - Tramway

e Construction of a High Quality Bus Corridor on RN 113 (area 1),

« Development of an integrated fare product betweginvays and public transport (area 2),

» Development of car-pooling services in additionhe public transport service,

« Implementation and Evaluation of the Labéege Inneg@mmuters Plan (area 3),

« Improvement of the demand-responsive services geaviin the area with the lowest

population density.
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Figure 7: Map of the 3% demonstration site - South-East connection axis
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The North-East connection axishas hosted the following experiments as part of M@BILIS
project:

« Development of the CNG bus fleet and of associatguplying infrastructure, especially in
area 1 (Atlanta bus depot),

e Construction of High Quality Bus Corridors on th&l B8 (abandoned since 2006 due to
environmental matters) and the RN 126,

« Development of an integrated fare product betwéghways and public transport, especially
at the level of the A68 motorway (toll located ie@a 4) and in the Park & Ride underground
(areas 2 and 3),

« Improvement of the demand-responsive services geaviin the area with the lowest
population density.
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Figure 8: Map of the 4" demonstration site - North -East connection axis
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Integration concept in Toulouse

The MOBILIS project has been developed in an iratgt manner with account taken of the medium-
term application of the Toulouse conurbation Urbwbility Plan and the construction of major PT
infrastructures: the"? underground line (18 km and 20 stations that opémddne 2007), completed
by the tramway project, planned for the town of gdlac (N-W of Toulouse) in 2009, and the
development of further High Quality Bus Corridors.

Within MOBILIS, the different measures have beetegmnated at three different levels: geographical,
strategic or technical and organisational.
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Geographical integrationsince some measures have been developed on thelsamaestration area,
creating a synergy and inducting effects (in somses, measures have been developed on a wider
area and were not geographically integrated witlers).

Table 7 : geographical integration

Measure '_I'oulouse Blagnac SICOVAL North-East Area
City Centre Area Area
5.1.T No geographical integration - this measure has degrloped at the whole conurbation level.
52T No geographical integration - this measure has begeloped at the whole conurbation level.
6.1.T New car parks policy New car parks policy,
62T | [ijerground Line
6.3.T Space'\;l%%(zs,slgn / Soft
6.4.T PT segregated lanes HQBC development HQBC developm
71T PT and Eark combined PT and Driying PT ar_1d Driying
ticket combined ticket combined ticket
8.1.T No geographical integration - this measure has degrloped at the whole conurbation level
82.T Jean Jaures Station
8.3.T No geographical integration - this measure has degnloped at the whole conurbation level
84.T Transport on demand Transport on demand
9.1.T Carpooling developmen
92.T Car sharing experience
10.1.T Goods distribution
regulation
11.1.T No geographical integration - this measure has degsloped at the whole conurbation level.
11.2.T Cycle parking Cycle parking Cycle parking
11.3.T No geographical integration - this measure has degsloped at the whole conurbation level.
11.4.T Airbus & Airport Labége area commuters
commuters plans plan
12.1.T No geographical integration - this measure has degrloped at the whole conurbation level.
1227 Bus prilti)rity at traffic HQBC development HQBC development
ghts
12.3.T No geographical integration - this measure has deggloped at the whole conurbation level.

Strategic or technical integration concerning the interrelation between measureardary strong
strategic/political objectives or technical asstora through the integration of complementary
technology blocks, with a technical dependency sgoeiation. The measures in Toulouse can be
grouped according to three aims:

* Reorganise the road infrastructure in relation mouaban re-qualification process, promoting
sustainable mobility;

e Give an innovative and attractive image to the mrBd network, by improving its quality of
service;
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* Promote the use of alternative mobility solutiopsitlic transport and complementary services
like bicycling, walking, carpooling and car shanirmgnd develop intermodal behaviour.

Table 8: Measure integration

L L e e e e R e e el A AR Rl A R Bl B

25|28 2| 3R |3|]| 2| 3|S|a|S|4|d|d|F| 8|S
5.1.T X X X X| X
5.2.T X X X
6.1.T X X X
6.2.T X X X | X X X
6.3.T X X
6.4.T X X X X X
7.1.T X X X | XX X | X X X
8.1.T X | X X X | X X | X|X X X | X
8.2.T X X X
8.3.T X X X X X
8.4.T X X X | X X X
9.1.T X X X X | X
9.2.T X X | X X
10.1.T | X X | X
11.12.T | X | X X | X X XXX
11.2.T X | X X X X | X
11.3.T X[ X|X|[X]|X X X X
11.4.T X X X X| X| X
12.1.T X X | X
12.2.T X X X X
12.3.T X X X X X| X

X: for a strong integration - x : for a low intetioa
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Organisational integration, where partners have been involved in the same sunea
development/assessment (partners like CETE/ZELTAWAT, who act as transversal experts in
MOBILIS, are not taken into account, which doesmetan that they do not participate).

Table 9: organisational integration

Tisséo

CAGT

SICOVA
L

Toulouse

Blagnac

GDF

CECILE

51.T

x

5.2.T

6.1.T

6.2.T

6.3.T

6.4.T

7.1.T

8.1.T

8.2.T

8.3.T

8.4.T

9.1.T

9.2.T

XIX|X|X|IX|X|X]| X |X|X]|X]|X

XX | X|x|x|x|x| X

10.1.T

11.1.T

11.2.T

11.3.T

11.4.T

12.1.T

12.2.T

12.3.T

XX | X|X|X]|X]|X

X | |x|X|x]|X|x
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3.1.2 Measures implemented:

Table 10: Overview table: MOBILIS measures in Toubuse

Measure | Title Measure leader
51.T Large-scale operation of clean bus fleets in Tosdoand preparation of sustainable supplyisséo-SMTC
structures for alternative fuels
52T Solutions for alternative fuels in Toulouse and ptementary measures to achieve a 10p%isséo-SMTC
clean fleet
6.1.T Definition and implementation of a new parking mgeraent policy in Toulouse Toulouse
6.2.T Public space redesign in Toulouse Toulouse
6.3.T Implementation of the Urban Mobility Plan in theaBhac area Blagnac
6.4.T High-quality bus corridors in Toulouse and develepitnof PT segregated and secured lanes Tisséo-SMTC
the city centre
71T Innovative multimodal PT contracts, services amdtebnic ticketing in Toulouse Tisséo-SMTC
8.1.T Improving quality and structure of PT services aqulbuse Tisséo-SMTC
8.2.T Development of proximity services at important gagger transport hubs Tisséo-SMTC
8.3.T Improving the accessibility of PT services in Tawde Tisséo-SMTC
8.4.T Integration of the demand responsive transport@syglementary service to PT in Toulousg Tisséo-SMTC
91.T Promotion of car-pooling and integration with PTvéees in Toulouse SICOVAL
92T Implementation of a new car-sharing service lintee®T services in Toulouse Tisséo-SMTC
101.T Clean urban logistics and goods distribution platfin Toulouse Toulouse
11.1.T Awareness raising campaign for changing mobilitlyehéour in Toulouse Tisséo-SMTC
11.2.T Promotion of bicycle use and integration with Piivies in Toulouse CAGT
11.3.T Set-up of a mobility agency and customised seniitd@sulouse Tisséo-SMTC
11.4.T Commuter and school mobility plans in Toulouse Tiss€o-SMTC
121.T Demonstration of EGNOS/Galileo service use for Biecontrol and information system of CAGT
public transport in Toulouse
122.T Implementation of bus priority scheme in Toulouse Toulouse
123.T Development of an integrated multimodal travelfdoimation system in Toulouse Tisséo-SMTC

3.1.3 Toulouse Objectives and Targets

At the end of 2004, there was great willingness ragnthie different authorities to promote changes in
the behaviour of citizens, to improve the attraatiess of Public Transport, and the use of soft siode

The three key objectives of MOBILIS in Toulouse a/éw:

« Reorganise traffic circulation in line with an urbae-qualification process and the
promotion of sustainable mobility;

« Give an innovative and attractive image to the nB& network, by improving its quality
of service;
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- Promote the use of alternative mobility solutiond develop intermodal behaviour.

The ‘intelligent’ combination of the whole range MOBILIS measures aimed to stimulate the use of
PT and soft modes and thus improve the overallityuaf life at the local level, by solving the
mobility problem and reducing pollutant emissions.

Toulouse has a long tradition of innovation andkttiee opportunity of the MOBILIS project to be a
pioneer in the field of Intelligent Transport Syste and Satellite Navigation, while confirming its
leading role in the field of clean vehicles.

By participating in the ambitious CIVITAS programjriee Toulouse partners aimed to go further on
the different topics by performing a detailed ewdion, by working on the measures
integration/interconnection and by sharing expesanwith other European sites, especially from new
Member States and accession countries. The inva@rewf the local laboratory CETE/ZELT would
enable it to share longstanding experience witleroBEC experts in the domain of systems/measure
evaluation and transferability analysis.

The targets of the measure results were to:

e create a modal shift from private car use to putshosport and soft modes and therefore to
reduce the congestion level specifically at rustrho

« reduce energy consumption by decreasing the rgigwate car use at conurbation level
* reduce air pollution due to private car and publis gas emissions at conurbation level
« improve the mobility of some dedicated targets geoand transport safety

e increase public awareness of mobility.

3.2 Summary of Measure Results for the City of Toulouse

3.2.1 Measure 5.1: Large scale operation of cleausé fleets in Toulouse and
preparation of sustainable supply structures for aernative fuels

Introduction

The Public transport operator and the city of Tag®aimed at contributing to improve air quality at
conurbation level by developing clean buses use.

Objectives

During the MOBILIS project, the city of Toulousedatne public transport authority, Tisséo, aimed at
large-scale CNG deployment through the implemematf two sub-measures.

1. Tisséo intended to purchase 53 CNG buses, ingoiem GNV filling station and conduct
research on CNG engine optimisation
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2. the city of Toulouse joined forces with GDF {oaal gas provider and supplier of the CNG
compressor) to launch the so-called “CNG at honm@ut®n by providing CNG micro-
compressors for households. The AFGNV (nationav@ation of CNG users) and ADEME
had chosen Toulouse as one of the ten “CNG piles’sfor the GDF project.

The expected results and targets were:
1. for the CNG vehicle fleet:
« To build a new gas filling station with a capaaify200 buses.
« To extend the CNG bus fleet from 125 to 185 vebicle
» To reduce the pollutant emissions of the bus fleet.
2. for the research activity:

- To understand the effects of the gas compositiotherengine combustion phenomenon
observed both in vehicle and laboratory conditions.

« To optimise and define, with the gas provider dreddity bus company, better gas quality
for the CNG bus fleet.

3. for CNG at home: to develop the first refereirc&urope to develop and test the “CNG At
Home” offer and to spread the word. This involvedlding some new technical, marketing
and commercial tools that would then be used orFtkach and European markets. The key
target was to have 1,000 homes equipped with ttal smmpressor at the end of the project
in the Toulouse area.

At the end of 2004, before the start of the CIVITM®BILIS project, the public transport bus fleet
was composed of 514 buses, including 100 CNG barsggliesel buses with different Euro standards.
The only existing CNG filling station capacity wasited to the filling capacity of 125 buses.

GDF had performed some feasibility studies befbeestart of the MOBILIS project in order to permit
a commercial development within the CIVITAS MOBILi8@meframe, but there are no specific
previous experiences.

Implementation
The sub-measures were implemented as follows:
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1. At the beginning of 2005, Tisséo purchased 28 G&IG buses. It also ordered 40 new CNG
buses as part of the MOBILIS project but, becadsmanufacturing delays, these buses are
not due to be delivered until summer 2009, afterBUAS. The composition of the Tisséo

fleet has developed as follows:

Table 11: composition of Tisséo bus fleet in 2004d 2008

2004 2008
Euro O 159 27
Euro 1 133 88
Euro 2 90 72
Euro 3 17 77
Euro 4 0 41
CNG 100 128
Biodiesel 0 81
Total 499 514

For the inauguration of the new bus depot of Latglédestroyed in 2001 in the explosion of the
nearby AZF factory), Tisséo has opened a second @MNiGg station, permitting some further
developments of the CNG fleet.

2. In October 2005, GDF launched a major communicatiampaign to promote the CNG
micro-compressor. Between January 2006 and Mar6i8,2BGDF marketed its CNG micro-
compressor and gave several training sessionsthétiobjective of providing the necessary
technical knowledge to people installing the micoonpressors and ensuring their
maintenance. In March 2008, in view of the comnareesults (58 micro-compressors
installed two years after official launch), GDF uexl to stop marketing the CNG micro-

compressor.
The original plan was somewhat hampered by:

« the delay in the construction of the new CNG fglistation from June 2007 to January
2008 and its impact on the CNG bus procurement

- the stop of the commercial development of the CNlGaene offer by Gaz de France in
March 2008. An in-depth Process Evaluation Repim¢ggmore details about the actual
implementation of the measurghis sub-measure has at least raised citizens’engeas

of alternative fuel solutions.

Results
For CNG buses, the evaluation has been carriedyumeasuring the environmental and economic
gains between CNG Euro 3 buses and Euro 3 diesekbu

According to the 2006 and 2007 data, operationatsctor CNG buses are 23.25% higher than for
diesel buses.

Nevertheless, it has to be stated that:
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o the difference in bus investment costs is almostpensated by the difference in fuel
costs, giving as such a similarity when addingehes types of costs,

0 the maintenance costs for CNG buses are highdgebdtto decrease over the years,

0 the construction of a CNG filling station is an raxtost linked to CNG use but not
that high with regards to the total operation costs

The comparison of Nox, CO, HC and patrticle emissishows that GNV buses emit + 0.9% more
Nox, 75.2% less CO, 61.5% less HC and 91.1% fewmeiges than diesel buses. Thus for the year
2008, the operation of 28 GNV buses instead of i28ell buses, i.e. the production of 1,003,526
kilometres, resulted in the following emissiongt®ton more of Nox, 16.76 tons less of CO lessl 4.3
tons less of HC and 0.48 ton less of particles.

By applying the external costs calculation methogglcoming from the ExternE and Cleaner Driver
(www.cleaner-drive.coin projects, the results of the cost-benefit analysi the “CNG public
transport fleet” indicates that the final generdta costs for using 28 CNG Euro 3 buses insteéBof
diesel Euro 3 buses (after deduction of externatsyan 2008 amount to around €150,000, but this
would be less (€40.31/100 km instead of €52.03KtPif CNG buses had the same mileage as diesel
buses when calculating operation costs.

The detailed study of the environmental figures aasts of CNG in comparison to diesel fuel has
demonstrated that, over a lifetime, the costs atesignificantly different. European and national
subsidies significantly helped to decrease the difference between the diesel and the CNG solution
The building of a second compression station aglaate is a determining factor in the continuatién o
acquisition of GNV buses. Tisséo-SMTC has choseamwitinue its investment policy in the GNV bus
and signed a contract with IVECO, which will supgig next 40 GNV buses.

Tisséo-SMTC conducted various satisfaction surveysch give positive feedback from the
inhabitants of Toulouse, since the GNV buses ansidered to be “more environmentally friendly”.

The targets of this measure have therefore bedly pahieved.

Lessons learned and recommendations

In fact,the “CNG or diesel” choiceis much more a matter of political choice than ean@mic one.
When the measure has been implemented, there reag $vbbying against the CNG solution, due to
unclear figures about real lifetime cost and theklaf a local objective comparison of the
environmental performance$o continue with the CNG solution, a clear politicemmitment to
environmental gains and to improving its public gleaassociated with strong and open management,
has been very important.

Before purchasing CNG buses when renewing a bes ftds necessary to take long-term investments
into account to force extra investment costs anctdoduct a real assessment of the costs and
environmental performances of CNG in order to mevdecision makers with clear guidelines for
developing their public transport fleet. It is neheless important to note that the new generaifon
diesel vehicles is approaching the CNG vehicledenms of environmental performance, as the
regulatory and safety constraints impose spedifitfit conditions for GNV buses. Bus routes are
more difficult to define than for diesel buses, @fhare not subject to the same constraints..

Regarding the€NG micro-compressorsub-measure, in spite of the strong local politszgoport for
GDF action, the implementation suffered from a latkolitical support for CNG at the national level
between 2005 and 2007. This resulted in an abseic®rket confidence and non compliance with
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the development protocol, signed in July 2005 by fihel distributors, especially concerning the
opening of 300 public CNG fuelling stations bef@f.0.

To develop innovative products such as the CNG omompressor, it is necessary to have a long-
term vision, but also to ensure that the projeqgbastically supported at all levels and that dlet
necessary stakeholders are involved in the prdpant manufacturers, fuel suppliers, associations,
public authorities, etc.).

3.2.2 Measure 5.2: Solution for alternative fuelsni Toulouse and complementary
measures to achieve 100% clean fleet.

Introduction

Before CIVITAS, the bus fleet of the public trangpauthority (Tisséo) was composed of 100 CNG
buses and 414 diesel buses, but none of them veeng bhiodiesel or a soot filter. TISSEO’s main
objective wago achieve a 100% clean public transport fleet @332

Objectives

The objectives of this measure were to investigatk demonstrate solutions for alternative fuels; bi
diesel, bio-gas; and complementary measures tanadtbt00% clean public transport fleet by 2008.

Three main components are contained in this measoostly concerning research and technical
development.

1. The first subject, called “biodiesel demonstmaitj aimed to continue the efforts already
underway to find biodiesel suppliers and producemathodological framework for
comparative transnational market analysis, appdyrdtommendations of the research work
and develop a site-specific recommendation onlktgie framework conditions for bio-diesel
supply and usage. Though fairly well developed dulduse, biodiesel will only be used as a
complementary alternative fuel, especially in thaest vehicles, since Tisséo chose the CNG
solution for renewing the bus fleet.

2. The second subject, called “biogas”, consistarinnvestigation of biogas potential sources
(waste organic sources and dedicated cultivatiohhe Toulouse area. The second part is the
study of cleaning processes in order to improvatyim good technological, economic and
environmental conditions. From these results, avestl or mixture of solvents will be
proposed.

An annual growth in biogas use of between 20% adth 3s necessary to achieve the
objectives of the European Commission White Papel'5a000 kT in 2010, compared with
around 3 000 KT in 2002. Since Tisséo owned 100 @N&es and planned to increase this
fleet, it was motivated to support the developmehtbiogas. In France, only the urban
community of Lille had used biogas for ten buses.

The purification process of biogas is an importstep for vehicle fuel use. The absorption
processes are effective at purifying large quasitnf gas and removing two undesirable
biogas components, carbon dioxide and hydrogerhgldpMany of these are based on water
absorption, whereas the purification processesattiral gas from Lacq is based on amine
absorption. However, there was still no accurake ofi choice and the sub- measure aimed to
study a new biogas purification process. This wonkbiogas has been conducted with an
exchange of ideas with the urban community of Lalsewell as with the support of the INPT
specialised laboratory (Institut National Polyteicjue de Toulouse).
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3. The third part of the measure, called “Equippimgsel buses with the latest generation soot
filters”, aimed to equip at least the whole GX 3lgét (87 EURO Il diesel buses) with the
latest generation soot filters, which have a lodplsur content, in order to reduce pollutant
emissions considerably and therefore achieve thigcpb objective of having a 100% clean
fleet. A few years ago, it was decided to instaWwngeneration soot filters on the last
generation gf1]. Only 39 buses are currently equipped with solbérfi. This project of
installing buses (Heuliez — GX 317) failed with testruction of the bus depot, due to the
AZF Companyexplosion. There are no research arthiead development related activities
about soot filters.

Implementation

The achievement of these studies on biodieselabiagd soot filters have contributed to the overall
objective of having a 100% clean vehicles flec2008.

1. From January 2006 to November 2006, Tisséo-SME@ormed a feasibility study in
collaboration with a school of agronomy in Touloussgarding the changeover of part of its
diesel fleet to biodiesel and the drawing up obremendations for the use of biodiesel by
the fleet of Tisséo buses. From January 2008 tee@ber 2008, Tisséo tested the use of
biodiesel (at 30%) with 81 of the fleet's oldestbs.

2. From September 2005 to April 2006, with the surppf a Toulouse agronomical engineering
school, Tisséo assessed the available biogas sourcthe Midi-Pyrénées region. From
February 2005 to August 2006, they conducted ald#iis study for the use of biogas by the
Tisséo bus fleet. Finally in 2007, they starteghlam the implementation of biogas use in the
Tisséo bus fleet and lobbying to lift the legalri®as blocking the use of biogas (notably the
prohibited injection of biogas in the natural gaswork) in Toulouse.

3. Between January 2006 and June 2006, Tisséo b@ighiesel buses fitted with particle
filters and then from December 2006 to July 2006rdered and installed 40 particle filters
on the diesel buses already in use.

Because of the reduction in the equipment budgdtaasmall planning change due to the delayed
construction of the new bus depot, the originalnpleas somewhat hampered. But in 2008, the
composition of the Tisséo bus fleet developed dmrably, as indicated in Table 12 in § 3.2.1.

Results

The evaluation focused on measuring the variatiort$C, CO, Nox and particle pollutant emissions
between:

- the Euro 2 diesel buses recently fitted with péetidters and the Euro 2 diesel buses not
fitted with particle filters,

- the Euro 0 and Euro 1 diesel buses running on é&sedliand Euro 0 and Euro 1 diesel buses
running on diesel,

- the impact of biodiesel use and of the partickerfiequipment has been defined.
Tisséo has also provided the overall operationsodeta.
The main results of the different sub-measuresarfellows:

1. For the 81 buses running on biodiesel, takingadggount the investment, fuel costs and
maintenance costs, the total extra cost amour@f.&6/100 km
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The comparison of HC, CO, Nox and particle emissipar 1000 km between Euro 0 and
Euro 1 diesel buses and Euro 0 and Euro 1 bio ldieses showed that no change can be
identified in NOX and HC emissions, but that biadiebuses emit 20.3% less CO and 19.1%
fewer particles than the conventional diesel oie2008, the use, in the Tisséo bus fleet, of
biodiesel on 81 buses instead of using conventidieael on these buses has prevented the
emission of 49.9 tons of CO and 5.3 tons of pasicl

2. The CIVITAS MOBILIS project enabled the feadilyilof biogas use to be assessed, the
development of an implementation plan to get undgrand the legal barrier to be identified.

3. For soot filter equipment, the total extra cisstow: €0.28/100 km (investment costs have
been calculated according to local depreciatioasiulThe particles emitted per 1000 km are
reduced by 90.9% between Euro 2 diesel buses aral ZEdiesel buses with soot filters. The
installation of particle filters on 27 diesel bugagvented 6.6 tons of particle emission in
2008.

The final general extra cost of the biodiesel avat §ilter operations amounts to around = €1,400,00
external costs were calculated with the methodltingurom the ExternE and Cleaner Drive projects
(www.cleaner-drive.com

Throughout the MOBILIS project during the 2004-2(Q@8iod, NoX, CO, HC and particle emissions
from the Tisséo bus fleet decreased by 31.9%, 5442%8% and 84.4% respectively.

This experiment has also enabled the number diveafieets using biofuels to be increased, thus
making the research work easier on second-geneiaiéuels.

Lessons learned and recommendations

The main barriers to the implementation of biodiegere, firstly, the maintenance department’'s and
engineers’ doubts over the viability, cost effeetiess and environmental performance of the use of
biofuels and secondly, for biogas, the legislatishich does not allow biogas producers to injeat it
the natural gas network. Tisséo’s political comneitinto presenting the Toulouse public transport
network as a clean, environmentally friendly netsy@and the working group’s motivation were key
positive features in the implementation of biodieda objective in-depth multi-criteria analysis of
the different fuel options involving environmentsaficietal and cost-benefit assessments, and mgeting
with national and local experts in order to discimsadvantages and disadvantages of using bibddiese
have been useful to further develop a clean puitaitsport fleet

Tisséo has involved the Urban Community of Lillecirder to assess biogas use in Lille and how to
transfer it to Toulouse. The most involved stakdbolin the national territory was “partenaires
diester”.

A complete in-depth multi-criteria analysis is dlosely necessary before taking any decision on
biofuels.

Biodiesel promotion is planned, as Tisséo consitteasusing biodiesel is a way to promote biofuels
research. Tisséo will now include soot filters agaessity in call for tender specifications.
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3.2.3 Measure 6.1: New parking management in Toulce

Introduction

With 12,000 spaces, Toulouse city centre offergaealominantly free range of car parking facilities
until 2005. There was pay parking in only a fewd®af the city centre, where most areas had free
parking. This situation led to conflicts of useween shopkeepers, residents, commuters and visitors
to the city centre.

To improve this situation and allow city centreidesits and shop customers to park more easily,
while reducing traffic in the city centre, the Toue city council decided, under the MOBILIS
project, to introduce a pay parking scheme — giRlin Local de StationnemefRLS — Local Parking
Plan) — for residents in four central sectors.

Objectives
The measure objectives of this new policy were to:

¢ Optimise the management mode for car parking, ggiagboard for global mobility policies,
in order to encourage a more balanced use of diffemodes of transport and preserve the
economic activity of the city

* Reduce the amount of space allocated to privateckshin the city and improve the
availability of car parking provision.

« Define and implement a Local Parking Plan in otdereduce car access to the city centre.

The main quantifiable target of this policy was taduction of 2,000 parking spaces in the city ient

Implementation
The municipality of Toulouse decided to implemestliocal Parking Plan on 25th March 2005. This
plan comprised the following three main sub-measure

e The creation of a “Resident” rate with a monthlpgavailable, in some zones from 6pm to
9am, in other ones for full-day parking, costinguard €15 per month,

* The extension of pay parking time from 9am to 8mstead of 6pm into areas in which a
“Resident” rate is created,

* Consistent monitoring throughout the perimeterluding the systematic reporting of drivers
who overstay their allotted time, given that itlviae possible to use 20 centime coins in the
parking meters (corresponding to 8 minutes of paykihus allowing time for shoppers to
make last-minute purchases).

The survey carried out in September 2005 helpguideide a diagnosis of the initial situation prior
the implementation of “Resident” pricing in four thie twenty city centre districts (in October 2Q05)

On 3% October 2005, “Resident” parking was introducedoinr trial districts in the very centre. The
idea was to test the new regulations before extignitiem to all of the city-centre districts.

This test confirmed the overall suitability of tseheme with regard to the stated targets. In May
2006, new roads in these first four sectors switabwer to pay and “resident” parking schemes (for a
total of 2,156 places). Two new sectors were atisteed at this time.

The positive reactions observed in the first digrprompted the city to start extending the raeted
parking zones. Furthermore, the new restrictiormsenore acceptable and less constraining for
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stakeholders in light of the growing awarenessmirenmental and quality of life issues, along with
the expansion of the public transport network wiith opening of the extension of underground line A
and its two new park and ride facilities, followleglthe arrival of underground line B.

In October and November 2006, “Resident” pricings\eatended to several new streets and two new
sectors in the central business district.

In February and March 2007, several new streetdtaed new sectors were included.

In September and October 2007, it was decideddode five new sectors in the “Resident” parking
scheme.

Finally, in December 2007, it was the turn of tleenaining districts of the city centre to adopt the
“Resident” parking provisions.

The Local Parking Plan is strictly overseen in ortie be sure of its consistency. A parking
observatory and yearly satisfaction surveys weteupe which allow supply to be adapted to the
demand. Several types of regulations were impleateatcording to the type and intensity of the
demand observed. For example, the rates were adiap2908 with the launch of the preferential rate
for emergency professionals.

For the districts where the local parking planrigarce, the impacts of this measure were observed
from the 2005, 2006 and 2007 surveys. In 2007b#t@nce assessment was considered "positive".

A g
N
.
N
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Figure 9: Resident pricing areas at the end of 2007

Results

The policy of regulated car parking organised tigtmut the city centre since 2005 gave the following
results in December 2007:

« The “Residents” pass system is a success; theafaiee number of subscribers to the number
of available places throughout the area has thas hsing steadily since the introduction of
the PLS in 2005 from 20 to almost 50%. The timensjpg residents parking has been reduced
from 23 to 5 minutes. The satisfaction rate is hifjle latest satisfaction survey showed that
78% of the residents in the 19 areas were satisfied
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* In September 2005, the number of pay parking spaessevaluated at 2,158, compared to
9,302 free places. At the end of 2007, the freipian was reduced to 4,669 places, whereas
there were 6,938 pay spaces. 5,464 of these wetenddr Resident” and 1,474 were
“6pm/9am Resident” spaces. The “rate of free spg28% on average) meant that public
space could be reorganised, sustainable transpai¢sn(bicycle stations) could be developed
and emergency professional needs could be takemdatount.

« the occupation and congestion rates of parkingesphave dropped significantly, by 17%,

« the rotation rates now vary between 2 and 4% imiha business areas, now corresponding
to the averages observed in other cities. Thisitngsoved access to parking spaces for all
users: tourists, businesses and services userspwlme centre inhabitants with or without
"resident status"

« theillegal parking rate has decreased by 2% ,

» the compliance rates (number of legally parked alebito the number of vehicles parked in
pay spaces), varied between 37% and 58% accorditiietsectors which could prevent the
scheme from operating correctly, but the populagiadually adapted to this new situation.

The presentation meetings given by the technicéants politicians of Toulouse before each resident

parking area was set up proved worthwhile, as #ieyved residents and shopkeepers to understand
the benefits they were supposed to obtain throbigrégulation. The extension of pay parking can be

considered as a constraint for car drivers, buirtigrovement of spaces for soft modes is a help and
incentive for these modes.

In Toulouse, the parking rules need to be bettaptad to the urban infrastructure and to the variet
of users (rates, timetables, perimeters). A mofece¥ve control of illegal parking would have
increased the impact of the policy, but could hdeereased the observed compliance rate.

Lessons learned and recommendations

The measure firstly considered as risky due tof#iilare of previous experiments has been finally
even more successful than expected.

The previous parking conditions, the gradual im@atation of the measure, the low price rates for
residents, the public consultation process, thenconication strategy and the political support helpe
to implement the measure and facilitated its acoeqs.

No specific barrier has been noted. Neverthelegagausers’ categories require a better adaptafion o
the parking rates taking in account their profasai@onstraints.

The implementation of this measure highlighted:that

* The parking policy, taking into account the incingsdemand and the limited public space,
requires significant skills to make relevant demisi, which assume a good knowledge of
parking supply and use.

« In a passionate context between the different useis important to introduce objectivity.
This is the purpose of car park inquiries upstreawh car park policies, as well as the look-out
posts in car parks. There are relatively few okéhm France, although their use is of interest.
Indeed, a look-out post in car parks can be used to

0 assess the specific impact of measures that harethken
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0 anticipate drift and provide information for newcggons to set
0 obtain objective data to communicate.

* Introducing pay parking in just a few districts reakit possible to evaluate how well the
system is accepted and works before its extensianitider area.

* The project should be presented to residents: talgilie step should not be neglected.
Parking is a sensitive field and the displayed psafs need to be explained and understood to
be accepted.

*» The project should also be monitored and its stalkiehs, technicians and elected
representatives, should be attentive to the pankgays, in particular the subscribers who pay
for a service.

« Ultimately, a regulated parking policy needs ongosurveillance by the Police. This is the
main key for success.

e Although motorists may consider the expansion of parking to be a constraint, the
improvement of services for alternative modes afigport is an asset and acts as an incentive
to use these methods.

* Nevertheless, it is possible that parking cond#iomill deteriorate in certain peripheral
districts. Schemes designed for these sectors eaulkl alongside the city centre measures.

3.2.4 Measure 6.2: Public space redesign in Toulais

Introduction

The programme for the 2001-2007 term of the citynmil elected in 2001 planned to extend the
pedestrian areas in the city centre. During thelZ8@D5 period, the works on underground line B
affected the boulevards and prevented any othek imeing carried out in the areas. Pedestrianisation
only concerned the Wilson Square area (Squareddaatar Jean Jaures underground lines A and B
main station) and the surrounding streets (Lafay@ftontardy, Lapeyrouse, Roosevelt Alleys). The
other areas of the very centre were mostly devimtedrs.

In preparation for the opening of the 2nd undergdbline, planned for 2007, Toulouse carried out an
integrated package of accompanying measures antlitynobanges in the city centre.

Objectives
The objective of these measures was the urban etrdvthe city centre in order to:

» facilitate mobility and the use of public transp@?T);

» improve pedestrian areas and accessthe underground stations (by restructuring the
entrances to the 20 underground stations of thelinevB);

» redesign public space with pedestrians and cydlistaind, by installing new bicycle parks
around all new underground stations for instance ;

e create special areas for deliveries.
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Implementation

This programme covers a series of measures, sutheasodification of the traffic layout, urban
planning for bicycles, pedestrian zone extensiomh @delivery area implementation right in the city
centre.

The traffic layout was modified on Capitole squéitee main central square) and the surrounding
streets (Tamponieres, Taur, Rémusat, Cujas, Pesgsli Ste Ursule). The two-lane streets were
reduced to single lane streets; some parts wesedlw car traffic, the direction of travel changed
some streets and wider passages were designecedestpans and cycles. In particular, Alsace-
Lorraine Street (one of the main roads of the wemtre) was redesigned from having 2 bus lanes and
1 car lane to 2 cycle lanes, 1 car lane and a vpdssage for pedestrians. The central part obthest
was also closed to road traffic. The bus lanes wereed to the surrounding boulevards (Strasbourg,
and Carnot). The very centre of Toulouse is theeeftow devoted to pedestrian and cycle areas.
Special areas were also designed for freight dsliv€éhe remaining road traffic streets are for
residents and delivery traffic; through trafficisw prompted to avoid the very centre.

By the end of 2007, the second underground line, B and the bicycle rental system, Vél6Toulouse,
rounded off these new developments.

Figure 10: the Alasce-Lorraine road before and afte

Results

These public space developments have modified th@éahshare, but also the habits and routes of
cyclists right in the city centre.

Car traffic, particularly through traffic, has geally decreased. Between 2006 and 2008, car traffic
reduced by 12.5% in the morning rush hour and 17®éfgpeak during the morning. Between 2006

and 2008, through traffic has been reduced by 5%wénmorning rush hour and 2.5% at off-peak

during the morning. There has been a very distingp in car traffic along the previous main road

(Alsace-Lorraine Street). That said, the traffis hacreased on the road that connects the Boulevard
to the main square.

Cyclist habits and routes have changed. Betwe86 a8d 2008, cycle use decreased during the week
overall, by around 10% (but increased compared ®001). Nevertheless, cyclist numbers have
increased quickly on Alsace-Lorraine Street, whialghlights the importance of public space
reorganisation in favour of more environmentaligridly means of transport.

The results are much more positive on Saturdaysnvdycle use has shot up, by around 40%,
specifically on Alsace-Lorraine Street and along @aronne River. The smallest increase on
Saturdays has been observed around the main square.
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As with the bicycle counts, pedestrian numbers hghlabally decreased with an average
reduction of 4.5% during the week. Nevertheless,rdsults of this measure are very positive
on Saturdays, mainly in the new pedestrian areabeotity centre. The average increase on
Saturdays is 4%. These variations depend on amethg ivery centre and the new underground
station location. Some people who used to walk trawel on the underground.

The impacts of the delivery areas laid out in tAey\centre have not been assessed.

As a result, the pedestrianisation of the main Sgiand roads in the very centre of Toulouse
(Alsace-Lorraine Street, Wilson and Capitole Sgsa@ed Roosevelt Alleys) is a positive
consequence of this measure, even if the generahwlard trend does not meet the initial
objectives.

Lessons learned and recommendations

The measure leader identified the following possibarriers to the success of the redesign.
Bars, restaurants and shops use more public spacedlly devoted to pedestrians), which
reduces the comfort of its use.

The appeal of the new area could also attract meirs at night, which could cause more
nocturnal noise.

To date, these identified risks seem to be overcdnecto the high acceptance of the measure,
thanks to effective communication with the generdilic, local citizens and shop owners.

Positive features were also identified, the maim bring the strong political support for the
implementation of the measure.

A second factor was the close coordination with kbeal citizens and shop owners. The
technicians and politicians of the city presentael project to each individual shop owner. A
local meeting for citizens was held to discussititividual parts of the plan. General public
meetings were organised to present the projectialer public.

At the same time, the city implemented several ag@nying measures to improve the overall
situation (cleaning of buildings, improvement ofestlights, general improvements of public
space). This helped to get a favourable opiniomftiee local citizens and shop owners.

The design of a city centre has to be combined thighrenewal of the parking policy and the
development of public transport. The needs of thabitants must be clearly identified.

The redesign of a city centre clearly attributethioliveability and quality of the city centre for
inhabitants, but such an action must be strongppsted by local politicians and effective
communication campaigns explaining, specificallghopkeepers, what the benefits will be for
them.
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3.2.5 Measure 6.3; Implementation of the Urban Molity Plan in the Blagnac
area

Introduction

Blagnac, a town in the Toulouse suburbs, had 20j80@bitants in 1999. It is growing fast,

particularly in economic terms with the A380 motagwpartly running by it. The town therefore faces
transport issues inherent to suburb towns: majermal flows but also an intense transit flow @ it

main axis. So as to deal with these challenges,ratite framework of the Urban Mobility Plan for

the urban area of Toulouse, the town of Blagna@tsdbits own Local Urban Mobility Plan, seizing
the opportunity of the arrival of the light trainé E, initially planned in 2009.

Objectives

One of the main objectives of the Blagnac Local agrbMobility Plan was “better parking
management” and development of soft mode infrasirac

The associated actions planned in the Blagnac Lddaan Mobility Plan were evaluated for this
MOBILIS measure: the “Blue area” settlement and thstribution of a brochure promoting
alternative modes of transport to the car, esdggablic transport and cycling.

The brochure “How to get around in Blagnac withawar” has been delayed with the tramway works
being postponed, and so the reorganisation of tisenietwork has not yet been established. It was
finally distributed at the end of 2008, so no ewadion is available for the impact of this brochure

within the required time of MOBILIS.

Implementation

Parking was totally free in Blagnhac before MOBILEsit difficult in the town centre. A survey carried
out in 2005 showed that there were enough parlpages in the centre in comparison to needs, but:

= the spatial distribution of the parking spaces wassuitable (the centre was saturated and
neighbouring areas were underused

= Jong-term parking (employees and inhabitants) usexst of the parking spaces, to the
detriment of visitors (shoppers and users of theiadtration buildings)

= the Saturday morning outdoor market caused a dmmraf the centre, whereas parking
spaces remained free in the area surrounding titeece

To improve the situation and solve the issues cdillshopkeepers and inhabitants, the Blagnac Town
Council chose to implement a “Blue zone” in thigar The concept is that parking is free, but
regulated and short-term; the authorised parkimgtdhn in these spaces is 2 hours maximum. The
Blagnac Town Palice is responsible for the regafatHourly disks are handed out free of charge to
drivers by shopkeepers or by the Blagnac muniogmaployees. Regulation is in force during the
demand peak periods (Monday from 2 pm to 6 pm, day$o Friday from 8 am to 6 pm and Saturday
from 8 amto 1 pm.).
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Figure 11: Blagnac centre bue zone area

The town council considered that regulated shomtieee parking was a better solution to the town’s
parking issues than paying parking.

Before the implementation of the “Blue area”, Blagrran an extensive information campaign. The
written communication focused on diagnostic leagnithe solution, the area concerned and the
regulation through different means:

- In the local newspaper (“La Dépéche du Midi”) andhe Blagnac Town magazine “Le
forum” with a special 4-sheet leaflet entitled “rfoy city to move, | share my parking space”
and accompanied with a time disk.

- On posters: a public notice with the colourshaf tontrol disk, placed in shops and in the
Blagnac City services haosting public.

- By flyers put on car windscreens indicating tlesviregulation rules and the possibility of
obtaining disks from the Blagnac Town reception.

At the same time, the Blagnac Town police were egpg to note down those vehicles in breach of

the law, once the “Blue area” was in service. Uharised parking would be an offence aftér 1
March 2006.

The Blagnac Town services also organised a pubéietimg to share the diagnostic learning and
inform the inhabitants and shopkeepers about theregulation.

The “Blue area” was established in April 2006, ba perimeter of the very centre. The perimeter has
not been changed since, but it may be extenddukifuture.
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Results

The assessment methodology is based on a compdritareen “before” and “after” situations. It
focuses on the operating costs, the acceptancededearking use.

It cost around €24,000, ex VAT (one-off sum) to sptthe “Blue area”. Running costs have been
estimated at €68,200 a year, ex VAT, taking intooaat the equivalent of two employees for the
“Blue area” control and the equivalent of half ampboyee for the “Blue area” management,
professional tax, running costs and investmentmstu

The positive aspects noticed are:

* Dbetter access to the centre for shops and senviterners, as the turnover ratio has increased
by 2.7% in the “Blue area”. 82 % of the vehicleskgal in the “Blue area” are parked for less
than 2 hours.

e adecrease in long-term parking by 59%;
< globally, a better distribution of the parking derda

« a slight increase in the average occupancy rat®, B at town level, but a strong decrease,
by 7% (4% at peak hours) in the “Blue area”.

However:

* some streets are still saturated in the very ceatict at its limits. (As quoted during the
interviews, it seems that some users turn theirlpalisk every two hours without moving
their vehicles. This behaviour is hard to contrad &ine.)

* some periods are still problematic: between 12 pchzapm, and on Saturday mornings; 18%
of vehicles do not respect the regulation and ar&egu on roughly 44% of parking spaces,
restricting the smooth running of the system. Theba town policy is to not be very
repressive and no stricter enforcement ideas hese bonsidered,.

» the amount of vehicles coming to park in the cerdral therefore the number of car moves,
have strongly increased in outlying areas.

» Lastly, the issue of medium-term parking shoulddden into account, as it widely increased
in both the “Blue area” (by 63%) and the outlyingas (by 29%).

Lessons learned and recommendations

It seems that, in the case of Blagnac, the barasrgquite limited. Very few inhabitants’ challesge
have been reported to date, and very few remarksi@stions were reported during the frequent local
council meetings about the set-up of this new parkegulation.

This project met a public demand. Since parkinglagnac centre had become very difficult, the town
centre’s “users” (inhabitants and shopkeepers) wemanding the set-up of this “Blue area”, passed
on by newspaper articles. Moreover, extra parkagrss existed in the outlying area, allowing long-
term parking to be shifted.

This kind of configuration seems to be particulalytable for establishing a “Blue area”.

Communication between the different stakeholdeesksy point for the success of such a projeds. It
recommended to target shopkeepers to ease thetawcemf the new rules by inhabitants; they are
ideal for passing on the information in a friendigty and for handing out the disks.
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The newspaper information, flyers, and the firsiafaings” given out by the policemen raised the
wider public’s awareness of the new rules and sumdad any feelings of unfairness towards the
measure.

Finally, the public meeting is a key step as it emlit possible to share the results and the main
lessons of the initial assessment; distribute médron, hold a direct exchange and answer some
difficult questions.

3.2.6 Measure 6.4: High quality bus corridors in Talouse and development of
PT segregated and secured lanes in the city centre

Introduction

In preparation for the new underground line B, Dok has improved a number of Public Transport
routes by developing high quality public transpootridors in peripheral areas and segregated bus
lanes in the city centre. Standardisation and ew@mln of the different concepts enable a more

efficient use of these systems and qualitative aw@ment of the bus services.

Objectives

This measure was divided into two sub-measures ezomy the creation of dedicated Public
Transport (PT) lanes in the city centre and of Hghality Corridors (HQC).

1. "PT lanes in the city centre”

The objective of this sub-measure was to developsBgregated lanes in the city centre by
reorganising the PT network infrastructures inchg centre, creating PT segregated and secured
lanes in the city centre, in order to:

0 Increase bus efficiency and appeal
o Improve road safety on these segregated lanes
o Provide incentives for the use of clean vehicles @ternative fuels

o0 Improve the acceptance of access restriction galifir sensitive areas.

2. High Quality Corridors “HQC”

The objective is to develop two High Quality Coatid (HQC) on the roads: RN126 (East of the
conurbation) and RN113 (South-East of the conuvhgtin order to:

0 Increase the Public Transport offer and improvedbenection between the bus and
the underground networks, especially in the pergareas.

o Consequently improve bus commercial speed and aagyl linked to an overall
increase in the level of quality of the PT servime these lines (P&R, bus priority
system, information system and ticketing system).

o Develop PT use in the peripheral areas of the dmatiom by proposing a competitive
alternative to the private vehicle and improving&tessibility in these areas.
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Figure 12: PT lanes and high quality bus corridi@ss

Implementation
1. “PT lanes in the city centre”:

The definition of the segregated lanes in the cigtre was associated with the definition of the ne
PT network. Created at the end of the major undergt building works, they were opened in July
2007, at the same time as the second undergrausd li

2. High Quality Corridors “HQC":

The RN126 HQC opened in two phases: the firstdtret November 2005, followed by the second
stretch in November 2007. It is 10.9 kilometresglavith 9.5 kilometres of segregated lanes. 11 bus
stops are located on the line.

The RN113 HQC opened in two phases: the first tikorietres in September 2007 and the whole line
in December 2007. It is 6.9 kilometres long witlgregated lanes all the way along. 11 bus stops are
located on the line.
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Results
The key results obtained concern:

1. “PT lanes in the city centre”:

Overall, for both sides of the roads included ie #rea studied (boulevards between Monument aux
morts and Héraclés square and Jean Jaures avenuaround 6 km), the key results linked to the
implementation of the dedicated bus lanes arelbsv&

e It has reduced the average bus travel time, ndddimgy commercial stop time, by 12%, and
therefore the average total bus travel time by rraddl0%.

e The dispersion of the intervals between “frequerimyses has been reduced by 5 points.

e Average private car speed has increased by 14%thairdravel time in the area has reduced
by 23%.

2. High Quality Corridors “HQC":

On the whole, the new infrastructures have impravadel time reliability during the day and more
specifically:

» forline 62, the opening of the bus lanes and uyrdeind line B have reaped significant travel
time benefits. The commercial speed on this line mereased from 10-15 km/hr to an
average of 30 km/hr.

« on the 4km bus lane between Balma centre and tlerground line A terminus, there have
been fewer benefits. Commercial speed increasglitiiito 25 km/hr, but the route is shorter.

e on line 77, the route is now longer, but the conuia¢ispeed is faster, reaching an average of
30 km/hr. Travel time has been constant since 20@# no longer depends on the traffic
conditions.

e Car travel time is quite constant, in comparisothtosituations without any bus lanes
« The solutions mixing PT with the car are unwortliyote.

» The P+R areas located on the HQC are not used rtheehjgh number of changes required in
the transport solution may explain this.

* Bus stop access has been improved for pedestogrists and the disabled.

Lessons learned and recommendations
The difficulties encountered when implementing thisasure were:

« The public enquiry process delayed the validatibreach HQC design, the time between the
public consultation and the planned start of wodswonsidered too long (2.5 years)

« The political changes that intervened in MOBILI$¢i at the executive board of the public
transport authority modified the local policy chesc

« The delay in the development of priority and infatran systems has impacted the complete
integration of services
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This being said, the construction of the seconcetgrdund line (B) has opened up an opportunity to
modify and improve a number of Public Transporttesun Toulouse. The public transport authority
and surrounding cities were jointly committed tazsey this opportunity to improve the public
transport services from these residential borotigA®ulouse city centre.

High quality bus corridors are an affordable optiorenlarge the scope and improve the services of
public transport. In comparison to the undergroand tramlines, their costs are considerably lower.
As a result, they are perfect on highly congestades, where the density of population does not
justify a tram or underground construction.

Two guides (both in French) “a retrospective studyitl “design and material choice” have been
produced to develop learning practices and couldseé as input for training.

The development processes in particular duringothening phase of the HQBC can be used by other
European cities as an innovative tool to work talsax realistic development plan.

3.2.7 Measure 7.1: Innovative multimodal PT contrats, services and electronic
ticketing in Toulouse.

Introduction

The urban public network of Toulouse was equippades1992 with a multimodal ticketing system,

based on magnetic system (ISO tickets). The satkettallowed public transport users to travel by
bus, underground and on one railway line. Reduaedfrand obtain better knowledge of PT users’
practices had motivated this choice.

By implementing this measure, the different tramspathorities of Toulouse aimed to totally renew
its ticketing system and tariff rates to develagcaionic contact less ticketing and intermodalipgc

Objectives
Initially the measure objectives were very ambiioll foresaw to:

» Establish an interoperability chart between thdediint public transport operators and
apply it for the development of multimodal contsafthe decision of other PT authority to
develop their own ticketing system for 2009, papthstponed this objective)

» Realise a marketing study and in relation to thelstresults develop new types of
services and develop innovative integrated/ contbiimieting,

o Development and implementation, due to the newtfans of the ticketing system, of
incentive public transport contracts focusing oacsiic users’ groups.

0 Introduction of a new mobility card integrating néype of services

o Develop an electronic purse and multi- service supfaccess to restaurant, library
complementary to transport access) for pupils andlemts. (for technical and
administrative reasons, the electronic purse coatde integrated)

» Develop and promote a new offer targeting residefitee city centre and combining car
park and public transport use.
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Implementation

After a delay in the development, the contactlédseting system and the associated card (Pastel),
based on European and ISO standards, was setJupén2007 when the second underground line has
been running, creating a major extension of thenBffvork. The classical magnetic tickets are still
available and usable. The contactless Pastel sgrdrsonalised and only the subscriber is allowed t
use it, the travel price is similar to the priceghwélassical ticket.

Local political authorities wished an in-depth assal of the users’ practices and needs towards the
new ticketing system and especially of the impatthe new PASTEL card. The work methodology
and the overall objectives of the measure had tebewed. The measure focused then more on the
in-depth analysis of the whole final users’ behavim term of travel and PT contract use. The mubli
transport authority has launched a marketing stAdgualitative enquiry, involving 6 specific users’
groups and a quantitative one based on the ansfves® samples (3,800 frequent or occasional users
and 400 non-users) have been carried out to udersthy people still buy classical tickets, define
subscribers ‘expectations, evaluate the serviasitbuld increase PT operator’s incomes. The result
of this analysis were obtained in February 2008 waede very rich and useful. The marketing and
financial analysis results revealed that the puipdinsport authority should target users by comside
age classes and PT use frequency.

In March 2008, the majority changes that intervemdidr the local elections modified Tisséo
priorities.

Finally, Tisséo undertook only some specific deni@ati®ns of innovative PT products, considered as
relevant regarding the marketing study conclusions:

* anonymous smart cards associated to impersonatprdnsport subscription

* ACTIVEO cards for employees who subscribe an anooairact and whose company has
developed commuter mobility plan.

The different public transport authorities (Reg@ouncil, County council and railway operators) have
studied the administrative and technical conditioequired to develop interoperability t. These
partners have postponed the implementation of ppecpriate ticketing system. It is planned for 2009
so multimodal contracts will be developed in theosl half of 2009. Tisséo and the regional railway
operator have successfully conducted the firsttgshe end of 2008.

Results

The public transport use per network km has glgbaitreased. More than 300, 000 PT users are
Pastel card subscribers.

The ACTIVEO experiment is globally very conclusiaed seems to have introduce modal shift from
private car to public transport or combined jourrfesr and PT).. The ACTIVEO subscribers are
satisfied: 90% of them are willing to recommendoitfriends The success depends of the company
location the awareness promotion at company lewvel af co-financing (around 50%) by the
employer. Some administrative and financial proceglunight be improved.

Due to the late development of the anonymous cardesults are available yet.

Lessons learned and recommendations

The measure had to be modified for the followingsmns:
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» delay in the development and installation of thev ricketing system from November
2006 to June 2007 in relation with the delay of thehievement of the second
underground line,

» delay of the other public transport authoritiesenewing of their own ticketing system,

» the extension of the park and ride offer has inioedl technical difficulties to integrate
their access control in the new card.

The numerous partners have complicated the meamwelopment. More, political sensitivity to
financial issues and political changes have madlifiee measures objectives.

The marketing study revealed that the number ol&8rs had increased but the increase of free PT
users (unemployed, pupils, elder people, etc) eaglgl limited the incomes of PT operators.

Public transport users whish a PT network ablatisfy their mobility needs. Pupils and students ar
the major users; people over 30 years old are gnaictasional users; the benefit of free access for
elderly people (over 65) has little impact on timauficial results.

Most clients expect easy to use travel cards arftstdbetter adapted to their way of life.

3.2.8 Measure 8.1: Improving quality and structureof public transport services
in Toulouse

Introduction

Before CIVITAS/ MOBILIS, major network modificatiomnd infrastructure building, the public
transport authority, Tisséo SMTC, wanted to guaarand improve the overall quality of service of
public transports, and increase the use of puldinsports. At that time, public transport service
quality was assessed through pollsters who ratedlifferent components of quality, defined by the
Tripartite Committe¥.

Objectives
Initially, the measure aimed to:

* Create a customer-oriented and efficient publindpart system for the entire urban area with
reliable and high-quality services.

e Structure all urban public transport services dredwhole network and define the associated
level of quality (operating procedure and constsatinboard and stop information— ticketing
facilities, etc.).

« Define benchmark indicators to assess public t@mservice quality.

12 The Tripartite Committee unites the Public Tramspauthority, the Public Transport Operator and the
association of public transport users (AFNAUT). Oaoé€ its objectives is to approve service quality
commitments, proposed by the public transport dperand give opinionabout the measurement principles (Iat
least periodicity and observation mode).

02 April 2009

CiViTAS ‘ GUARD ‘ [ R Page 73



Project Final Evaluation Report —

* Change the overall image of public transport bygsiew technologies, providing new types
of services (complementary to the transport ond)iaproving the overall level of quality. In
particular, it was necessary to have an effectieasurement means in accordance with
quality standard EN 13816 for passenger transpmradhieve the twofold objective of
analysing sources of irregularity in services arsdeasing public transport network line
services with a view to obtaining national certifion (NF).

Since 1st January 2006, the authority has direntipaged the urban public transport network. It was
no longer possible to follow the planned activitygsences of the up-down approach: general
objectives -> implementation -> impact assessmEme. working group concluded that this measure
should be turned into a more pragmatic approachlyeqy a bottom-up approach: assessment of
indicators -> analysis of the quality of serviceimputs for the development of a strategic frame/
contracting between operator and authority.

Even if the final goal of this measure remains kintio the original one, the content, the methogplo
and management of this measure have been comphetelijied.

After the mid-term report, the measure objectivesststed in improving route time and passenger
load measurements in order to:

« increase the reliability of progress tables andetuee the consistency and punctuality of
44 buses equipped with specific sensors and tlaeiassd system for the collection and
processing of data;

« make discussions of route time measurements witlalsgartners more objective;

« perform parallel quality measurements and definenew methodology using
automatically collected data for bus lines undguality certification process;

« highlight the different causes for lost time in @rdo justify road improvement requests
or traffic light programming with the local authties with a view to improving our
service and defining an iterative process for therall improvement of public transport
quality;

« have a system interfaced with our vehicle trafftiing / display software (Hastus) and
used in addition to the AVL system.

Implementation
At present, the measure only deals with methodolddge measure has been implemented in six
stages.

1. The call for tender to select the system tonséalled on the buses was launched in January. 2007
The contract in automatic measurement and anaBysgems for route times and passenger
numbers was awarded in July 2007 to TDE Transdadal&/T joint companies. The selected
system was the Opthor produghe information collected was used to analyse teaktlown of
route time (time lost, passenger exchange timeindyitime) and the time lost (waiting in a queue,
traffic, waiting time at traffic lights and at stsmnals).

2. 44 buses, representing almost 10% of Tisséa, fleere equipped with the Opthor system, in
September 2007, in order to carry out different sneement campaigns.
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3. In parallel to the measurement campaigns, Tigsfioed, between January 2008 and November
2008, a new certification methodology with a deti#idaaction plan. This new certification
methodology integrates the data collected by thdynmstalled tool.

4. Since January 2008, the public transport opefas launched some measurement campaigns on
several bus lines and in different conditions (peairs, off-peak hours, holidays, week-end, etc.)
in order to collect complete operation data of thierent bus lines, which are undergoing
certification.

5. During the meeting in September 2008, the Ttigga€ommittee validated the use of Opthor as an
observation mode for the certification process.

6. In November 2008, Tisséo presented data of akkes lines and of the two underground lines to
the national standardisation authority and ceetffan body (AFNORY in order to obtain the
associated certification; results of this certifioa phase will be known from February 2009
onwards.

Results and lessons learned

According to the implementation timetable of thigasure, there are no specific impacts yet. Its
outcomes are much more relevant in terms of proeessiation than in terms of impact evaluation.

During the CIVITAS MOBILIS lifetime, the second uvadjyround line was opened (July 2007), the
two High Quality Bus Corridors were inaugurated ¢Bmber 2007 and January 2008) and the bus
network was fully reorganised.

In addition, the works on the first tramway linen@d E) have started; it will be inaugurated in 2040

the same time, a new Automatic Vehicle DetectioVI(A system will also be implemented; the
general management of the quality of the publingpart network (through its measurement system)
will really evolve from now on.

The decision to postpone the reorganisation ofptifgic transport network after the opening of the
second underground line and the political misurtdadsng have hindered the measure

implementation.

The commitment of the Public Transport Operatat@eeloping the measurement system under direct
management has been a potential success factor.

The success of the methodology application itgedfih two points:
- the automatic measurement of indicators througlu#te collection system,

» the cooperation with the national certification hddFNOR) to validate the certification
process and to demonstrate the reliability of tb®matic indicator collection system,
which is being carried out in the framework of tG#VITAS MOBILIS project to
improve the process. For bus lines that are alrezdiified, the quality level will be
continuously assessed.

The Tripartite Quality Committee has integrated the ljpubransport users’ point of view into the
debate about the quality level of the public tramsmetwork. AFNOR’s acceptance of the data
collected by new measurement system has facilithtedertification process.

3 AFNOR is the entity in charge of certifying thefdifent public transport bus lines.
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Since citizens often have a choice of multiple s$@ort options, a high quality of public transpat i
essential to increase its use. Automatic measureofeservice quality and public transport service
certification helps public transport to achieve desired quality and standards.

The methodology developed to define quality stnatagd obtain quality-certified public transport
services is an excellent learning practice for othes operators that want to use the full possisli
of a so-called “floating bus” measurement system.

Tisséo-SMTC will continue to draw benefits from thatomatic “Opthor” tool by performing a
continuous assessment of the quality level of ifferdnt bus lines of the public transport netwark
the coming months and years. This process showblemisséo to obtain more certified bus lines
than without the Opthor tool.

Opthor use will certainly evolve when Tisséo haivn automatic vehicle detection (AVL) system in
2010.

3.2.9 Measure 8.2: Development of proximity serviseat important passenger
transport hubs

Introduction

The CIVITAS MOBILIS project aimed to take accompary measures in Toulouse in preparation of
the new underground Line B. The development of raiges area in the Jean-Jaures underground
station, a public transport junction, was considear essential condition for creating added-vatue f
passengers and enhancing the attractiveness ot pgrdohsport. Before CIVITAS, the Jean Jaurées
station was a normal station of line A, with veewfservices in the station area. Its developmeneca
only with the decision to intersect the two undetgnd lines at this point of the Public Transport
network.

Objectives

The main objectives were to develop local servioesrder to modify the way Public Transport is
used, especially at the intermodal junctions, andhange the overall image of Public Transport by
providing new types of services, in addition ta jiansport, and improving the global level of dgiyal

Jean Jaurés is proving to be the busiest of allutiterground networks because it is strategically
located at the junction of two Toulouse and subuwniderground lines. This is why it was decided to
revamp Jean Jaurés Metro station and to build pgshg centre in it.

Implementation
The measure was implemented as follows:

Tisséo-SMAT and the Pronometro Company carried tbat preliminary study in 2005, then the
underground building works that included the sgtaside of sale areas at this station. At the same
time, Tisséo defined the accompanying marketingpzagm for the period 2007-2010 and chose the
Promometro Company. In 2006, the shopping areacwsged and it opened on 30th June 2007. The
shopping area was completed from 2007 to 2008.
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Results
The results are presented under sub-headings asustonomy, transport and society.

* In terms of economy, the general generated mornthlyovers were €28,617 in July 2007,
which corresponds to the opening of the shoppieg,aand €248,261 (+767%) in September
2008. The turnover trends clearly show that thepphng area in intermodal junctions is a
new concept, at least in Toulouse, and peopleraduglly making use of it.

* In terms of transport and society, the transpatketi validation data provided by Tisséo
Réseau Urbain and the counts made at the entrandesxits of the Jean Jaures underground
station have been used to calculate the numbereople travelling through Jean Jaurés
station. The surveys were held at the same tiroe) #tth to 9th February inclusive at 4 count
points (the station entrances) in the morning (8 @10 am.), at midday (11 am. to 2 pm.)
and in the evening (4 pm. to 7 pm.). The flows riont of the shops thus represent only
approximately 17% of the overall flows of travefién Jean Jaures underground station (line
A and B) and, on average, 21,221 users per dayipdssnt of the shops in the shopping
centre. Another study was carried out through 4@dliative questionnaires from 12th May
2008 to 17th May 2008 in order to determine theaativeness of the shopping area linked to
the use of public transport. It turned out that @ain75% of interviewees live within
Toulouse, 58.3% of surveyed people were women amaloyees and students represented
the most surveyed, with 86.1% for both. Concerniegreasons for passing by, Jean Jaurés is
a destination station, not a transit station, &% are changing underground lines and more
than 60% of interviewees take the metro at lease@day. 91.4% of those surveyed have
already noticed the shops in the shopping centrdy @o shops in the shopping centre
(Paul: bakery-sandwich bar and Monop: small grocarpermarket) were spontaneously
mentioned by those surveyed for the question “lyaxeever heard of these shops?” The vast
majority of people surveyed noticed the shops wiaimg through the shopping centre in
Jean Jaures station. Among the users of the urmdergrstation, 51.3% are satisfied with the
presence of the shopping area. Thus, it meanstlagitation and/or readjustments need to be
made in the context of the development/continuftthcs shopping centre, so that it is suited
to the clientele and so that the latter make beserof it.

Concerning the application of shopping areas terothultimodal nodes, the underground stations
most often quoted relate to stations located incibecentre or in the interchange centres (P+R and
regional trains). The relevance of applying thiprapch to other stations must take into account the
following elements: location of the station in §eblic transport network and types of services/shop
proposed. The development of other services/shgmi@as in other intermodal hubs has nevertheless
started.

Lessons learned and recommendations

The main barrier encountered is the delay of thasuee. The first delay was in the construction of
underground line B (planned in February 2007 andadly opened on 30June 2007), and the second
delay was in the opening of some shops. This wastduhe fact that some of the shopkeepers were
waiting until the station was able to generate ghopassengers and possible customers to open their
shop, especially Paul (bakery), which was waitioigthe supermarket (MONOP’) to open in order to
create a sufficient pool of commercial services.

Two positive initiatives can be highlighted:
- A very particular success was the recruitment gfpecialist marketing agency that helped

the public transport authority to define and impégrnthe services/shopping area and
develop the innovative marketing concept, managtegions with shopkeepers..
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- The implementation of the measure has benefitad the decision of the public transport
authority and the public transport operator to ienpént the services/shopping area from
the outset, when the first architect plans fordtation were designed.

The concept would be of interest for other pulémsport operators, willing to use local commercial
services as a tool to increase the overall attraicéiss of public transport. Shopping centres shootd

be opened in public transport stations withoutrtgkinto account the specific features of the transp
area in question and the type of services/shopeatag by the users. Moreover, local services and
other ancillary services for public transport pagses can be a source of additional financing for
public transport.

3.2.10 Measure 8.3: Improving Accessibility to Palic transport services

Introduction

Accessibility is one of the key factors of succasshe development of public transport policies.
Tisséo SMTC aimed to develop an innovative chattet would standardise and improve the
accessibility of its public transport services watBpecial focus on disabled persons.

Before CIVITAS- MOBILIS, Tisséo-SMTC, the publicamsport authority (58 bus lines and one
underground line), had already improved the acbagiof persons with reduced mobility to public
transport at the level of the Urban Public transperimeter (95 towns and villages).

This improvement was obtained through three matiatives:

- Creation of a dedicated transport service for peysuith reduced mobility (MOBIBUS),
based on a transport-on-demand concept.

» Ensure the accessibility of persons with reducedility (using lift and special ticketing
control lines) at all underground stations.

« Procurement of low floor buses with special equiptier wheel chairs.

Accessibility was integrated into the technicaluiegments of bus fleet renewal and construction of
the second underground line.

Objectives
With this measure, Tisséo aimed, during the MOBIi§ject, to:

- assess the overall accessibility of the PT netWiorkelation with local associations) and propose
a panel of measures to improve the accessibilitiPToin line with the national legislation on
“accessibility for disabled persons”.

» establish a specific chart to define, in line witte PT quality scheme definition, concrete
objectives (in term of vehicle accessibility, statiaccess, modal change, dedicated services, etc.)
to ensure high-level accessibility to persons witduced mobility on the whole of the PT
network.

- implement the recommendations of the referencbeatdception points for users, which are not
all fully accessible yet.
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The expected results and targets of the measuetivercreation of an accessibility chart at thelerho
PT network level and improvement of disabled persmtessibility to transport, but also to
information points.

Implementation

In February 2005, the national law about disables@ns came into force, requiring that all Public
Transport Authorities ensure a 100% fully accessitbtwork by 2015. The law has modified the
initial objectives of the measures.

The two High Quality Bus Corridors, laid out betwe2005 and 2007 as part of the CIVITAS
MOBILIS project, have therefore integrated all resagy accessibility standards such that these newly
created public transport infrastructures are “faltgessible”. The “accessibility chart for High Qiya

bus corridors”, drawn up from this experience, mwvna national reference defining technical
requirements for all new public transport infrastuse projects.

In September 2007, TISSEO SMTC signed a contribtam engineering company, which conducted
a review of the Tisséo public transport network aftdw up an action plan for achieving the
regulation’s commitments: a fully accessible publamsport network by 2015.

The political board of Tisséo voted in favour ofidating the Accessibility Master Plan in January
2009, so actions for improving the accessibilitpditions of the public transport network will start

according to the predefined calendar. These actemes divided into eight themes: passenger
information, agent training, substitution servicdéistening, follow up and assessment, customer
reception points, rolling-stock, and finally stops.

Before its validation of the Accessibility MastBian but in relation with it, in December 2007,
Tisséo:

« organised a training session allowing Public Transputhority and Operator employees

to assess the level of accessibility of the diffiérafrastructures, services and premises.

« installed a new customer point in the Jean Jaundsrground station integrating all the
accessibility standards. Each point, which is dueeteive some customers (including
disabled people), will now be built in such a way.

- started to adapt its website in order to make putshnsport timetables accessible to
blind people (through HTLM language and decoder).

Results and lessons learned

At the end of the MOBILIS project, the results bist measure were difficult to quantify. That said,
quantifiable targets such as the validation bypblitical board of Tisséo of the Accessibility Mast
Plan and its associated action plan, the Acceggibhart for High Quality bus corridors (HQBC) and
training plan for accessibility of the customereteption centres have been fully achieved. But bot
the accessibility of the Tisséo website and thadsteds compliance for customer reception centres
were only partially achieved. A database for mamggiomplaints was opened in parallel to assess,
over time, results and agreed actions to make its® network accessible to everyone.

The level of network accessibility on a scale 6 @0 is estimated at 6 in 2008.

« Bus stop accessibility: 50% of bus stops are adudess
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« Accessible bus lines: 30%

« Accessible rolling stock: 55%

» Underground: 100% accessible
By 2015, all indicators must be at 100%.

During the MOBILIS project, this measure came upiast two difficulties: the measure had, first, a
low priority at public transport operator level atttk works to perform in order to reach 100%
accessible public transport network are very costly

The legal obligation has been effective at forcitig public transport authority to consider
accessibility as a priority. The strong commitmentthe political level and good integration of
different associations representing disabled putshosport passengers have helped to define the
necessary actions for reaching the legal targets.

After MOBILIS, actions of the Accessibility MastBtan will be implemented gradually. Accessibility
of the public transport network is a crucial is$aemany public transport users. A fully accessible
public transport network is a very expensive goad @ven if the public transport operator and
authority are willing to achieve this, the overadists are high. A strong political involvement vt
needed to upgrade the public transport networksdet accessibility standards requirements.

3.2.11 Measure 8.4: Transport on Demand as a congphentary service to Public
Transport

Introduction

The measure intended to develop and implement fexible demand-responsive public transport
services for low-density areas and low traffic pds, in connection to the most important intermodal
(bus-underground) nodes.

The urban Public Transport perimeter of Toulousmnmosed of 95 towns and villages around
Toulouse, is very wide. On the peripheral areas, atverage density is very low and originally, these
areas were poorly served by the public transpovices because they could not justify the operation
of a regular bus line.

At the end of the nineties, the public transpatharity, Tisséo, created a demand responsivecgervi
which consists in ensuring a transport-on-demamndicee performed by a taxi for the same price as a
PT journey. It is subcontracted service. This systeas originally developed when public transport
dashboards highlighted that, for several bus litlesre were fewer than 3 customers per hour in off-
peak periods (former bus lines 51, 53, 55, 60 &@)dfér three different areas (in the East and Bout
part of the conurbation). It helps to reduce theraponal costs of transport (reduction of bus
frequency or elimination of a non efficient busvses) while ensuring high-quality transport in
connection to the first underground terminus.

In 2002, following the extension of the urban PTifeter, Tisséo extended this type of service to a
total of 14 dedicated areas. In 2004, there welg Briransport-on-demand lines operating in the
Toulouse conurbation, served by “taxi-bus” andfmecsal commercial vehicles. They were operating
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in a certain area where stops and timetables wstalied and determined in advance. The customer
had to call the chartered taxi company in orddaeltiothem where s/he wanted to be picked up, where
s/he wanted to go and at what time. Each trangpedemand line had its own booking service and
phone number.

Before CIVITAS, it appeared that these servicesdadeo be fully integrated into the PT network
offer in order to increase and standardise effigfeand to improve the connection with the main
public transport network.

Objectives

The objectives of this measure were to proposeftazient transport/mobility solution for the whole
conurbation level, including for the lowest densitga of the urban transport perimeter by:

- extending the transport-on-demand services to doinedensity areas,

- developing an innovative management tool for tlsemeation centre of the transport-on-
demand service,

« defining a new organisation for managing the trarnspn-demand service.

The expected results and targets were:
- _to develop the demand-responsive offer at the lefrile whole conurbation
« to improve the service quality of the reservatientce,

» to integrate the transport on demand solution fh&ooffer and management of other PT
and mobility services.

Implementaton

The measure has been implemented in four stageslyFfrom December 2005 to December 2006,
Tisséo identified the potential improvements of éxésting transport-on-demand services. Secondly,
in December 2006, Tisséo-SMTC contracted a compargharge of managing the whole central
booking system for all transport-on-demand usées;biooking must be made at last two hours before
the trip. Then, in November 2007, Tisséo implemegnia the SICOVAL area, new transport-on-
demand services connected to major public trandpfdstructures (last underground stations and
High Quality Bus Corridors. At the end of 2008, tt&nsport-on-demand lines were in operation.
Lastly, in February 2008, after the reorganisatiérihe bus network (linked to the opening of the
Underground line B), Tiss€o-SMTC launched a comtirsuassessment analysis of its subcontracted
services (such as the transport-on-demand servitesjler to improve and optimise them.
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Results

The evaluation of the measure is mainly based enrdéisults of a satisfaction survey, which was
carried out in June 2008 on the transport-on-deri@édine (considered to be a “standard” transport-
on-demand line) with the support of the drivers.

The objective of this survey was to assess theomets’ satisfaction with the transport-on-demand
services through its different aspects such asi¢hebooking system, the transport offer, the journe
or the transport-on-demand system as a whole. Gé8tignnaires were collected and analysed.

To assess transport and environmental impactRTi2 106 service has been compared to a regular
bus service in the same area (humber of passeagdr&m covered). These results are presented
below.

In terms of society, with the development of thengport-on-demand lines, 84 municipalities in the
Toulouse conurbation are now served by public paris(vs 52 municipalities in 2004). The
transport-on-demand 106 users really appreciateseéndce and this is particularly true for the new
booking centre, journey safety and timing and thbality of the itineraries. Around 95% of people
surveyed are globally satisfied with the line 1€hsport-on-demand offer and quality, even if some
would like a departure frequency increase at thdddground station (every 15 minutes instead of
every 30 minutes as it is currently). 80% of thetomers are satisfied with the new TAD booking
system but a lot of customers would like to be ableook the TAD only one hour in advance (instead
of two hours as it is currently) and 21% of thetoogers consider that the waiting time on the
telephone is too long. 64% of customers considerttansport-on-demand 106 line to be a local
service; 87% of customers are satisfied with therjey and the itinerary quality of the transport-on
demand service; 95 % of customers consider thatysef ensured during the journey and appreciate
the drivers’ welcome; and arrival timetables weoémet for only 12% of people surveyed.

In terms of transport, in 2008, there has beemrdimuous increase in its use: the average daily
number of passengers using the transport-on-derd@8dline is 4 times higher than in 2004,
increasing from 3 customers per journey in 200&.4oper journey in 2008.
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When using 15-seater diesel vehicles for transportiemand instead of a regular bus, yearly gains in
term of investment and maintenance costs, fuelwwoption (around 115,000 litres of diesel saved per
year) and environment (180 fewer tons of greenhetffgzt equivalent CO2) are high (around €1.6

million/year).

Lessons learned and recommendations
The implementation of the measure came up agdirext fmain barriers:

« The wide daily and seasonal variation of passengeibers requires the vehicle capacity
to be adapted: 9 or 15 seats.

« The user’s constraint of booking at last two hdagfore the journey.
« The lack of ticket checking in the transport-on-aeich encourages customer fraud.

The main success factors of this measure weredhenitment of the public transport authority to
developing public transport use by serving lessutagpd areas with frequent services that would not
be provided by buses and by developing appropidatmections with the underground and bus
stations, and the acceptable cost of the trangpedemand for the local authority and the customer.

To set up this type of service, it is recommendedsign a quality-monitoring contract with the

operator, both for the booking unit and for trangptm carry out a satisfaction survey every year t

adjust the service to customer’ expectations aatlyi, to plan for the replacement of transport-on-
demand by a bus service in high use periods byoschildren for example.

Tisséo plans to assess how the current bookingreysbuld also be extended to car-sharing and car-
pooling services in the future.

3.2.12 Measure 9.1: Promotion of car-pooling and tegration with PT services in
Toulouse

Introduction

One of the objectives of the Toulouse urban movem&an, approved in 2001, was to reduce the
proportion of private cars, specifically at rushuholn 2004, the inhabitants of the Toulouse
conurbation made 3,635,000 trips a day, 64% of kwhig private car with, on average, 1.27 people
per car. Carpooling was not a common practice,@xteough the implementation of some commuter
mobility plans.

The public transport authority, TISSEO, which isclresponsible for implementing the urban
movement plan, considered that developing carpga@sa complementary service to public transport
would help to achieve this reduction in private ie&htraffic, particularly because 77% of commuter
trips, which represent 63% of all mode journeys,rande by car.
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In August 2003, some volunteers founded a car-pgohon-profit making (1901 French law)
association called “COVOITUVAL" to develop carpaaij in the south-east of Toulouse (SICOVAL
area). They contacted people individually to introglthem to this servitk

In November 2003, the public transport authoritySSEO) and another local authority (the south-east
city syndicate -SICOVAL) became financial partnefshe association. This enabled

COVOITUVAL, at the beginning of 2004, to recruiteperson (part-time) and invest in the
development of sophisticated software to compogeocder teams. The COVOITUVAL association
had to report its activity results twice a yeatheir subsidy providers.

Objectives

To develop the car-pooling practice within the Tamde conurbation, the partners aimed to:

* improve the efficiency and level of service of #esting car-pooling activity of the non-
profit association,

e propose an integrated solution between public pamgPT) and car-pooling solutions,

e create, in the public authority structure, a detgidaervice to manage and promote carpooling
at the conurbation level as a complementary setvigublic Transpoft.

The objective was to limit traffic congestion dweindividual car trips in the conurbation (3,63%00

p/day in 2004) and its consequences on energy ogsigan and air pollution The quantitative target
was to reach at least 1,000 registered car-poal@isthe reduction of at least 1,000 individual ydail

car trips in MOBILIS time.

Implementation

To launch this measure, in mid 2005 TISSEO askeaffioexhaustive study of the COVOITUVAL
activity to analyse the strong and weak points padforward measures to develop carpooling at
conurbation level. The study results, presente8dptember 2005, highlighted the need to reinforce
the links between TISSEO and COVOITUVAL and to depethe promotion of COVOITUVAL and

its awareness activity by focusing on company marsagnd employees.

In September 2005, the south-east community (SIQQ\&#kd TISSEO decided, with the support of
the Midi Pyrenees Regional Council and ADEME, teate a “mobility house” in the large business
area located south-east of Toulouse, offering uarigervices regarding public transport information
and mobility advice.

The COVOITUVAL staff integrated the Mobility househere they could run its activity. The
COVOITUVAL website was linked to the SICOVAL onehi§ gave the COVOITUVAL activity quite
an official status.

14 At first the carpooling service included commuter and occasionas tt conurbation level. |

'3 The integration of car-pooling services within fheblic transport network offer and ticketing syste/as
initially considered as a key success factor fergdhlargement of car-pooling habits. But, for opereal and
technical reasons, the idea of creating a dedid@fedontract for capoolers has been dropped. Indeed, it was|
initially planned to manage its delivery in relatiwith the Park and rides (P&R) management, buttduke
operational choice of managing P&R, its implemeatahas proved more complex to develop.
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Figure 13: COVOITUVAL Internet site

The association then started to meet with the Laldégopole company managers who at first feared
that carpooling would create an alternative sofutio public transport network extension and that
those employees practising carpooling would becleseflexible.

In March 2006, to reduce car-pooling barriers, COMOD/AL established a “good behaviour” car-
pooling chart, in which COVOITUVAL committed itsetib:

e checking driver’s licences and insurance and ggttire chart signed. The registered data are
confidential.

e proposing carpooler partners, composing teams amdtoning the team evolution.

e ensuring a return trip: if the driver misses higjioal car trip, the association proposes a saytio
such as another carpooler or bus, or even taxibaats the costs.

The Mobility house partners recruited a full-timeliity advisor who has created promotion tools
(newsletter and carpooling guide), helping to distie the car-pooling chart and “better mobility”
information inside the companies located firstlyhie south-east business area, then also in other
ones. The companies welcomed this communicatiagtifspally when they were implementing a
commuter mobility plan, because car-pooling develept is often the main initiative. In MOBILIS
time, more than twenty companies have contractéd @OVOITUVAL to set up and manage their
carpooler volunteers’ database.

The initial objective of creating a dedicated seeyiin the public authority structure, to managd an
promote carpooling at the conurbation level asragtementary service to PT, has evolved during the
MOBILIS time, due to the parallel study relatedhe setting-up of a mobility agency and customised
services in Toulouse 882.17 measure 11.3.T).
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On 24" October 2007, the dedicated working group pilobgdthe Public transport authority of
Toulouse, TISSEO, chose the concept of a large lityohgency based in Toulouse that would offer
global mobility services under the management &SHO. The other local partners involved in the
management of the local mobility agency of Labége also members of TISSEO's Board of
Directors, and they agreed to integrate it as alloffice of this central agency. TISSEO allowed th
COVOITUVAL association members, working at the lloz@bility house, to integrate the car-pooling
department of this new structure. This arrangemssdnt that the new structure could benefit from
COVOITUVAL's past experience, reinforcing it at aobation level and confirming carpooling as a
complementary service to public transport.

The opening of this central mobility agency, fiptanned in June 2008, has been delayed after the
local elections that took place in March 2008. Thacept of a central mobility agency has recently

evolved and several territorial mobility agencies aow planned, located at important interchanges.
In January 2008, the local mobility agency and COMIVAL employees joined TISSEO.

The evaluation of the measure has focused on thadts of the COVOITUVAL association between
2005 and December 2007.

Results

The integration of the car-pooling service offelsdthe COVOITUVAL association within the more
institutional framework of the local mobility aggnand the financial support of the local authesti
helped to promote and disseminate information alto@tcar-pooling service. The awareness and
marketing initiatives taken as regards companiesmpted a swift increase in carpooling, and
developed this practice at conurbation level aneghewider. In December 2007, 38% of carpoolers
were living outside of the city of Toulouse and SNZAL area.

Between February 2005 and December 2007, the nuohibegistered persons and of successfully
connected people increased by approximately tersementeen respectively. A larger database of
people registered for commuter journeys has madgessful connections easier and COVOITUVAL
registered carpoolers appreciate the potential eambcarpoolers as well as the ease, efficiendy an
quality of the service provided.

In comparison to the business-as-usual scenarweka February 2005 and December 2007 around
4, 000 daily journeys were avoided. The numberwgiided kilometres as passengers has increased
more than the number of kilometres covered by dsiveo we may even suppose that, sometimes,
more than two people travel in the same car.

People mostly practise carpooling for commuterijeys (80%) and before more than 80% of car-
poolers were driving, and they are still doing pamarily to go shopping. Finding a better car
alternative than public transport is the main nation for carpooling, although this service is @t
offer a real alternative for people without a ddegular carpoolers help to continue promotion and
networking initiatives in favour of carpooling.

The energy saving of 52,302,44 L eq. petrol betweeruary 2005 and December 2007, due to the
development of the car-pooling service, is aroufi®@% higher than the results of the business-as-
usual scenario. The environmental impact of thesueais a 340,000 kg eq. CO? saving for the same
period.

Lessons learned and recommendations

Carpooling is a good solution for commuting, dughe economic geography of the conurbation of
Toulouse, which has large business areas whereawsss is difficult at rush hour and where public
transport is only partialhe simultaneous implementation of commuter magbjians (measure 11.4)
has fostered car-pooling development in differemmd and therefore contracts between
COVOITUVAL and companies.
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The involvement of the association COVOITUVAL and employees, partly volunteers who are
highly motivated to develop carpooling, has beestrang impetus for the development of this
measure. The financial and administrative suppbthe local authorities, specifically TISSEO and
SICOVAL, has prevented any unmet technical neeats fimiting COVOITUVAL action.

Nevertheless, the development of carpooling is téichiby variable working hours and by the
dispersion of residential areas in comparison tokwareas, which makes it difficult to connect
registered persons and compose teams for carpooling

The implementation of this measure highlighted:that

® car-pooling practice is adapted to the currentidiffies encountered by people in reaching
their workplace because of traffic, the lack ofkimg areas and a limited access to public
transport networks;

®* commuter mobility plans and parking policy in favoaf carpoolingare good support
initiatives;

® the launching of a car-pooling service must be agmmied by the implementation of a
dedicated management system and human advisonpegse

®* Public awareness campaigns are compulsory, butnwumg also be dedicated to the car-
pooling service target groups. Links on public sf@ort and other local authorities’ websites to
the car-pooling service website are a good wayteasl information.

3.2.13 Measure 9.2: Implementation of new car-sharg service linked to PT
services in Toulouse

Introduction

Longer distances and travel times have contribtdexllarge-scale use of the private car, in pdercu
within and around large urban areas. Carsharimnésof the alternatives to private car use in large
cities. It involves setting up a fleet of vehiclést can be reserved for different lengths of tiffiais
service enables users, most of whom live in thg tit obtain a vehicle on demand, without paying
ownership costs and guide them to a more susta&inedel of the transport modes.

Carsharing has been encouraged in France sincdattel990s. In 1998, Wallgreen Company
introduced their own experimental car sharing oizjag an initial test phase, which obtained
interesting results, but the lack of promotion tei them and the test stopped. Before CIVITAS, the
carsharing was not yet functional in Toulouse antOBILIS, Toulouse partners wanted to carry out
an experimental carsharing service as a complementability offer to analyse its potential and
added value to the existing public transport offehe measure leader was the public transport
authority (Tisséo)

Objectives
The measure primary objectives were analysing eairslp success conditions and developing, at
Toulouse conurbation level, a financial sustainaeleice fitting to the users’ expectations.
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The expected targets of this measure were to deérabms car-sharing service composed of around 20
cars that will be used by 50 users per month aridtegrate the car-sharing service in the mobility
transport offer developed within the project.

Implementation

The implementation was planned in five stages (wgrigroup defining the specification s of the call
for tender for a marketing study and the definitioh the carsharing service specifications,
implementation of the car sharing service and atalo of the impacts).

Due to a lack of human resources in measure leatieicture, this measure has been launched later
that planned. The specifications of the call fordier were finished at the end of 2006; the marfgetin
and feasibility study has been realized betweenu&ugnd December 2008.

The study revealed that low awareness level amaijop but also among politicians and deciders;
80% of citizens who already dispose of car-shasgagjices, ignore which kind of service it is or
confuse it with carpooling.

The financial analysis highlighted that carsharsggvice provides only slow benefits. Implement
carsharing service demands high investment (5,500 €ach carsharing station) and the running cots
too (yearly 9,600€ for each car + employees’ ¢bsismanagement subcontracting ones). 80% of the
running costs are fixed one and 80% of taking ameable; the management of park developing is
crucial. The” small balance between taking and mmiosts is reached with around 45 vehicles and
1,500 subscribers. An experiment is structurallydéficit. In all cases, public financial support is
compulsory to launch carsharing service.

24 scenarios were drawn up at conurbation levelti@basic one (15 vehicles at the end of the year
A0 available in city centre and 50 vehicles atéhd of the year A0+5), the global deficit afteréays

will reach 480,000€, but the “small balance shdwddreached after 5 years. A scenario with 50% of
the carsharing stations implemented out of the agtytre (20 vehicles at the and of year A0 andt50 a
the end of Year AO+1), the global deficit afteréays should be 1,2 M €.

The selected scenario aimed to implement 11 s&tbR vehicles in the city centre and a progr&ssiv
increase to reach “small balance” in five yeard i to 50 vehicles and 2,000 subscribers.

The “trade union committee” of Tisséo validatedtttize public transport authority and operator
should support this scenario in January 2008.

In March 2008, the majority of municipal councilactyed. The new elected team wished to organize
large debates about mobility. The conclusions cowdd that citizens were wishing a carsharing
service.

In between, a non-profit association had implenekniee own carsharing service called MOBILIB'.
The founder had been member of the dedicated wgpikioup.

The carsharing scheme initially adopted had towevtd integrate this initiative. Tisséo and thg oit
Toulouse have decided to participate to Mobilibaincing.

Finally, the MOBILIB’ service has been launchedMiarch 2009, with only 11 vehicles displayed on
6 stations in the city. The business plan is tehea“small balance” in 3 years, while increasing t
fleet of vehicles to 20 next year and 35 in trearge

18 Six employees is the usual rate for 45 vehicles
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Results

Due to the implementation of the measure, no ingpaatve been measured, but the results of the
marketing study have increased knowledge in carirgipaervice, although they do not correspond to
real values measured from the MOBILIS measure.

Lessons learned and recommendations

The evolution of mentality and practice helps towedep sensibility towards carsharing and some
initiatives may appear out of the official frameewrtheless, the involvement of plurality of actors
(local politic bodies, public transport operatassociations, private companies, etc) introduclkes a
of complexity.

The development of carsharing requires four coowléti a high density of population, a relevant and
complete offer of public transport, a parking masragnt politic introducing constraints for private
cars and a financial support, at least initially

The lack of legislation about carsharing does agtlifate financial involvement of public transport
authorities in its development.

The main recommendations can stand in three points.

Integrated politic management of the mobility mustpport carsharing and considered it as
complementary to public transport service and ditagrsport modes.

To be cost effective, carsharing service needsqsiag a relevant and complete offer, and thus to be
available in many stations covering a completederntke enough network of the area retained.

Extended communication actions, especially towardsic, are crucial to promote carsharing service.
The economic aspect is one of the most importareréeto convince people to turn to carsharing, and
thus, to change step by step population behaviooutamobility.

3.2.14 Measure 10.1Clean urban logistics and goods distribution platfom in
Toulouse

Introduction
In 2005, improving freight delivery right in thetgicentre was a critical issue for the municipatfy
Toulouse, which was involved in a project to endapgdestrian zones in the very centre.

Daily traffic in Toulouse city centre was exceedit®j000 veh/day; it had increased by around 3% in
one year on the main access routes to the veryecehthe city. Car drivers were highly intoleranfit

the traffic congestion due to the freight delivepyerations. A municipal freight delivery regulation
existed, but it was quite complex, depending onsthetors in the very centre and the access routes,
and did not meet shopkeeper needs. As a resultethation was not complied with for around half
of the deliveries in the very centre.

Objectives
The measure had two objectives:
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* to improve transport and freight delivery in theyeentre of Toulouse by implementing a
new freight regulation,

» to prepare for the development of a logistics platf at conurbation level: an urban delivery
centre (UDC) through the implementation and evaunadf a new protocol delivery system
led by Chronopost , a mail and parcel delivery canyp

Implementation

To implement the measure, the Toulouse departmifransport first studied the freight delivery
regulation in other cities and the first experingenf an urban delivery centre at European level,
analysed the positive features and constraints died up recommendations for developing and
implementing the measure in Toulouse.

In January 2006, the steering group composed akseptatives of the municipality and of the
regional trade council presentd# urban delivery centre concept to the different road hauleend
discussed the proposals for a new freight delivery regulation in favour of small and clean vehicles.
The small road hauler companies were opposed to the creation of an common urban delivery centre
located in the suburb; they thought that this structure would favour big carrier companies too much.
They accepted the idea of renewing the ddlivery regulation, but only in agreement with shopkeepers.

Between January and March 2006, the city representatives defined, with shopkeepers and the
road haulers, the new freight delivery regulation and the location of dedicated delivery areas in
the very centre of the city. The new regulation is described in the Table below:

8pm-7am 7am-9am 9am-1lam 11am-8pm
Lorrv lenath Delivery forbidden Delivery forbidden
aIIB(/)weg <9m (<12t) except on dedicated <9m (<12t) |except on dedicatg
parking places parking places

The city, road haulers and shopkeepers also signeeélivery chart laying down the good
delivery practices and presenting an informatioanciel between the stakeholders.

Since May 2006, the municipality has implementedrtbw regulation and the associated quality chart
about freight deliveries in the city centre. It lsdso created video-controlled delivery areas atingr

to the decisions validated by the city municipatigrvices and the stakeholders. The road haulérs an
shopkeepers using clean vehicles have receivedfispgtickers offering them priority to enter and
park in the very centre of the city.

The steering group went on working from 2006 to200 the creation of an urban delivery centre and
the organisation of freight delivery between the @BAnd the city centre with clean vehicles, the
purchase of which would have been paid for by titg af Toulouse and ADEME. The city of

Toulouse abandoned the project of UDC creationuimeJ2007, due to the opposition of many road
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haulers, and produced a process evaluation repafysing the failure of the project, more clearly
identifying the barriers and giving recommendationshow this could be overcome in the future.

In parallel, in 2005, Chronopost, which providepress delivery of letters and parcels, wanted to
present itself as an environmentally friendly compalt thus modified its delivery organisation,
previously ensured by 6 diesel lorries, betweernoigsstics platform located close to the airportdan
the six areas of the very centre. The city couneis interested in this trial and its evaluatiomptove

to other road haulers the benefits of a more enuental friendly freight delivery in the city ceatr
and to point out that companies were making anrteffo this field. The city of Toulouse made
professional premises in the city centre availabléChronopost. Using them as a micro delivery
platform, Chronopost has initiated morning roundsthe six central areas by three electrical
commercial vehicles, one CNG commercial vehicle amd Chronocity that are electrically self-
propelled, moved by a walking deliveryman. A CNQmeoercial vehicle does one more round, if
necessary, for large parcels. Only the three étettvehicles and the CNG one are used for the
afternoon rounds. The parcel collection is unchdn@ne diesel lorry and one natural gas medium
one transport the mail and parcels from the airplatform to the city destinations.

Figure 14: Delivery with the Chronacity vehicle

Results
The main results of the different parts of this ewga are as follows:

1. The new delivery regulation implemented with thgreement of road haulers and
shopkeepers:

a. It has limited the tonnage for goods deliveryriés and the delivery duration
during the day in the very centre.

b. Discussions between the city, the carriers’ #red shopkeepers’ representative
have led to a freight delivery quality chart bedrgwn up, involving the different
partners, to define and implement controlled freidélivery areas. Moreover,
the new parking management regulation and the @spkce redesign of the city
centre helped to free up delivery parking areasgce

c. The shopkeepers have accepted the slight constithis new regulation has
created well.

2. The multicriteria analysis of the implementatifithe Chronopost mail delivery platform in
the Toulouse city centre is advantageous on alt$reenvironmental, economic and social.

a. The economic assessment is satisfactory asoteo€ the new organisation is
quite similar to the previous one.

b. The very positive environmental assessmenttsesub decrease of 58% of CO2
emissions, representing a saving of 15 tons/year.
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c. The new delivery organisation is relatively sparent for Chronopost customers,
who seem to appreciate environmental protectiolmmaaonnected to the use of
clean vehicles.

d. The deliverymen really appreciate the cleanaclehiand the work organisation
from the new platform in the city centre.

3. Despite its failure, the urban delivery centrejgct has made it possible to initiate, for the
first time at Toulouse level, a consultation betweead haulers and the city representatives
with a global approach to freight delivery in thityccentre and dissemination towards
professionals in favour of clean vehicles.

Lessons learned and recommendations

The urban delivery centre is the only part of teasure that came up against barriers. It proved
impossible to federate all the freight road haukssenvisaged, because competition is tough in
this sector, with every road hauler fighting fos inarket share and there is therefore little
confidence between the different stakeholders.lg@dal and financial constraints of the envisaged
urban freight centre proved to be too complex. lfarmrhore, the city of Toulouse did not gain
access to information on the cost structure offifferent freight operators, as this was considered
to be sensitive market information. Moreover, thigidlly planned incentives did not attract most
of them, as they are actually located fairly claséhe city centre (less than 10 km). The expected
cost savings therefore proved insufficient to attrdiem to a new Urban Freight Centre. The
stakeholders were strongly opposed to a new catuiging up, willing to manage the urban
freight centre.

However, Chronopost’s commitment to undertake emvirentally friendly initiatives has led to a
change in its delivery organisation. The suppaootight by the city of Toulouse to create the
Chronopost platform in the city centre, where comuiaé property is quite rare, has been a highly
positive feature.

Finally, the consultation and dialogue between Itoal authorities and the stakeholders (road
haulers and shopkeepers) enabled the implementafidghe new delivery regulation and the
establishment of the delivery quality chart, ensgipartnership at least in the medium term.

Before creating an urban freight centre, a cityuido

0 implement a public and stakeholder information caignm environmental charts and a
more restrictive regulation; highlight the expecedticts and change of mindset. This
might take a certain time before the effects asila.

o0 develop cooperation with the final recipients (sl@mers) or the goods manufacturers
to create a demand for grouped freight delivengsich will force the competing
carriers to cooperate.

The freight delivery sector is subject to a higimpetition level and small margins. This contexkesa

it difficult to build up a relation of trust andrcg out a joint project with carriers. The develaggrhof an
urban freight centre can only be the result ofrgglprocess of problem assessment, recognitionéy th
stakeholders, public awareness and willingnessottperate and improve the situation. The city's
support of private companies motivated by enviramaity friendly experiments creates an example that
may encourage other companies to undertake siahmanges.
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3.2.15 Measure 11.1 Awareness raising campaign folnanging mobility
behaviour

Introduction

Potential public transport users have sometimesifgpenobility needs which are not fully identified
by public authorities, but could easily, at leaattly, be fulfilled by existing public transportrsees.

The different public transport actors have devetdoge individualised marketing process, through the
deployment of a users’ panel, and launched awasenaspaigns to promote the use of public
transport as a sustainable mobility option. By mgvia public transport an attractive image, Tisséo
aimed to change the citizens’ mobility behaviour.

Objectives

The objective of the measure was to develop indalided marketing approach to promote use of
public transports.

Within the renewing of the ticketing system and ttevelopment of new heavy public transport
infrastructures (underground, high quality corr&g)oithis marketing action aimed to modify the final
users’ behaviours by promoting benefits of publmsport use and attractive complementary services
offer.

Implementation

The reshaping of the public transport network, ittetallation of the new ticketing system and the
opening of the % underground line scheduled for June/July 2007 liggted the fact that this
measure would have a higher successful potentiahibuld be launched after these modifications had
intervened.

Regarding the required competences in marketinlysinaTisséo decided to employee the specialised
consultant who already worked on the marketingyamabf the new ticketing system (measure 7.1 T).
The campaign has been developed in different phases

« definition of the strategic axis and of the dethiéetion plan in September-October 2007;

* establishment of the users panel (1.000 persor@iaber-November 2007 (in the same time
of the enquiries that has been done within the oreas 1.T);

e 3 ‘global’ communication campaigns focused on aickdd topic, linked to the PT and new
contact less card promotions. They took place duttimee distinct periods in 2008 (winter —
spring — summer);

« 3 meetings with the panel focusing on themes ifledtin the strategic axis definition and
each topic of the ‘global’ communication campaighistee meeting on four main themes with
the panel took place during 3 distinct periods00& (winter — spring — summer). The themes
were: tariffs, information and advertising strategipartnership with other PT operators and
back offices services.

« synthesis of the individualized marketing repor€ictober 2008.

Results
This measure has no quantifiable results in terfimiaosport, energy and environment.

Nevertheless the transport public operator has ieetjia better knowledge of users’ needs and
expectations regarding tariffs, information and/axss.
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The panel enquiry has also provided results reggrgdublic transport image, satisfaction level and
promotion campaigns.

Tisséo will take these results in account to dgvdlather commercial strategy and provide new
services. The impacts of this new strategy willydié measurable after MOBILIS time.

Lessons learned and recommendations

This type of measure has highlighted that it cre@euseful and appreciated link with clients and
generate effective exchange with 3 to 4% of theefsarE-mailing is not a reluctant communication
support for non-users, on the opposite it is quigét accepted.

Continuous measurements and analysis of the ogiiba panel of users is an efficient strategy to:

» Better know transport users’ practices and identifgir needs and thus adapt further
projects to their expectations,

* Follow the evolution of their satisfaction level
* Measure the impacts of communication and promat&npaigns

The development of an ambitious marketing approedégrating individualised and relational
marketing requires a global process. Common agtitim other sustainable mobility managers could
benefit to all sustainable transport modes.

Such measure requires a strong involvement ofdh@rercial and communication departments of the
PT operator.

3.2.16 Measure 11.2: Promotion of bicycle use andtegration with PT services in
Toulouse

Introduction

In the light of two key surveys (Household Survegsjformed in 1990 and 1996, which showed that
the cycling modal share was around 4% at the caion level, Toulouse partners aimed to develop
and promote cycling through the MOBILIS project.

Since 1990, to prevent the decrease of cycle beeCity of Toulouse had implemented a global plan
in order to promote bicycle use in the urban aféds plan was a consequence of the observation that
use of this transport mode was decreasing, aeatdime time the use of private cars was increasing.
Between 1990 and 1996, the conurbation authorliigit or improved the bicycle network and
extended it in 1997 and 1998. They drew up a newéwork to plan the infrastructure building for
the period 1998 to 2005, based on the results efctltlists’ and the cycle infrastructures’ needs
identified by the study conducted as part of theopean CENTAUR project (THERMIE programme)
from 1997 to 1999.

With the study results indicating that 25% of tiyelists questioned took a variety of transport nsean
train, underground or use of parking sites for egcin September 2003, Tisséo-smtc decided tgpset u
a cycle rental - guard service located at the Matabus station. In March 2004, the city of Toul®us
opened the Capitol cycle-rental station for whichss€o-SMTC signed an agreement of
interoperability with mutual tariff recognition astipplied 200 cycles.
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At conurbation level, the cycling competencies gshared between different authorities that were
conscious that to develop cycling, as a full-worttansportation mode able to fulfil daily mobility
needs, it was compulsory to offer dedicated infre$tires, equipment and bicycle renting services.

Objectives

The objective of the measure was initially onlyprmmote bicycle use by defining strategic cycling
policies to develop in the next few years, focusinghe complementary features between bicycle and
public transport services.

At the end of 2006, the city decided to implemartbicycle renting service. This action has been
integrated as sub-measure.

Implementation

The measure leader created a cycling technical im@rigroup, uniting representatives of each
authority with bicycle competences. From April 2G05September 2007, this working group updated
guantitative and qualitative knowledge about bieygtactice and current bicycle use as seen by the
cyclists: their wishes, the barriers and limitsbafycle use: major problems, real and subjectiveson
(e.g. security, theft, etc.). To estimate the qitminte and qualitative changes in bicycle use and
conditions and the cyclists’ needs, a survey wadethout in 2006, mostly among cyclists and by
putting the questionnaire on the intranet sitehef ¢ity hall of Toulouse. The results of this syrve
have been compared with those already collectedglarprevious similar survey, carried out in 1998.

This state-of-the-art analysis was the first stepards developing the necessary actions on thieopar
the authorities.

The project partners decided to extend the imitiatking group to other local structures involved in
the development of cycling in order to improve khedge with other approaches and to work on six
strategic policies: the definition of a cycling éadevelopment scheme, a cycle parking development
scheme and a cycle marking out development schémejmplementation of a cycling network
monitoring system, the creation of a cycling oba#swy to monitor bicycle use trends, the
development of communication through pragmatic destration initiatives and the development of
inter modality solutions.

The main achievement within this part of the measdsrthe production of the “how to promote
cycling” guide, for which several issues like demhg infrastructure for cyclists, improving signs,
facilitating services and improving communicatiage being addressed. This guide is now considered
in the revision of the urban Mobility Plan (PDU) doaw up a coherent action plan at conurbation
level.
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At the end of 2006, the city launched a call forders to open bicycle rental stations, placed at th
entrances of the underground stations and largenbeichanges, at the same time as the opening of
the second underground line in June 2007 in om@ramote intermodality between public transport
and bicycle use. These new services and their éegh@nitcomes were considered when defining the
future strategic policies. The procedure cancelatat the end of January 2007 delayed the
implementation of these services.

After a new call, the city selected the companyDiEtaux to install the "Vélb- Toulouse system,
available at the beginning from 6am to 1am for bieyrenting = =

and 24h/24 for bicycle return. Since January 200@ycle [~
renting is also available 24h/24. The financiahte of the 15- |
year contract cover the investment and maintenaapgces of
the Vélo-Toulouse system.

On the official websitehttp://www.velo.toulouse.fr/), Internet
users can find information on how to use thesedbésy where
the stations are situated and safety advice. Tist fhirty
minutes of use are free of charge for each userof® day (€1)
or one week use (€5), the renters can pay at tmelinvg : -
machine of the velo-station; for longer rental diores, two subscribing options are available online
(€10 for one month or €25 for one year).

The first 60 stations, equipped with 600 bicyclesened on 18 November 2007 in the very centre.
By the end of 2008, 253 stations (2,400 bicycles) been implemented, 200 to 300 metres from each
other.

Results
1. Definition of cycling policy at conurbation ldve

Most of this sub- measure’s impacts cannot be asdesdluring the project; they will only be
measurable in few years.

Nevertheless, this measure allowed the local adtwmaved in the promotion of the urban cycling,
firstly to update the knowledge on the “cycle lacaf®e” at Toulouse conurbation level (2006 State-of-
the-Art of bicycle use) and elaborate gufde for cities wishing to implement a cycling iogt
Strategic action plan to promote cycle uskiis practical guide will be now considered in the
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revision of the Urban Mobility Plan (PDU), which imder progress and help to develop coherent
bicycle policy at conurbation level.
The extension of the cycle route network by arod@® at conurbation level, the new secured cycle
racks, which opened for use at the end of Decen2f8, at underground stations and the
implementation of the new bicycle rental system already be seen as positive outcomes of the
common work of the cycling working group.
The cyclists’ numbers have already increased akarekin the city centre, where the pubic space has
been resigned in favour of “soft transport modésie number of accidents/km involving cyclists had
fallen since 2004.
2. bicycle rental services

The implementation of the new bicycle rental/ser is a success
By the end of 2006, TISSEO and Toulouse munidipdiad rented 63,000 bicycles in the year. By
December 2008, since the opening of the Vélo-Tadaervice in November 2007, around 2,714,00
bicycles had been rented, 11,460 subscribers lastesed, 614,000 daily and week cards had been
sold, around 3,800 cycle rentals had been regibtaiy on average and each bicycle had been rented
2,4 times a day. The number of cycle renters ligledrin one year
The majority of users are long-term subscribersthedsurvey carried out by JC Decaux highlighted
that men represent two thirds of long-term subscsbMost users are between 26 and 35 years old
(36%), 22% 18-25 years old, and 22% 36-45 yearsGilélo of rentals take place between 12pm and
8pm. The implementation of the Vélo-Toulouse systeeated 42 new jobs.
Due to the 253 automatic rental stations, bicyele Ilecome more visible, firstly in the city cerdnel
secondly at city level.

Lessons learned and recommendations

Despite the successful implementation of this measbhe complexity of the new ticketing technology
for public transport delayed the integration of theycle parking charge into the public transport
ticketing system and the opening of the securechicyacks. The implementation of the automatic
rental system has met no specific barriers.

The widespread political support in favour of bieyase and the organisation of a European project
obviously motivated the different participants tarticipate and work actively and efficiently. This
measure contributed to establish an actors’ netwidting to act in favour of cycle promotion andeus

in urban zones. The coordination between the rdiffie authorities sharing cycling competencies
helped to establish coordinated actions;

Traffic congestion and a lack of car park in thiy @dentre and citizens’ increasing environmental
conscious has developed a favourable context teldgwycling use in large cities.

Bicycle use undoubtedly depends on a multitudéaofors such as the offer and quality of public
transport, the car traffic and car park conditiand the constraints of each person.

To develop cycling policy and promote cycling ugds essential to create a cycling working group
involving all appropriate stakeholders, identifyetss needs and expectations as clearly as possible,
develop integrated strategic bicycle promotion with cycling working group (including marketing,
infrastructure and “software”) dealing with all Heefactors and finally draw up a list of prioritifes
implementing the actions within the strategic palic

The cycling technical working group should meetutady on major projects such as the definition or
revision of the cycling network development schethe,implementation of communication strategy
and the development of an inter-community investrpeoject about bicycles.

The implementation of automatic rental stations tmws adapted to citizens’ needs and urban
structure. Its setting-up needs place; the resignity centre space offers a good opportunity to
implement this type of service. The system muskasy to use and largely available, if possible
during 24th /24hours.
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An important promotion of this service must be ladthe beginning at least, to integrate it ithte t
chain of transport.

3.2.17 Measure 11.3et-up of a mobility agency and customised servicas Toulouse

Introduction

Within Toulouse, the mobility policy of the locauthorities seeks to promote real alternative

transport modes to the private car, especiallycfimmuters whose car use reached 77% in 2004
against a mere 7% for public transport. This polittgnds to reduce traffic congestion, which had

increased by 30% between 1996 and 2004, as wednasgy consumption and related pollutant

emissions.

The public Transport Authority (TISSEO) in Toulousad noticed that the lack of appropriate travel
information constituted a barrier for the use oblputransport. As a result, to better serve their
customers and, more generally, increase use giuhkc transport network and alternative mobility
solutions to the private car in Toulouse, it plashrie develop a website and create a new central
place, a “mobility agency”, dedicated to mobility.

Objectives
The creation of this mobility agency intended to:

« offer to final users easily accessible mobilityorthation and advice about existing public
transport solutions in order to increase theiratseonurbation level,

* Integrate other mobility services (carpooling -h&j@ort on demand — bicycle rental,) in order
to propose a panel of adapted modal solutionsrtasss

« Promote new mobility behaviour at the individualdeand at the collective level (in relation
to a commuter plan for instance).

The objectives of this measure were ambitious,ifipaity because:

- it first of all needed the appropriate legal orgation, which would enable this kind of
integrated information and advice to be delivered,

- the general public transport context was changingMOBILIS time, due to the
construction of the second underground line, wiipkned in June 2007, and the bus
network reorganisation that was planned to accomjian

Implementation
The measure was implemented in different steps.

First, the SICOVAL, a local syndicate of towns Iteghin the South-East area of Toulouse, decided to
open a local mobility house in its main activitydashopping area (600 firms with altogether around
13,000 employees, one very large shopping centnaust be noted that SICOVAL is a partner of the

local Transport authority. SICOVAL decided to invela local association of carpoolers in running

the activity. The Transport Authority, TISSEO, pitd a financial and functional partnership.
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The mobility house opened in September 2005, offedifferent kinds of services. These are mainly
information and advice about public transport, iyl walking and carpooling, as well as bicycle
rental and public transport travel ticket sale. Tdmget groups were initially individuals, compasiie
employees. Communication was based on debatesinggetnd public information stands, together
with the creation of an appropriate and dedicatetsite linked to the SICOVAL one.

Figure 15: the local mobility agency in Labege

Firm managers were then included as a target gasup next step. The Mobility house employees
organised mobility awareness workshops in firms helped firm managers to implement some of
their commuter plan actions like carpooling. Thealomobility produced twice-yearly activity and
yearly financial assessments that were communidatéukir partners. The public transport authority
(TISSEO) kept a close eye on the development efltidal mobility house, which was considered a
local concept test.

Results
The local mobility agency activity impacts were leaded in June 2008. The evaluation highlighted
that:

- The mobility information service met a real needhs public.Since the mobility house
opened, visitor numbers have been increased thdeéfbe local Mobility houseaeceives
around 200 visits a month. Requested informatiomipnaoncerns what public transport is
available and available public transport connesti(88%), then cycling 31% and carpooling
(19%).

The website, with around 800 visits a month in 20@8increase of 220% in two years), is a
good way of disseminating information and directihg public to the mobility house. Links
to it from other transport websites should havenlfegourable, however.

« Bicycle rentals increased by 80% between 2007 &8 2 the mobility house rents the
equivalent of 164 “bicycle days” per month. It afea complementary mode to PT transport
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- ticket sales are a useful, but anecdotal activity

« People using public transport are more aware ofntbbility agency’s existence and it
therefore appeals more to them Most people (over 80%) deetime principle of a mobility
agency and the services it provides useful.

« 30% of the interviewed people from the differenmpées, who drive at present, are
willing to change their transport mode; obstactesttange are mainly the infrequent services
and total journey duration of public transport.

It has not been possible to assess the impatie @ommunication initiatives through public
meetings or at company level. Tm®bility club sessions, held in the mobility housecame
monthly a year after they started and average aodikevels slightly exceeded the theoretical
maximum audience allowed (15 people). They seehate aroused interest, but the physical
limits of the venue introduces a bias in the pdesinpact evaluation.

Lessons learned and recommendations

The SICOVAL structure and TISSEO financial involvemh helped to develop the local mobility
agency activity. The SICOVAL website was a good wapublicise the local mobility agency.

The need to wait for the new underground line teropnd the new bus network to be reorganised,
which absorbed a considerable amount of resourcgsduced a delay in setting up the central
mobility agency.

At the beginning of 2008, TISSEO decided to creatgebsite, a call centre and a central mobility
agency, with local agencies like the first one abé&ge that, which was integrated into the TISSEO
structure in 2008. These defined the optimisedtioceaof the main mobility agency, the employee
profile, and the business plan, which specifieddifierent services to offer to the two main taget
individual people and companies. TISSEO recruited\obility House manager. It was due to open
in June 2008.

In March 2008, the local elections introduced jdit changes at city and public transport authority

levels. From April until the end of June 2008, ttiy council set up a participatory debate about

mobility in Toulouse. The population of the wholdan area of Toulouse was invited to give their

opinion. Implementation of the mobility agency wemnt standby. The existing business plan has not
been validated and the studies have been staré@al ag

The public transport authority (TISSEO) was conethof the need to provide better information to
final PT customers. This was the driving force, ytetid not help to move the measure on, as
previously described.

3.2.18 Measure 11.4: Commuter and administration mality plans in Toulouse

Introduction

In 2004, the conurbation of Toulouse counted ardd®@ 000 employees in the private sector. Only
16% of active people worked in their residentigaaand 17 % of the daily journeys in the conurlmatio
(533 630 among 3 635 000) are commuter journeys;type of journey represents 63% of all mode
journeys during the morning peak hour. 77% of tree made with cars, 7% with public transports,
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7% by walking and 3% by cycling. The traffic on ttireg roads between 2001 and 2005 had increased
by 12,6%.

The main activity areas are located in the northtywaround the airport and Airbus industry, anthi
southwest area. Each employee covers daily an geveligtance of around 15 km between home and
work places. These journeys lead to a traffic demeoncentrated on 3 time bands and create a
commuting traffic.

The French regulation regarding Urban Mobility Plestablishment obliges the transport public
authority of Toulouse conurbation (TISSEO) to emege and support companies to draw up
commuter plans. Commuters and Administration Mgbilans are considered as dedicated “micro-
“mobility schemes, which aim to improve companykstlder mobility within their respective
activity zones. To draw them up, companies hav&now their employee, but also visitors’ and
stakeholders’ journeys and analyse their needsy €stablish action plan, in particular, to develop
alternative transport modes to private car forrteaiployees. Actions mainly concern improvement or
development of company accessibility, dedicated 8d8rvices and infrastructures and /or
complementary transport services. Before MOBILES, tompanies had already drawn up commuter
plans on the basis of a methodology developed bRTWE and ADEME and some public
administrations had already started to develop mmolement an Administration mobility plan
(Commuter plan for public administrations): localtaté administrative headquarters (Cité
Administrative), City of Toulouse and the Publiafisport Authority TISSEO.

Objectives

The measure had two components, that will be cdlestly "Commuter plans» and secondly
"Administration mobility plan”. For each of thenie objectives were the following:

1. "Commuter plans”: to develop and assess fommaoter plans with major companies in the
Northwest of the agglomeration (Airbus - Airported) and the South-East (Canceropdle -
Labege Innopole). That included the developmerdeaficated PT services and infrastructure
in connection to the Airbus factory and the Airpaih improvement of accessibility for all
modes (including freight delivering), the developmeof complementary services (for
bicycles users and freight delivering).

2. Administration mobility plan”: to build, implemé and evaluate a Mobility Plan for all the
employees of Blagnac City.

Implementation
1. Commuter plans

In 2004, Tisséo observed that underground andfrégiuency buses served only 33 % of work places
and that 22% of them are not served by public uttarsport

Within MOBILIS project, the public transport autltgrhas firstly assessed its methodology in order
to improve it before applying it to new commuteand. It has evaluated the overall results of the
Commuter Plans established before the project,ifsgmly in the two main business areas. The
methodology included carrying out enquiries to iffgnemployee commuter housing areas,

transportation mean used and expectations, thaitiafi of transport models allowing to calculate

benefits offered by available transport optionse thvaluation highlighted further possible

improvements of the commuter plans already impléaterand transferability conditions for the

development and implementation of new plans.

The main lesson learned was that mobility shouldnlbkided as soon as possible in urban planning
process of new industrial or business areas, sb dhmployee can easily reach work places by
alternative transport modes to car.
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Figure 16: Business areas concerned by commutes pial oulouse conurbation

In the end, the public transport authority has gbuated also to develop three sector commuter plans
in business areas and different company commugarsplamong which two in these main business
areas.

e sector commuter plan in Labége area and implementaf the associated action plan (from
2005 to now).

e sector commuter plan in Blagnac business park aneaimplementation of the associated
action plan (from 2006 to now).

e preparatory studies about commuter plan in Canoé&apea and development of a commuter
plan in the south west business area (from 200@w).

The PT Authority has also developed an educatitwudkit that will be distributed to 1000 companies
in the Toulouse conurbation to promote the Commiakan concept.

2. Administration mobility plan

An engineering department carried out a studyvesuon the mobility behaviours of the employees of
the City of Blagnhac, and proposed to the politisian action plan.

They validated the following actions: implementatmf secured bicycle parking, department property
bicycles, carpooling management, financial paréitgn to PT subscription and appointment of
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someone dedicated to the implementation of the Athtmation plan within the Municipality of
Blagnac, and asked for a technical and financialération of the adopted recommendations before
their implementation.

They rejected the proposal of car sharing pooltreand of picking up the employee with city buses

The implementation of the administration mobilitam has been seriously delayed and no evaluation
result is available.

Results

The measure implementation revealed that:59% offithes where commuter mobility plans have
been implemented are private companies, 41% ade@diors. The big companies (>250 employees)
represent 88% of the commuter plan managers. Gyplihk firms involve in commuter plan for
environmental, social and economical reasons. Q286 of the firms have not perpetuated their
commuter plan. The appointment of a dedicated projgnager to implement, follow and produce
regular evaluations maintains the interest andeffieiency of a commuter plan. The necessary time
between the decision to develop a commuter planitarichplementation varies on average between
four months and one year.

The development and implementation of sector corampiins introduce consistent actions at sector
level, including smaller firm departments that wbulot develop their own commuter plans and
should so create scale savings.

The assessment of the economical impacts of a ceenrplan is quite difficult because it requires
asking precise account data to private companggsate not always willing to give them and some
data are not available. The assessment of alreapleinented commuter mobility plans highlighted
that the modal share of private car use had demiears average by 3% per year, in favour of cycling
and public transport use; the decrease is highecdmpanies located in city centre. In terms of
energy, we can only estimate that this measurechased a global energy consumption decrease.
About environment, the implementation of each conemplan is slightly reducing the air pollution at
conurbation level.

The evaluation, when it intervenes (only 47% of ¢benmuter plans) creates a new dynamic around
the objective adjustment and renews the partnerast.

Lessons learned and recommendations

This measure met the following barriers:
» The local election context has delayed the admatise mobility plan implementation.

* The complex legal status and management of thestsiiy land property has prevented the
validation and implementation of a commuter plahe Tniversity mobility plan is taking a
new start out of the MOBILIS project time.

* The companies often communicate their developmadt settlement strategies late to the
public authority. This one is not always able tealep appropriate solutions as wished by the
companies because the rhythm of decisions andgbesaary time for investment realization
is different between local authorities and privetenpanies.
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The drivers were the following.
« The methodology developed by Tisséo revealed itsdik very efficient.

¢ The companies concerned by the measure were impani@s with big strategic interests for
most of them. They were really motivated to devedad implement commuter mobility plan.
The employee representatives have précised thedsneontributed to the action definition
and implementation. They often have a keen intdogghe subject. The creation of a project
referent and a good support of the company createufable conditions to develop and
implement a commuter plan

* The integration of the public transport and ottweal authorities involved in the workgroups
at company or sector level have contributed todbpiloposal of actions and to implement
coordinated actions, external to the company. Trantial contribution of the company to the
public transport subscription of the employees agivating.

The development and implementation of a commuten pt a federative project that involves
company managers, employees and the local audwtiiat try to integrate the needs and constraints
of each partner for better environment context.

The implementation of a commuter mobility plan eresbenefits for the different partners:

» For the company: integration in an environmentdicgpomoney saving, improvement of the
employee work context and of the visitor and parteeeption

» For the employees: better transport mode offerrawgment of the quality of life and money
saving.

» For the conurbation: reduction of the traffic costign and air pollution

Nevertheless, it is difficult to develop actiongeigrating most constrains linked to the urban sprea
and therefore to the residential spreading of thmpleyees, but also to work schedule or work
constrains of some employee categories.

Four main recommendations may be given to citiegs@sted to develop mobility plans:

* An unfavourable urban and public transport coniexa constraint to the implementation
success of commuter mobility plans.

« When it is possible, the development and implentamtaof sector plans upstream from
commuter plan development at company level allosvgrtners to elaborate global solutions
and to involve smaller companies settled in theesarea.

* The methodology and the project management qualipact the objective achievement. The
diagnostic phase, appointment of project manageértlam active attendance of all partners in
the working group are good success factors. Thauaghubvolvement of the managers and
employee representatives is a very important teeseat to implement and maintain the will to
move to sustainable transport.

* The periodic assessment of the results helps totamaithe interest of these partners and help
to adapt the actions and objectives in relatiom Wit evaluation results.

The financial contribution of local authorities tbe commuter plan implementation and of the
company to the public transport subscription oféhgloyees is also motivating.

Finally, the methodology developed by Tisséo islgasnsferable to other cities.
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3.2.19 Measure 12.1: Demonstration of EGNOS/Galileservices use for the
control and information system of public transportin Toulouse

Introduction

A group of small and medium-sized aerospace corepa(CECILE") carried out a dedicated
experiment of technological tools with the EGNOStems in order to improve the performance of
the navigation equipment installed in the buse® géneral objective of the measure was to validate
the feasibility of the use of GNSS systems (EGNOS&4lileo) to support the exploitation of surface
public transport. This was achieved by demonstatine added value of future GNSS systems
(EGNOS & Galileo) in improving the control and infieation system of public transport by benefiting
from the regional competencies and background.

Objectives
The project had two main objectives:
e to perform a test campaign to map the performantése EGNOS system in the Toulouse

urban area. The campaign would validate a simuidtiol and enable it to be used to perform
a Galileo performances simulation campaign overdige by using a 3D model of Toulouse.

« to define the GNSS performance requirements andatiolate the appropriateness of the
performance requirements with the achievable le/performances.

Implementation
The project was broken down into three phases:

» The first phase consisted in a test campaign incaaitions in the Toulouse area.
* The second phase consisted in the Galileo simualatonpaign.

e The third phase consisted in defining the requies@l of performances for basing the next
generation of public transport management system&NSS systems only. The aim of this
phase was to prepare for the next Galileo systemakipg it into account in the design of the
next public transport management system.

" The CECILE Group, which managed this measure, sigT}GNSS downstream business, application and
value- added services. CECILE members are invalvexdany projects and product development related wi
innovative satellite navigation technologies sustE&NOS and Galileo
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e Figure 17: data collector installation in bus

At the end of these three phases and over the mdh#t followed, a dissemination activity was
carried out to promote the results in other Europaties willing to learn about the potential added
value of EGNOS and Galileo systems in the manageofgublic transport systems.

Due to the nature of the measure, no impact evaluaitas been carried out, only the functionalities
have been evaluated. Indeed, the measure aimsiwwag the performances of GNSS in analysing the
effectiveness of public transport. No implementativas expected, and thus the measure had no
impact on existing services or uses. The evaluatity deals with GNSS performance indicators and
the comparison with actual requirements for positig in public transport exploitation systems.

Results
The key results are as follows:

The measurement campaign provided a consolidagddagion of GNSS performances over Toulouse
City for bus positioning. It demonstrated todayefiability of the technology, confirming that futur
bus management systems should mainly rely on GNSS.

The simulations revealed that, with the use of sdwnstellations such as GPS and Galileo, GNSS
receivers will be able to use about 15 to 20 stdslht any one time and in all parts of the Cltyis
combination will provide a global availability ofopitioning, with a high level of accuracy and
integrity, enabling new services related to tramspo

A requirement analysis of public transport posiigrbased services was conducted during the
project. Considering the current GNSS performaremilts from the measurement campaign, and
anticipated performances from simulations, an ui¢sv document has been submitted to different
stakeholders of the Toulouse bus network operafiomeeting has finally been organised to present
results and prospects, and to discuss currentutncefneeds.

Lessons learned and recommendations

The following lessons were learned:

» Optimal use of GNSS performances would require freadion of the communication means
between buses and the monitoring centre. The tmtétequency report is too low with respect to
expected GNSS accuracy. Consequently, it was diffib analyse the impact of accuracy
improvement on the system.

02 April 2009

CiViTAS ‘ GUARD ‘ [ Page 106



Project Final Evaluation Report —

« Due to necessary investments, the network managesystem is expected to develop over long
periods (10 to 20 years). This represents a majoids for the integration of measure conclusions
and recommendations into today’s and future systems

« The use of GNSS has potential impacts on manycnand consequently is closely tied in with
other measures of the project, such as a bus tgrecheme or multimodal traveller information
system. Related measures had their own constraimis timetables, developing services on
existing infrastructure and/or technologies. Consedy, the use of GNSS is actually not taken
into account in the development of related services

The measure has been conducted in the favourablextoof regional GNSS industry and market
development and benefited from the complementaitls glhd expertise of stakeholders on the GNSS
field and the transport sector. Policy leaders @dexisions makers have shown a lot of intereshén t
implementation and results of the measure, anchtBsencouraged motivation and reactivity from all
stakeholders.

3.2.20 Measure 12.2mplementation of bus priority scheme in Toulouse

Introduction
Toulouse is characterised by significant demogm@pglowth and a large geographic residential area.

The Public Transport network includes fifty-six arbbus lanes, two underground lines (automatic
vehicles — VAL -15 km and 18 stations) and urbalwey lines to two towns in the urban area. It
would like to improve service quality to increase gromote the public transport modal rate, whech i
low (around 7%).

National French studifshave shown that bus priority systems save betw2@rand 30% of
crossroads travel time. The public authority tramspf Toulouse (TISSEO) owns around 400 buses,
which potentially cross 500 crossroads, so it heesady tested bus priority systems on a small scale
within the city centre.

Since 1973, the city of Toulouse has developedad tmffic control system that determines the best
strategy scheme to adopt for managing the traffibtlcycles and prevent or improve traffic
congestion. But this does not include any pricsitgtem or buses.

Objectives

The aim of this measure was firstly to develop a priority system at the level of the urban ared an
to adapt the existing traffic control system tcegrate the bus priority information, and secondly t
test a radio priority system. The building of atcalised control system at bus network scale asd it
integration into the existing road traffic contmjlstem to create a multimodal control system needs
sophisticated tools, which have proved too longdweelop in comparison with the MOBILIS project
timetable. The centralised approach has therefeea postponed.

In the end, the measure focused on the developamhtthe implementation of two different bus
priority systems in two different traffic schemesline with local concerns. The objectives were:

18 STIF, 2001.technical guide for bus priority systanerossroads. STIF Report, Paris.
CERTU, 2001. Traffic light priority system for pubkransport vehicles. CERTU 108 Report.
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« to study and implement a new transmission systemdasn the regulation system and the
junction controllers,

« to evaluate the implementation of two PT prioritystems at dedicated junctions,
especially at one of the High Quality Bus Corrid@isads only dedicated to buses and
urgency vehicles) in order to assess the impaetoh system on the bus travel time and
on private vehicle traffic.

The purpose was to verify that these bus priogsteans were reducing bus travel time and regularity
without increasing private vehicle traffic congesti The level of knowledge on decentralised bus
priority systems would therefore improve.

Implementation-1

Theradio call priority system developed by the COMATIS Company together with [E&ARO and
CERYX functions with an onboard command box thahgwnicates action codes to the traffic light
controller, but it does not have remote accessdaontroller cycle data. The two junctions cha®en
testing the radio priority system are located im $bbuth-east of Toulouse, close to the main Toelous
University, where average daily traffic is aroun@00 veh/day on the main roads. The bus there (No.
2) has two route branches: one crosses straightighrthe main crossroads and the other turns right
when arriving from the city centre.

In each direction, the frequency is one bus evéryninutes, giving a sample of approximately 200
trips (there or back) per day.

3"‘"—f
n 4
©

Figure 18: radio call bus priority system

Results-1

The evaluation of the radio bus priority testedtawn crossroads reveals successful implementation,
impacts and acceptability.

« The system functioned proper96.4% of the priority requests are satisfied.

« Bus regularity and journey times have improved. theact on the global approach journey
time in the defined zones is a decrease by 16%s€tonds).

The average bus waiting time at traffic lights wasluced by 52% (9 seconds). It is

specifically efficient at rush hour, when the des® varies between 51% (8.8 seconds) at
morning rush hour and 59% (11.4 seconds) at evenisly hour. Reduced speed duration
increased on average by 4% and commercial downfieidsy 15%.

Nevertheless, the layout of the surrounding cozsds area has a large influence on the bus
priority system results.

The efficiency of the tested bus priority systenries with the bus directions and the
approach line layout. For example, the averageviaing time at traffic lights is between
17% and 65%, depending on the bus route. A lasstys placed near the crossroads, a bus
stop placed near a traffic light or a short apphdate are critical factors.

02 April 2009

CiViTAS ‘ GUARD ‘ [ Page 108



Project Final Evaluation Report —

« This bus priority system had no negative impact resottdraffic flow, neither for journey
time nor waiting lines of the crossing directiomt lthis road usually has a low saturation
level. The private vehicle traffic rate slightlycneased on the roads with bus priority.

« The bus drivers appreciated the ease of the system.

Implementation -2

In the High Quality Corridors, the buses are eqetppwith adequate beacons that activate
electromagnetic loops to obtain priority at thdficaights of the crossroads and indicate the ehd
the request.

Controleur carrefeur

Schéma de principe envisage du dispositii de priorité

Figure 19: loop bus priority system

Results-2

The evaluation focused on the buses travellinghendorridor between the terminal station of the
underground line B and a suburb town. At peak haldsto 25 beacon-equipped buses per hour are
travelling on both bus corridor lanes.

« The corridor follows a two-way road and crosses esgumctions, including two large
roundabouts with heavy private vehicle traffic (axd 4,000 v/hr) and different traffic
flows. At these two junctions, the traffic lightsilp manage bus and private vehicles
lanes. The different bus lanes leaving or joining bus corridor at the junction and the
modification of the bus corridor position in comisan to the private vehicle lanes before
and after the cross roads have introduced maniculiies for defining the traffic light
cycle algorithm. In particular, the installationabus stop just before the traffic light lane
disrupts the priority request efficiency.

» At the second crossroads, the priority request$88% satisfied in one way only, in the
other directions the rates vary between 32 and 35%g¢ate vehicle traffic flow decreases
by 6% on the opposite roads to the bus prioritynddt 30% of private vehicles do not
respect the red phase of the traffic lights onstihetches in question.

The traffic modelling of these two roundabouts sedvthat an increase by 50 to 100% of priority
request-equipped vehicles (intercity buses and tfxi example) would require a complete overhaul
of the algorithm to prevent private traffic congesst
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Lessons learned and recommendations

The decision to renew the AVL system (Automatic M&hDetection) hindered the implementation of
a centralised bus priority system in the projeeteti A centralised solution is also much complex to
manage.

The conviction of the engineers that the bus ggiaran significantly increase the regularity of thes
services has been the main driver for this measure.

A bus priority system, often seen as a very te@imeasure, can provide substantial benefits mger
of journey times and improved regularity of the mesvice. Furthermore, it shows that the local
authorities are clearly committed to favouring peikiansport over the private vehicle.

Nevertheless, the evaluation of the measure higlddythe importance of integrating the constraints
of the crossroads surroundings into the developroktite priority system tools and of checking the
performances of the systems implemented. The hastprsystems have to be flexible, and having a
set of solutions available allows better adaptatiotne context constraints.

3.2.21 Measure 12.3: Development of an integratedutimodal traveller
information system in Toulouse

Introduction

Connected transport services need a multimodatrirdtion system for users. Before CIVITAS, in the
urban area of Toulouse, the level of informatioovited to public transport users was rather low,
mainly because the offer in public transport hadnbguite low until recently: the first underground
line opened in 1993 and the second line in 200d cme tramway line will be opened in 2010.

At the end of the 1990s, the mobility stakeholdeirsToulouse started to work on the multimodal
information needed to create the integrated mghiiatnagement system (Systéme de Gestion Globale
des Déplacements (SGGD)) through the cooperatidheofain mobility stakeholders in the fields of
public transport, urban and/or interurban routeSG® cooperatioli was considered to be the
backbone of further developments regarding multiah@tformation in Toulouse.

Objectives

This measure aimed to improve the level and quafitthe multimodal information for travellers and
users of the public transport network. It was cosggbof three independent sub-parts:

* the development af passenger information system;

e _an integrated information scheme about park and (fI&R) and urban highway traffic,
through a specific information system based on titaeel time calculation algorithms
developed by ASF and the integration of undergrdusnkl time to get to the city centre;

!9 The stakeholders who are involved within the SGGDperation are the following : the State, the Regio
Midi-Pyrénées, the County Council of Haute-Garorthe,Greater Toulouse Authority, the City of Toudeuthe
SICOVAL (local authority covering several municip@s in the south-eastern part of the conurbatién
Toulouse), RFF (national company in charge of mamtathe railway infrastructures), SNCF (nationalway
operator), AUAT (local territory planning agencyjdaTisséo (Public Transport Authority and Operator)
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* _multimodal information provision at the strategievél between the different mobility
stakeholders, within the SGGD cooperation — usiefsites and diverse multimedia means —
including private operators’ systems (radio — weablecom, etc.).

The expected results and targets were:

e to promote PT use with high-quality multimodal infation;

Therefore, to reduce the use of private cars ircitye the cooperation level between all partnead h
to be intensified and the fact that the developnoéisustainable mobility must be a shared goakrath
than a patchwork of isolated initiatives had tchighlighted.

Implementation
1. PT passenger information system:

Between July 2006 and December 200%& Public Transport Authority defined with the Reb
Transport Operator the Mevelopment of Integrated Information Scheme betwen P&R and
Urban Highway most appropriated places in which to implementRfeinformation systems. They
concluded that this was at all the intermodal naafebe underground network and decided to install
the variable message signal at the opening of #oer&l underground line. All the intermodal
underground stations were equipped with displayelsanetween July 2007 and January 2008.

Figure 20: information panel

2. Development of Integrated Information Scheme bateen P&R and Urban Highway

From December 2005 to October 2007, the Public Sfrart Authority and the Public Transport
Operator (Tisséo) met with the ASF company (highwpgrator) several times in order to determine
the feasibility of this sub-measure. ASF providass&o with the necessary requirements in terms of
data provision, but it turned out that Tisséo wasable to manage and determine the occupancy of
the P&R itself. After the mid-term review, the paets decided at the local level to postpone thd 2n
sub-measure and to carry it out after the MOBILISjgxt. The public transport operators needed to
solve its operation problem before continuing vifitlvhich justified this decision.
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3. Development of multimodal information within the SGGD cooperation

From January 2006 to July 2006ll the stakeholders involved in the SGGD partnersionfirmed
their support for developing the SGGD informatigstem and defined an associated implementation
plan together.

The multimodal Information Management centre waseldaon the integration of traffic and PT
operator information in the same tool, with:

e A common geographical reference,

« A system allowing exploitation data to be sharegis{f@ne d’Exploitation de Partage et
d’Organisation des Données — SysPEOD),

« an information data provider producing multimod#brmation managed by TISSEO-SMTC.

The information broadcast would be treated indepatid from the SGGD. Each member is
responsible for this mission.

They commissioned Tiss€o-SMTC to draw up the call tender for developing the SGGD
information system. This call for tender was lawtthn March 2007 and attributed to a group of
companies in autumn 2007.

From September 2007 to September 2008 SGGD cooperation worked on defining the
specifications. The multimodal information servel we installed during the first half of 2009. Bhi
multimodal information centre will then be consigérthe central pillar of the passenger information
system for the Toulouse public transport network.

Only the “PT information system” sub-measure hasnbgubject to impact evaluation as part of this
measure. It has not been possible to carry outdtrpaaluation regarding the “Integrated Information
Scheme between P&R and Urban Highway” section tmcahis part of the measure has been
suspended. The same applies for the sub-measat@gaio SGGD @verall trips management system
multimodal information, as the system will not bepiemented until January 2009.

Results

The “PT information system” sub-measure has beesesaged on the basis of two surveys, a
guantitative and a qualitative one, whose purposes to:

« find out the use and perception of information peuf@ network customers,

« identify their needs and expectations in termdefibhformation on these panels.

The survey was carried out in two stages:

- A quantitative phase: A survey was conductecegésal underground stations on lines A + B, with
participants aged 15 years and over using the gnolemd and making a connection with a Tisséo bus
during their journeys.

- A qualitative phase: Two meetings with groupg afr 5 participants, lasting two hours, organised o
11 and 13 August, with those network customers Wwhd responded to the quantitative survey:
Participants were recruited based on the followinmofiles:

« Profile 1: had not noticed the panels and said tle®ded information,

- Profile 2: were not happy with the current locasiarf the panels,
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- Profile 3: always or nearly always use the panels,
- Profile 4: occasionally look at the panels, beeahgy are not appropriate to their needs,
Care was taken to ensure a balanced distributiterms of age, sex and socio-professional group.

Its analysis was carried out in partnership wite BVA survey institute and the results highlighted
that, for:

1. the quality of the PT information

Tisséo appears competent in terms of informati@oegt in critical cases where it could be
appropriate to be even more so in order to reassutesupport customers disrupted in such a
situation. All the participants considered the imfation provided by TISSEO to be effective,
with a special mention for the website that the arigj of the users consider to be well
designed, complete and easy to use.

A single criticism emerged: as soon as a probleouis; customers had difficulty finding the
information on connections to take in such a sitmaton how long they had to wait and on
route changes:

2. Assessment of the different sources of PT inforomati

There is no common behaviour when it comes to usingiven source of information.
Everyone uses them according to the type and cobotdkeir trip (regular or not), urgency of
their needs and their culture.

Most of the time, participants make trips that familiar to them; signs essentially help them,
step by step, almost without thinking, to confirmiraetable or a direction.

3. Assessment of how well the PT variable messagelp function

In its current state, these panels suit the corgtedtare potentially effective, but people have
not really taken to it because the common poimntas perceived as this information is only

available in stations and so it is not used. Supaticipants criticise the readability of the

screens as well as the variety of information digetl. Nevertheless, the survey highlighted

the need to spread the variable message panelgtivot the underground network.

Lessons learned and recommendations

Although the highway operator ASF (MOBILIS thirdrpapartner) has showed a strong interest in the
development of thelfitegrated Information Scheme between P&R and the than Highway”, the
exploitation problems encountered by the PT operhewve held up the implementation of this
measure. Indeed, the current reliability of the P&Rupancy rate is not correct, even though it was
the information to be used.

The delay in the Development of multimodal information in the SGGD” partnership is due to the
cooperation difficulties between the different stiaélders involved.

A partnership like the SGGD consists of many défe organisations with very different perspectives
on transport and mobility. The concept of multimioidéormation instead of monomodal information
is rather new and some of tbheganisations do not see the need for multimodalmmation and have
therefore not prioritised the project.

The identified need at the highest political lefiggl better passenger information provision has delp
to develop the public transport information system.
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To boost the appeal of a public transport netwdrkis very important to install an effective
information display system, adapted to the infoiaraheeds of the PT users.

The multimodal information system enables peopletravel from their starting point to their
destination in a multimodal manner and with susthl@ transport modes. Its development is based on
various data and a complex partnership betweenidlildnsport authorities and road infrastructure
managers. The use of standards and norms for atatats facilitate further exchanges.

To achieve its aim, such a partnership requirestrang coordination of each stakeholder’s
competences and vision for the development of rated multimodal information. It is also very
important that representatives of companies orl Igogernment departments agree to work together
and go over their own company’s interests.

3.3 City 2: DEBRECEN

Debrecen is situated 220 kilometres from Budapssthe largest railway and road junction in the
eastern part of the Hungarian Great Plain. Debréagrort has had international status since 2001.

It is the second largest city in Hungary, with gplation of 207,000, a city area of 461 km? and a
centralised urban structure. The many historicaldmgs reflect the important role of the City in
national history.

Debrecen’s place in the economic, educational, ceroial, cultural and medical network is of great
importance.

The city is the seat of Hajdu-Bihar County and ¢beatre of the North Plain Region. The Debrecen—
Hajduszoboszl6—Hortobagy triangle is one of the tnyospular tourist destinations in Hungary.
Consequently, most of the commercial premises ifdiHBihar County are located in this area.
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Debrecen is also one of the regional centres fgidri education with over 30,000 students across 15
different faculties. Besides the internationallyna@ned research centres and programmes of the
medical and scientific faculties, training in huntes, natural sciences, music, economics and
agriculture is also possible. Debrecen Universtyme of the most popular universities in Hungary,
educating foreign students as well. This outstagdistem of higher education is further enhanced by
the internationally respected medical trainingffimeign students from all over the world. Debrece
has all forms of medical services. There are 506pit@l beds, and 73 physicians per 10,000
inhabitants. Debrecen offers quality services fealth tourism (spas), conference and business
tourism, as well as for incentive tourism.

Debrecen Description: MOBILIS in Debrecen

The MOBILIS project has made a major contributionirhproving the quality of life of Debrecen
citizens by raising the standards of urban mobiliyring the project, Debrecen has focused on
environmental and economical aspects, but speltyfioa social aspects, to identify, understand and
meet the specific needs of different social groups.

The main goals of the project partners were to taairthe current modal shift and to create a well-
organised sustainable mobility framework for adingport modes in order to improve the quality of
life for citizens by raising the standards of urlpaobility.

The focus of the demonstration activities has tloeecbeen on:

e Creating a solid basis for producing and usingadtéve fuels;
« Promoting mobility alternatives to the private car;
e Upgrading the public transport services to makenthere appealing for all citizens;

The demonstration measures selected for the MOBftifect are based on the official Operative
Development Plan of the city, as well as on thergdts of key private companies in the field of
mobility that have supported the guiding idea oét8imable Development. The measures were also
tied in with the aim of achieving compliance withetEuropean Commission White P&Peolicy
guidelines.

Considering the direct impacts of the measures,rédeim has distinguished two approaches: one
concentrating on protecting tteity centre from individual car traffic, and the other considg the
whole city as a living environment.

Main demonstration sites in Debrecen

City Centre

To help to make the city more liveable, one of [@ebn’'s main aims was to protect the inner city from
motorised traffic. The local Authority thereforeokaed into the possible solutions. Access and pgrkin
management in association with extending the exjstiedestrian area seemed the most promising
measures to contribute to achieving the projectsgoa

% European transport policy for 2010: time to deci@®M(2001) 370 (12.9.2001)
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Figure 21 : Debrecen city centre map

Whole city

Among the measures having a city-wide impact, therovement of tram service quality through a
priority scheme and real-time passenger informasipstem (measure 12.4) was considered to have
the most effect on the city centre by reducing viatlial traffic flow to the inner city and also by
increasing the overall PT modal share city-wide.

Integration concept in Debrecen

The intended connections and integration betweendifferent measures are described in detalil
below.

Table 12: Over view of MOBILIS measures and geogramical integration in Debrecen

‘ Measure ‘ Title Primary goal | Main IMPACT Lead
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partner
5.3.D Operation of bio fuel and CNG vehicles gn8ustainable mobility Whole city Hajdu
framework conditions for alternative fuel Volan
use in Debrecen
6.5.D Access and parking management for [thdternative mobility | City centre Debrecen
city centre modes
6.6.D Accessibility scheme for the confererjcAlternative mobility | City centre Debrecen
centre and pedestrian zone modes
8.5.D Safety and security training for publid®T promotion Whole city DKV,
transport drivers Hajdu
Volan
9.3.D Car-pooling service for students Alternative  ohifity | Whole city & | Debrecen
modes regional impact!
11.5.D Integrated and extended cycling network Akdve mobility | Whole city Debrecen
modes
11.6.D Sustainable city-traffic development plaSustainable mobility Whole city Debrecen
for Debrecen
12.4.D Tramway public transport priority schem@®T promotion Whole city DKV
and real-time passenger information systém

The MOBILIS project’'s main goal was to make theyaitore liveable for its citizens. The focus
therefore has been on the people, all citizengjefisas on specific groups.

To obtain the highest possible gain for societynffdOBILIS, each integrated approach had specific
target groups besides addressing a broader audi€heecriteria that the overall gain for society
should be the highest in the medium term determihedelection of these groups. Attention was paid
to using the most effective channels to ensure theolvement.

Table 13: Target groups within the framework of MOBILIS in Debrecen

Sustainable mobility Alternative mobility modes prmotion
General target | Everyone families younger everyone
group generations
Specific  target | Everyone car owners students handicapped students
group

Debrecen’s MOBILIS project has integrated the plagmprocesses at measure and city level to ensure
planning synergy.

02 April 2009

CiViTAS ‘ GUARD ‘ [ Page 117



Project Final Evaluation Report —

Table 14: The integrated planning process of the fated measures

Measures Access and Accessibility Integrated and  Sustainable city- | Tramway priority and
o parking scheme for the extended traffic development passenger
within the management forl conference centre cycling plan for Debrecen | information system
CIVITAS — the city centre |  and pedestrian network
MOBILIS zone
project
Plans and studies Study Study for - Bicycle - Analysis of the Design
drawn up within for the network current traffic study and
the measures access accessibi| development| situation, definition Traffic
restrict lity of plan and of mobility analysis for
ion the study of objectives, visions, AVL
and conferen bicycle targets and strategy )
parkin ce centre|  storage implementation plan| - Design study for the
g . locations | for priority measures| traffic control centre
manag with
ement | Implementation
in plan for the
Debre | Pplanned extension
cen of the pedestrian
zone

To achieve the goals defined in MOBILIS, the coftisar partners have worked closely together
during the project.

Table 15: Cooperation in Debrecen to achieve MOBILS$ goals

5.3
Debrecen
DKV
Hajdu XX
Volan
HBM XX
AKK
UoD X
Degree of cooperation indication
Lead partner
Close cooperation XX
Positive impact from less formalised involvement X
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3.3.1 Measures implemented

Measure Title Lead partner
5.3.D Operation of bio fuel and CNG vehicles andnfework conditions for Hajdu Volan
alternative fuel use in Debrecen
6.5.D Access and parking management for the cityree Debrecen
6.6.D Accessibility scheme for the conference @eatrd pedestrian zone Debrecen
8.5.D Safety and security training for public traos drivers DKV, Hajdu
Volan
9.3.D Car-pooling service for students Debrecen
11.5.D Integrated and extended cycling network Debrecen
11.6.D Sustainable city-traffic development planBebrecen Debrecen
12.4.D Tramway public transport priority scheme agal-time passenger informatignDKV
system

3.3.2 Debrecen; Objectives and Targets
The main goals of the MOBILIS partners in Debreaemne to:

» Create a solid basis for producing and using adtera fuels;
« Promote mobility alternatives to the private car;
e Upgrade the public transport services to make thieme appealing for all citizens.

The targets were:
* to reduce the air pollution due to vehicle emissjon
* to encourage modal shift from private car to s@afisport modes,
e to improve the quality of available transport seeg,

» to improve the accessibility for citizens.

3.4 Summary of Measure Results for the City of [@ebn

3.4.1 Measure 5.3: Operation of bio fuel and CNG Vxecles

Introduction

Debrecen’s biofuel programme aimed to create aswudile mobility system through wide integration
of waste management, district heating, electrigityduction and public transport.
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Before CIVITAS, public transport in Debrecen wasvyded by 160 buses, and the fleet of the public
transport company, Hadju volan, consisted of 37debBlEURO-3, includingl2 CNG vehicles and 1
dual fuel vehicle (CNG/diesel). No project on bielftests had taken place in Hungary before.

The measure contained two actions linked to biofisel: the implementation of biofuel and CNG in
public transport vehicles and the accomplishmemelated research activities.

Objectives
The different objectives were initially to:

= convert conventional diesel buses to CNG mode,pamdhase CNG buses in order to have
seven CNG vehicles in operation at the end opthgect

= measure the efficiency and environmental perforraaof diesel vehicles using biodiesel
mixture’. The study should indicate which biofuels are Wausing. If the results of the
necessary studies point in favour of implementinfylbfleet-scale usage of biofuels in the
non-electric part of Debrecen’s public transposteyn, it will be planned to:

0 identify the best approach for stimulating prodoietisupply and use of alternative
fuels for public transport use in Debrecen by:

0 analysing the technical, financial and legislatbemditions of the production and use
of alternative fuels in Debrecen, and

o recommending regulations to stimulate the usetefrative fuels

The targets were to:

* improve the efficiency and environmental perforneant diesel vehicles using biodiesel
mixture to reduce the air pollution due to vehigtaissions,

e encourage modal shift from private car to sofig@ort modes,
e improve the quality of life for citizens.

The AKSD Company, responsible for waste managemeDebrecen, asked for the total amount of
biogas produced at the waste-pile to be used fasdbeating, because it was very favourable ingerm
of energy efficiency and cost savings. As a resMBKD could not be the supplier of the MOBILIS
project.

Due to the lack of biogas production for publimBport, the measure has focused on:

- the conversion of diesel buses to CNG fuel madepurchase of new CNG vehicles in order
to have 7 CNG vehicles put in operation within pineject.

- the implementation of extended tests to meastme efficiency and environmental
performance of diesel vehicles using biodiesel onextin different proportions and weather
conditions; this had never been done in Debrecéorde

2! The original plan was to test biogas and-thiesel fuels. The necessary quantity of biogas avdalve |
been bought from the local waste disposal site usa@nly part of the amount produced was used for
heating.

02 April 2009

CiViTAS ‘ GUARD ‘ [ T e Page 120



Project Final Evaluation Report —

Implementation

Concerning the actual implementation of the meaddaglju volan purchased three new Polish 100%
CNG gas-operating buses, three others were transtbinto clean gas-operating buses, and at least
one gas-operating bus was transformed into a a@aroperating onelThis modification includes
purchase and installation of CNG engines and a @MGtank, reinforcement of the vehicle chassis,
necessary modifications of vehicle electronicsgseary tests and a state licence procedure.

The converted CNG vehicles are used — like thetiegi®nes — in the inner city centre to contribiate
the improvement of emission impacts. To date, raluation has been performed on the impacts of
these new or modified buses.

Biodiesel tests took place in spring 2008. The afsdifferent mixture rates (10%, then 20 and 50%)
was compared to that of normal fudl4%). The buses selected for tests have undergonel-diese
operation stand-testing and emission-rate measuterfibey have also been tested in regular road
traffic.

Results

The evaluation results mainly concern the comparigfothe measurement data of the laboratory and
on-road tests. An AVL 4000 type instrument, whishgenerally used for regular environmental

testing, measured the emission rates. The busrdrhave participated in the experiment through a
survey.

The test results revealed that the average congummyatte is higher with the biodiesel mixture than
with the natural gas one. A 10% mixture has theetveonsumption rate for biodiesel mixture, and a
20% mixture the highest one, higher than a 50% untThe test results highlighted that increasing
the biodiesel mixture rate proportionately decreasegine performance, even if, in real conditions,
the majority of the bus drivers have not noticey agal drop in performance.

The emission rates have been measured for the ¢coremntrations. The AVL 4000 type instrument
could not detect any significant decrease in emisgsates, with any of the different biodiesel
mixtures. The result is significant with all selegttvehicles.

The bus drivers noticed that, on average, engiimgeneas no louder with these bio-diesel mixtures,
but no noise measurements have been performed.

Overall, the drivers participating in the test agtieat using biodiesel mixture is not effective.

According to the test results, it is obvious tH#t@ugh biodiesel is not a real alternative to itradal
fuels, it can be used to replace a part of tragktiduel, if not more than 20-50%. So the further
studies, such as the complex feasibility analy$iproducing and using biofuels in Debrecen first
planned were not carried outhe quantifiable targets, such as carrying outreded tests with the
biodiesel mixture and a complex feasibility anadysi biofuel production and use in the Debrecen
area, have been achieved.

Lessons learned and recommendations
This measure came up against two main barriers:

- the cost of biodiesel, which is higher than traxfitil diesel. This is therefore an obstacle to
the conversion of regular buses to this type @fraditive energy,

« the decision of AKSD Company, responsible for wasésmagement in Debrecen, to keep the
total amount of biogas produced at the waste-pitéich cancelled the biogas tests.
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Thanks to the measure, the city council and thdigptdansport companies have reliable and objective
information about the risks and benefits of biodiemixture use and of converting buses into
biodiesel mode.

3.4.2 Measure 6.5: Access and parking management the city centre

Introduction

Two roads from the north-eastern direction provitge main access to the city centre of Debrecen in
terms of number of junctions as well as traffic glgn creating traffic jams at rush hour that cé#ect
public transport as well.

In the city centre, there is a 25,000 square npedestrian zone, accessible only by public trarispor
(tram). The underground parking of the confererai dnd the connected exhibition hall is open to
public use, but citizens still prefer to use treditional parking facilities because parking charge
Debrecen are spatially differentiated and more espe in the centre zone. Thérfix event and
conference hall, located at the entrance of road, metty far from the centre, has a large parking
capacity as well and is not used when there aevants in the hall.

To limit private vehicle traffic going into the gitentre, the city of Debrecen intended to devétap
use of the Bnix Event Hall car park as a park and ride (P+R)litg to Debrecen centre. In addition,
the city aimed to install, in the existing traftontrol centre, an on-line system to monitor tcaffow
and therefore, improve air quality.

Objectives
The measure’s overall goal was to provide a saftrobof the traffic through the urban traffic cowit
centre. The specific objectives were the following:

. decrease of transit traffic in the city centre

. limit the traffic accessing the city centre at rirstur
. renew parking policy in the city centre

. improve the traffic flow at high traffic junctions

. improve driver and passenger comfort

. improve traffic safety

The innovative aspects were based on providingftaceatrol of the traffic through the urban
traffic centre.

Implementation

In July 2007, the General Assembly accepted thelasions of thestudy for access restriction and
parking management. This Traffic Plan is now theidbdor further developments. The working
document had already helped the city services iy caut specific measures, like the purchase of 50
electronic display countdown meters installed at taffic lights of 15 junctions in June 2005. The
countdown meter displays the seconds remaining tinetinext traffic light cycle (red/green) for both
drivers and pedestrians. The system, set up neakettraffic light signals, allows drivers to geady

to go.

At the same time, the city of Debrecen has modifiedtraffic light cycles at these junctions in erd
to improve traffic flow, and installed a traffight control central post.
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Finally, in April 2008, the city services installsthtic information signs and variable messagessign
on Road 4, informing drivers about the P+R avdiilgtat Fonix hall.

Red tape has slightly delayed the implementatiorthef traffic control plan. To install variable
message signs, the State Road Maintenance depaiftiaeito issue a permit on the basis of detailed
technical specifications, and this procedure hkesrtdonger than expected

Results

On 14th and 17th November 2006 (Tuesday, beingremaloweek day, and Friday, a peak day),
students of the Department of Sociology countechtiraber of vehicles crossing two junctions of the
city, one equipped with the countdown meter displag the other without it. The two junctions were
next to each other, so that the differences itficrlbw could be analysed.

On the same days, students surveyed car drivévgatar parks in Debrecen; one located in the city
centre (D6sa Nador square), and the other neasppsiy centre right next to a recently installed®P&
information panel.

The counting and the survey were conducted at mgymhidday and evening peak hours.

The modification of the traffic light cycles, creat of the traffic control system and installatioh
countdown meters have had quick positive impactshercity centre traffic. At present, the average
number of private vehicles crossing a junctionusthrhour has increased by almost 20% per green
cycle, but it has decreased by around 10% fordsymivhich are usually very old and cannot move off
as fast as before. 46% of lorry drivers think tifiet countdown meters improve lorrry traffic flowaat
junction, 27% that it has been worth it and 15% ihlaas not made a difference.

41% of drivers have a positive opinion of the e#ficy of the countdown meter and 11% are doubtful.
According to age group, 45% of youngsters think th& new system has not improved the daily
traffic conditions, whereas 45% of middle aged diiéo of elderly people consider that they have
been improved.

This measure has developed long-term strategy.not yet been possible to assess the global ismpact
of the traffic plan.

Lessons learned and recommendations

Acess restriction must be accompanied by actiorfaviaur of Public transport improvement and car
park creation around restricted access zone.

3.4.3 Measure 6.6: Accessibility scheme for the demence centre and pedestrian
zone

Introduction

A few years ago, Debrecen created the first pedestirea in its historical centre. The Debrecey cit
board wanted to develop tourism and tram use tocetraffic congestion in the city centre. The City
of Debrecen had a lot of blueprints and plans faretbping the downtown area, but a comprehensive
implementation plan had not been drawn up untilpttogect.

Over the past few years, construction of the KeéjfoSonference Centre, one of the largest and best-
equipped buildings of this type in Eastern Eurdpes been the most spectacular investment in e lif
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of Debrecen city. It was built on an area of 13,08® located close to the first pedestrian area and
finished at the end of 2005. Below the centredi®&000m2 car park (300 parking spaces).

Objectives
The city MPs were strongly committed to extending pedestrian zone.

The final objective of this measure was to enlatfyee former pedestrian zone in the city centre,
towards the conference centre zone in order t@ase the attractiveness of the city centre.

The expected result of this measure was to obtaistouction permit approval for the extension & th
pedestrian area, a prerequisite for its implemanmtafhe construction should be financed outside of
the project.

Figure 22: Extension of the pedestrian area and thexpected “impactzone”

1: current pedestrian zone, 2: extension of pedestone, C: new conference centre

The expected impact area of this measure shoulercov
the dense commercial area with a lot of commercial
- units as well as destinations related to socidijioais

L and administrative activity areas.

Further extension of the pedestrian area wouldaedu
on-street parking. The use of the underground agk p
of the centre as a “park and walk” facility provsda

, direct connection to the pedestrian zone for the
conference centre and access to the tram.

Implementation
The municipality launched a call for tender to defthe project. According to national law, designer
were asked to prepare and submit their conceptgroposal. The chief architect of the city and the
evaluation committee selected the best solutiore Wayor signed the contract with the winning
designer in 2006.

In February 2007, the city leaders accepted tbgeprr developed for the extension of the pedestrian
zone. After a long evaluation process, the constnigermit was obtained at the beginning of 2008,
valid for 2 years. After the expiry date, the pdrwdlidity can be renewed several times through an
accelerated process.
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Unfortunately, due to ongoing financial problente tity’'s annual budgets could not meet the cost of
the construction during the project. The plannedlwation, concerning in particular the citizens’
acceptability of the pedestrian extension, hadren carried out as a result.

Results

The direct outcome of the measure is the implenientplan of the pedestrian zone that can provide
a basis for further developments.

Lessons learned and recommendations
Car access restriction must be adapted to the looalext of cities (local traffic and transport
situation).

3.4.4 Measure 8.5: Safety training for public tranport drivers

Introduction

The measure focused on educating public transporerd in vehicle new technology (ABS, ASR,
ESP, ASC), on driving methods for special environtak circumstances and on energy-efficient
driving.

Before CIVITAS, most of the training sessions, iieh public transport drivers had usually
participated, aimed to confirm their physical comepees and did not include cost-effective driving
teaching. Even if accidents in Debrecen are naukat, considering the number of vehicles and the
lines operating daily, some of them could stilldbaided. Wet or frosty roads especially during the
winter months can be very dangerous for bus passgngarticularly because, in public transport
vehicles, passengers are standing most of theamdedo not have safety belts when they are sitting.
Moreover, the economy and cost-effectiveness oflipubansport vehicles mainly depend on the
driver's driving skills, as an appropriate drivingethod can reduce the consumption of the vehicle.
These are the reasons why the public transportatgsr believed that additional training could be
useful for public transport drivers.

Objectives

The main objective of this measure was to imprdwe skills of bus drivers, to increase public
transport safety and decrease PT operational costs.

Implementation

Hajdu-Volan (long-distance transport operator) & (local public transport operator) organised
the training session in August 2007, at a sped@ailify, in Mogyorod Ten groups of five drivers
participated one after the other; each group speatday at the facility. Participants were emplayee
of both transport operators; the young drivers V@dnteered to participate, while the older oned ha
mostly been appointed.

The experts of Hajdu-Volan prepared and organised ttaining, which included theoretical and
practical parts. The theoretical elements weresaes for unsafe traffic situations occurring, tbkes

of roadholding, of under- and over-steering anttrebk-roadrsjduring driving and finally functions,
use and impacts of new safety technologies (AB, ARSS, and RETARDER).
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The theory learnt could be practised as well, urtter supervision of a professional trainer. The
practical elements were: emergency braking, brakind avoiding, entrance into a slippery curve,
sudden getting out of the way without braking, @tal driving uphill and downhill on a road with a
9% slope and energy-saving driving methods. Dutédow number of drivers at each session, they
had the opportunity to ask all their questions exyalain any everyday problems they encountered.

Results

To assess the impacts of the training, in June 200®epartment of Sociology and Social Policy, in
charge of the evaluation, distributed a questiaent 30 trained drivers, employed by Hajda-Volan.
The questions concerned mainly the novelty andydspblicability of the training elements. Direct

interviews were not possible due to the workingdibons of these drivers, who are rarely at the
company’s Debrecen-based office.

The drivers questioned were relatively young. There between 27 and 56 years old, with an
average age of 33 years. Two-thirds of them liveaismall town or village, at most 30km from
Debrecen. The rest live in Debrecen.

On the evaluation scale (1 =not applicable, 7 wyfapplicable), in the general assessment, the
practical part received a higher average scoré%a@}than the theoretical one (6(&)but both scores
represent a high level of satisfaction regardirggtthining material composition.

Some elements of the training content were motessrknown by the drivers, therefore both the level
of novelty and applicability respectively receivadower score. The results regarding the training
content were as follows:

« reasons for unsafe transport circumstances ocguiiNovelty: 5.57, Applicability: 6.07);

« emergency braking (Novelty: 5.0, Applicability:0%, role of breakdown (Novelty: 4.28,
Applicability: 5.23),

« entrance into slippery curve (Novelty: 5.64, Appbility: 6.7);
« role of under-and over steering ( Novelty: 4.7@phAcability: 5.71),

« sudden turn without braking (Novelty: 4.78, Apphday: 5.71), slalom (Novelty: 4.92,
Applicability: 5.78)

- role of roadholding was already known, but drivdid appreciate the opportunity to
upgrade their knowledge: (Novelty: 5.14, Applicihil5.78).

The drivers considered the information about neshrtelogy (ABS, AB, ARS, RETARDER) to be
the most novel, although they had few opportuniti@swork with these innovative instruments
because the company’s vehicles are not yet (oordyepartly) equipped with them.

Lessons learned and recommendations
The support of Hadju Volan has been very imporitaotrganising the training activities.

The registration rules, that gave all interestededs the opportunity to participate, the organisabf
the training in small groups and the technical prattical mixed content of the training ensurechig
acceptance of this measure.

By developing such a measure, it is important wues that all drivers (especially new recruits)éav
the opportunity to take part in it so as to imprgwefessional and safe driving skills and find out
about new technology uses.
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3.4.5 Measure 9.3Car-pooling servicefor students in Debrecen

Introduction

Alternative transport modes, which help reducertbgative impacts of individual mobility, are not ye
widespread in Hungary.

The measure aimed to develop carpooling in Debrézéncrease seat-occupancy rate of private cars
and limit car traffic. The city has considered thatdents were a very good target group to initiage
development of carpooling before extending it ty t@vel.

Debrecen University currently has 24,000 studerts liwe in the city and regularly return home for
the weekend. Before CIVITAS-MOBILIS, students warainly public transport users, mainly
because they benefit from a travel discount of &b public transport is much cheaper than car use.
But as the standard of living is slowly increasintpre and more students are becoming car owners.
Debrecen therefore seemed like a good locatioddaeloping carpooling among students.

Objectives

This measure aimed to increase the number of pgeseper car by creating and implementing a
carpooling system at city level, based on an ordam®ice, to help find partners for common journeys

Implementation

From November 2007 to March 2008, the City servib@sv up a consistent concept in relation with
some students and a related promotion study. Theae was developed in March 2008. Finally in
April 2008, the City bodies implemented the Webdshsar-pooling system. The city opened a web
space on the official page of the City (seevw.utitars.debrecen.huwhere everyone may get
information about the available journeys and pastegtisements. A monitoring system checked the
number of daily users.

Results
There was no available precise data on public p@msnd car use to define the situation in 2005.

In August 2008, 17 of the 68 registered users weterviewed to discover the strengths and
weaknesses of the software, provide recommenddomsiproving it, and outline its popularity.

The results of the interviews were that more thalh ¢f the respondents (54%) had posted more than
5 ads, and 28% only one. 40% only replied to 2 ad8 and 50% replied to 4 of them. This reveals a
very important characteristic of users: accordimdhte societal process of preferring car-ownership,
users more often look for partners than for opputies to be a passenger. In August, 77% of the
users had visited the page at least 5 times, steorgy 1 to 4 times. Only 30% of the website users
had visited the car-pooling site within the lastrmip the rest (70%) had not visited it since Juhe (
university holidays might have introduced a biathe answers).

The average age of website users is 23.13, whiehate that only students visit it. Among 50
registered users, 20 are women and 30 men. 88¥%edhterviewed users had forwarded the address
of the website, helping to promote it and theretoricrease the number of potential carpoolers.

All of the respondents who had carpooled for aneyrwere satisfied. People consider that this type
of journey is a very good opportunity to make fderand widen their social network.
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Lessons learned and recommendations

The only obstacle to the measure success is tkeofaguitable and efficient advertisements aboat th
service, which may disappoint users. The cooperatiith students’ representatives had a positive
impact on the success of the measure.

To develop carpooling, it is recommended that am@se and information campaigns use all the
available resources for advertisement, such as: dghelents’ official administration system
(www.neptun.h), other popular community web pages (likew.iwiw.hu), and other universities’
official portals, regional websites of towns antlages and direct links from other city-coordinated
websites tavww.uitars.debrecen.hu

3.4.6 Measure 11.5: Sustainable city-traffic deveponent plan for Debrecen

Introduction
The measure is composed of two sub-measures:

e creation of a mobility working group to assist thecess and implement the framework
recommendation across the whole city mobility nekwo

* development of the sustainable city traffic depedent planfor Debrecen under the
supervision of the mobility working group.

Before CIVITAS, the City of Debrecen had no updite transport plan. The last transport
development plan was drawn up several years agosastainability was not taken into account when
the city took decisions regarding transport. Furtiege, due to public transport management and the
political situation, the different transport staké&ters were not involved in the political decision
process. The City of Debrecen, or the governmentwfigary, runs the different public transport
companies. Since the regime changed in 1989, aigatian has occurred among citizens and in the
institutional area: a right wing Mayor has led Deten for more than ten years and some municipal-
operated institutions belonging to the left-wingtitutions have been in political opposition fdioag
time. This is why there was no communication ofatmration neither between them and the city, nor
between themselves.

Politicians were aware that it was important towdig a strategic, long-term sustainable transport
plan and to involve the different stakeholdershia process to be able to address the challengad ahe
regarding transportation in Debrecen. The city Débrecen therefore decided, in the framework of
MOBILIS, to set up a transport strategy, to launegular exchanges about city traffic and transport
for stakeholders and to involve citizens in theedepment of a transport development plan, paying
particular attention to sustainable mobility.

Objectives

The objective was to maintain the current moddt éhiorder to protect the city and the environment
from high levels of motorised traffic in the future

Implementation

In March 2006, the local experts and decision nmket up the mobility working group and called on
the consultancy company COWI to help it to formfessional written opinions or advice and to draw
up the traffic development plan.
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With the mobility working group, the contractor draip three working documents, which were
submitted for validation by the General Assembly:

« Theanalysis of the actual statusf the traffic is the first of the plan’s threeamnents. .To
measure the present traffic demands, the contracibithe working group used the previous
road traffic counts and public transport surveysden partly by the city operator and
themselves, and new traffic counts. From two hooiskesurveys, regarding only drivers and a
questionnaire about parking customs, the workingugrwas able to establish a statistical
database of the motorisation and parking custona#tiaéns.

« The second part of the plan was thestainable transport and traffic development siggt
which stated that the typical urban traffic probéehave appeared in Debrecen and will only
get worse. The city therefore had two options toage the situation: either increase road
capacities and continuously adjust the supply taadademands to fulfil the traffic needs of
citizens, or influence the traffic demands by tkeewal and deliberate management of the
transport system. The most important targets oféwend development strategy were to:

a) Develop a traffic system to protect the downt@nea.
b) Modify the road traffic network to decrease eonimental load.

¢) Promote low emission traffic modes, hinderingHar increase of individual car
use, primarily in the downtown area.

d) Provide transport modes adapted to the funcifdhe area.
e) Improve accessibility to the concentrated conecmaéand industrial areas.

- From these strategic solutions, the contractor dupwaproposed development programme
with priorities, which specifies the actions to take and sets wgchedule as well. This
programme is a basis for further planning and itnaest programmes. Some programme
elements can be shifted depending on the finasoiaices available.

= |n the short term, the recommended actions areettit® are feasible in a short time and
for which the city does not need significant invesits.

= The mid-term programme (4-6 years) is composedctibras, which could stop negative
tendencies, and for which implementation needs ntione due to a long design and
approval process or financial needs.

» The long-term programme contains actions which stpthe long-term solution of
problems partly handled by short and mid-term astier whose implementation needs
significant financial, technological or infrastruot investments, or the drastic
modification of regulations.

After the approval of the mobility working groughet sustainable city traffic development plan was
submitted to the city’s leadership first, thenhe political committees of the city council andafly,
to the General Assembly which validated it Shigly 2007.

Results

It has not been possible to assess the impactd lyetactions could not be implemented in one year,
so the number of PT users and the modal shiftd@teot show significant change to date.

The city has performed an in-depth process assessmaighlight the importance of the completely
new approach of decision concept for Hungary. Beeaof the MOBILIS project, city transport
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planning in Debrecen is carried out systematicatig with clear goals within the framework of the
sustainable urban transport plan. The involvemédrnhe stakeholders in the process ensured their
acceptance of the plan, as shown by their vot@pifaval. The mobility working group still existsdn

IS now considered by politicians to be an expeviset group.

Lessons learned and recommendations

The mobility working group action encountered vasdifficulties. Firstly, stakeholders were very
sceptical at the beginning, as it was not usu@ebrecen for politicians to involve stakeholderd an
experts in the decision process. Secondly, thereifit stakeholders often had opposing needs, wishes
and suggested solutions. Thirdly, several reprasigats of the mobility working group changed jobs
during the process. This delayed the process, bedhe new members had to familiarise themselves
with the work already done and some questions hvée reopened.

As the work progressed however, the stakeholders a@nvinced of its merits. The participation of a
non-biased moderator who could suggest compronaisésmaintain focus on the goal has facilitated
the mobility group work.

In retrospect, some of these problems could haee belved, if the representatives had signed some
kind of “letter of intent”, which explicitly statethat they represented their organisation and were
committed to working for a common situation.

This measure could partly be taken up by othee<ithat still do not ensure the involvement of the
relevant stakeholders. It can also provide releirgntmation for involving a mixed working group to
develop and implement a sustainable plan.

3.4.7 Measure 11.6: Integrated and extended cyclingetwork in Debrecen

Introduction

In recent years, cycling has become a popular nobdeansport in Debrecen for all age groups. The
elderly use cycling mainly for shopping and evegyddministration, whereas the younger generation
cycle more for sport or entertainment. Since cyrlitself has gone through a considerable
transformation, more and more cyclists are on theets without suitable cycling facilities, and it
became urgent to improve the current infrastrucame storage facilities.

From the 1950s to ‘80s, cycling was the most commoxde of transport. But with the development
of public transport and private cars, cycling &@rto lose priority, except in villages where it
remained popular. Over the last few years, conalierefforts have been made, such as extending the
cycle network, increasing and promoting cyclingeThunicipality had several plans to expand the
cycle network by an extra 30 km, but this was rasgible due to a lack of funding. Due to a higk ris

of bicycle theft, the municipality placed storadeeléers in the city centre, which were not numerous
enough to meet demand. More safety solutions virenetore necessary.

Objectives

The main objective of this measure was, in the igiate term, to improve the safety and security of
cyclists in two ways: firstly by providing betteetwork connections and accessibility and secongly b

setting up new safety bicycle racks. The expeatsdIt was an increase in the number of cyclists at
conurbation level.
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The related long-term objective is, in fact, toateea new tourist approach for the city.

Implementation

The municipality decided to integrate all cyclirejated developments into a strategic development
plan and this study was drawn up. The mobility adry council invited the representatives of

cyclists’ civilian organisations to find out abothieir expectations and opinions of the suitable
development.

In 2007, the general assembly of the city validakedoverall bicycle network development plan. The
plan is adapted to the financial resources of ilye it foresees the creation of 48 km of cycledanin
the first phase, before the end of 2010, the citlyoreate around 10 to 12 km of them.
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Figure 23: Future cycling network in Debrecen
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In accordance with the development plan requirés)ene city has installed 51 secured bicycle racks
at 33 different locations of the city and creatpgraximately 4 km cycle lanes in two different area
of the city, on the existing pavements and servia@s in order to avoid expensive infrastructure
constructions.

Results

The Department of Sociology and Social Policy & tniversity of Debrecen has held an on-street
survey to assess the citizens’ satisfaction ofithe bicycle racks

In terms of key results, for 85% of people surveybd bicycle is the basic means of transport & th
city. 53% of respondents were very critical of thyeling conditions: they consider that cycling
accessibility to public institutions, except edumaal ones, is very bad. More than 60% of the
surveyed cyclists are satisfied with the new bieyelcks, which offer more security and whose design
is adapted to the new bicycles. They use them itinaie the old ones. It has not yet been possible to
assess the impact of the new cycle lanes, sinceahations in the number of cyclists are not yet
significant.
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The new racks and the extension of the cycle lanes response to a concrete need that had already
become apparent.

Lessons learned and recommendations

There are two barriers to this measure. Firstly,dity infrastructure is not really suitable foeating

a citywide cycling network, since the roads areggalty too narrow to appoint a specific cycle lane.
Secondly, suitable cycling infrastructure could et built in time to keep up with the increased
popularity, which resulted in a sort of an oppaositibetween cyclists’ representatives and the
municipality. There were three positive featureswéver. Firstly, the establishment of the Urban
Mobility Working Group (see Measure 11.5D) helped reduce this opposition, so that public
acceptability of the development steps was ensuedondly, the installation of the secured racks
greatly eased cyclists’ peace of mind. And thirdhe experts paid special attention to the needs of
modern bikes by choosing a type in which bikes &ithider telescope can also be stored.

When designing a long-term bicycle development ple recommend collecting all the information
about the needs of citizens, infrastructural besriand positive features, and available financial
resources. This information is crucial to achievamy development in a structured and systematic
way.

3.4.8 Measure 12.4: Tramway public transport prioity scheme and real-time
passenger information system

Introduction

The tram provides the north-south axis of the sifublic transport grid. It also provides a dirgat
between the university and the central train statichere an intermodal junction is also plannethe
near future.

The implementation of the pedestrian zone in thea@ntre has disrupted the major individual traffi
routes, especially in the north — south directidmurney time has increased on the longer and more
congested alternative routes.

Objectives
This measure aimed to:

Improve the public transport service with thel+#t@ae public transport passenger information
system at 23 tram stops and to significantly redrara travel time with tram priority at traffic
lights (within MOBILIS, at 1 selected traffic junon);

- Improve operational efficiency with the AVL systen 18 tram vehicles and 31 trolley buses;

- Improve the effectiveness of the traffic conttehtre by providing data for fleet management
and other operational services;

- Divert heavy traffic from the city centre and ved pollution.

This would be achieved by providing an excellerdliy of service on the tramline, obtaining higher
passenger satisfaction and higher usage of theanahtrolley line on the north-south axis.
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Implementation

Therefore, DKV planned to install a passenger mfaron system in all vehicles (onboard) of the
tram and the trolley bus fleet and at each trampssto announce the time remaining until the next
vehicle arrival. To cut travel time even furthertbis axis, the crucial traffic junctions were itdéad

and PT priority introduced for the trams. The numsldeom 1 to 6 show the identified sites.

Figure 24: The tramline of Debrecen,
and the major crossed junctions

| e
(@
_ Hajdisamson
O i
L jvres il e )& 7
o sobes Since August 2006, all the trams and
bl s trolley buses have been equipped with an
] on-board computer system for vehicle
g location and twenty-thream stops with
BT an electronic LCD information display
system. On the new trolley buses,
N i) : passenger information has already been
Hejdissobosz f’ % : : solved. After studyi_n_g the _priority
B 5 7 yolBerettysifalu system, the authorities decided to

“Rirport [ ) e,

implement it at one junction to begin
t-sxvillamas bivanal with: the crossing of Road No. 4. The
A vehicles are able to adopt the system at
all junctions, but the decision of further extemsé®epends on several circumstances.

Results

Since the measure has only been implemented rgciriths not been possible to assess the impact on
the expected modal shift (passenger numbers). Valeaion therefore focused on the effectiveness
of the new display system in providing people withl-time information about the next vehicles to
come, as well as about any modifications concertiiggtramline. The key results of this measure
concern its acceptance. The majority of respond@ntse than 50 points) of the survey on citizens’
satisfaction consider that this system helps twrinf citizens either by providing up-to-date
information, or by informing them about any changagshe tramway. One third of tram-users (32%)
look at the digital passenger information systerargvime, while one quarter (26%) check it often.
Less than one quarter of the sample (23%) rarelly &t the display system and only 17% never check
it.

Lessons learned and recommendations

The extension of the tram priority system met técdindifficulties in its development to other
crossroads. It should have caused traffic consgrénother vehicles.
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The cooperation of the public transport operatdhwhe traffic control department that has updated
the traffic light plan helped to implement the tranority system.

The lesson learned from this measure is the nagessardinated involvement of all political and
technical stakeholders to prevent considerableydelathe development and implementation of the
system. The implementation of a centralised pyatttraffic lights also needs to evaluate a priloe
impacts on all traffic.

This measure is considered to be easy to transfether cities.

3.5 City 3 : LJUBLJANA

With 270,000 inhabitants and a total surface afea7@.67 km?, Ljubljana is situated at a European
crossroads of transport links and influences. Qlamed to be among the smaller European cities,
Ljubljana is regarded as the cultural, scientificonomic, political and administrative centre of
Slovenia, independent since 1991. Ljubljana iddhgest city and capital of the Republic of Sloeeni
and is strategically located in political, cultyrahd economic terms, with one third of all cap#atl
about 25 per cent of employed people in Sloveniardates over a third of all trade. As a regional
centre, Ljubljana’s population rises to over 500,00

The core of the city is the old centre with narretneets and castle hill. Urban density is very high
the old city, where there are 960 people/ km2. Mbdaakdown is 80:20 in favour of private vehicles.
Airport Brnik is situated about 25 km from the citjubljana has a negative net migration (cca 300
per/year), while in the surrounding municipalittee net migration is positive.

Lying at the main transport crossroads in Slovehjabljana is facing steady traffic growth and
increasing numbers of daily commuters.

3.5.1 Ljubljana Description: MOBILIS in Ljubljana

The demonstration measures for the MOBILIS projedhe City of Ljubljana are closely related to
the aims and objectives described in national aadlllaws, plans and strategies.
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Within these contexts, the selection and desigthef concrete measures in MOBILIS have been
chosen to promote environmentally friendly transplorough a combination of

e areduced negative impact of traffic, especiallyegmrds emissions

* raised awareness among people and promotion afoemental friendly vehicles

e active participation by all sorts of people throutitierent channels of dissemination

« an example of good practice for large-scale cledmcle implementation at national level.

Due to its size, compared to other EU countries, @imersified geography with predominantly hilly
and mountainous relief, Slovenia has limited pokés of field products, which also implies towa
material for its own biofuel production.

In the framework of the MOBILIS project, Ljubljars®t itself the task of implementing state-of-the-
art clean fuel - biodiesel production in the cighich will replace the existing chemical industry.

Ljubljana’s expectations of the MOBILIS project wenelatively high as regards the positive impacts
of the demonstration of the most important goatha CIVITAS Il initiative — implementation of
environmental friendly vehicle use, i.e. vehicleshiofuels.

Although it was expected that the measures withénMOBILIS project, especially in its initial phase
would bring relatively small effects in the conteoft the overall traffic system in Ljubljana and
Slovenia, it was expected that good practice afitdtda promotion would gradually exceed the idea
of demonstration and become a model for successflementation of environmental and human
friendly modes of mobility.

Main Demonstration sites in Ljubljana
The main demonstration sites in relation to theviddal measures are indicated in the map below.

The map on the right indicates the public transpettvork in Ljubljana, with a depot and biodiesel
production plant. Cleaner vehicles will be in opieraon the whole bus network.

The map on the left shows the City bicycle netwaskthe basis for installing a large number of
shelters for cyclists with future connection of siig links in the network.
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Figure 25: Public transport network and bicycle nework in the City of Ljubljana
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Integration concept in Ljubljana

The integration concept of the Ljubljana measuras guite complex. They are related in many ways.
The main integration concept was as follows: regearproduction — distribution — usage — promotion
of clean fuels in Ljubljana.

The integration of activities has included partnéirectly involved in the activity, as well as othe
local partners active on individual measures.

Measure integration has been carried out mainthetevel of dissemination, which has involved all
information regarding measure activities being etisimated to the public at large.

The City of Ljubljana has been a local projectiir of measures regarding the CIVITAS I
initiative. It has therefore been the first Slowncity on the European map of future clean citdis.
local partners have contributed their share towtresuccessful implementation and dissemination of
good practices outside the MOBILIS project as watllocal and national level.

The policies of the Environment and Research Mieisthave had a positive influence on stimulating
and involving Slovenian institutions and organisasi in European projects. They also promoted the
CIVITAS initiative. During the MOBILIS project, theooperation and support of national institutions
and ministries have improved and deepened.

Activity Implementation and large- | Participatory mobility planning | Set-up of information points
scale deployment of bio-diesel | of sustainable transport | and campaigning on clean
and CNG fleets in Ljubljana promotion in Ljubljana and | vehicles and alternative fuels

promotion of safe and | in Ljubljana
increased bicycle wuse in
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Ljubljana

Firm/
institution

Ljubljana®
SAVA, FME, AIS, REC CEE,
Petrol — the biggest energy
distributor in Slovenia, City
Public service companies,

LPP,

Ljubljana®, Council for traffic
safety and security , REC
CEE, Ljubljana  Regional
Development Agency -
RRALUR, Ljubljana cyclist

network

Ljubljana®*, REC CEE, LPP,
Petrol

Cooperation of main partners in Ljubljana to achieveMOBILIS goals

54.L 11.7.L 11.8.L
Ljubljana XX XXX XX
LPP XXX XX XX
Feol XX XX
SAVA XX XX
REC CEE XX XX XXX
AIS XX XX
FME XXX XX
PINUS XX XX
Degree of cooperation indication
Lead partner XXX
Close cooperation XX
Positive impact from less formalised involvement X
REC CEE XX XX XXX
AIS XX XX
FME XXX XX
PINUS XX XX
Degree of cooperation indication
Lead partner XXX
Close cooperation XX

2 International Relations Office, Department for piotdervices and transport

28 |International Relations Office, Department for fiatservices and transport, Department for localfSe

government

2 International Relations Office, Department for fialservices and transport, Council for safety @ad traffic
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Positive impact from less formalised involvement X

3.5.2 Measures implemented:

Table 16; Overview of MOBILIS measures in Ljubljana

Measure Title Lead partner

54.L Implementation and large-scale deployment of bio-diesel and CNG fleets in | LPP
Ljubljana

11.7.L Participatory planning and promotion of sustainable mobility in Ljubljana with | Ljubljana

emphasis on safe and increased bicycle use

11.8.L Set-up of information points and campaign on clean vehicles and alternative | REC CEE
fuels in Ljubljana

3.5.3 Ljubljana; Objectives and Targets

The measures implemented in Ljubljana aimed to pteranvironmentally friendly transport through
a combination of

* areduced negative impact of traffic, especiallyegmrds emissions
« raised awareness among people and promotion afoemiéntal friendly vehicles
» active participation by all sorts of people throwitierent channels of dissemination

» an example of good practice for large-scale clesncle implementation at national level
The targets to obtain at city level were:

« toreduce air pollution due to vehicle emissions

» to favour a modal shift from car use, specificatlycycling

« to improve the safety and awareness of citizens

3.6 Summary of Measure Results for the City of ljaim

3.6.1 Measure 5.4: Implementation and large-scaleegloyment of bio-diesel and
CNG fleets in Ljubljana

Introduction

This measure aimed to develop bio fuel full procéssn production to use. Therefore it comprised
three main actions:
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a) A large-scale deployment of pure (100 °/°) beéséi in the LPP bus (EURO 0) fleet in
Ljubljana.

b) The improvement of the quality of biodiesel proed at Pinus by reducing the content of
water, free fatty acids and phosphorus in the ratenmal. The first partners (Teol and Sava)
withdrew from the MOBILIS project in 2007 (no biedel production in Ljubljana is to be
established). Pinus joined the project insteadawfl Bind Sava, as production of biodiesel is
already available at this company (it lies appd®0 km NE of Ljubljana);

c) The testing on two locations in Slovenia for darction of rapeseeds. Usage of biodiesel
produced from rapeseeds at small farms in ordprdeide additional income to farmers. This
required the development of appropriate efficiequipment for farmers to press the oil rape
to produce crude oil.

Objectives
The primary objectives of this measure were:

= to reduce emissions from the LPP bus fleet and argrenvironmental (air) quality in
Ljubljana

= to improve bus fleet energy efficiency in Ljubljana

= to establish cost-effective production and useiodfliesel at small farms in Slovenia through
the economic analysis of the whole chain from potida to use.

The implementation of these three actions obtaihedollowing assessment:

Pure biodiesel use

Implementation -1

Instability of B20 (20% biodiesel) was recognisedaatechnical barrier for implementation of the
measure as initially planned. By August 2006 eightadditional buses have been prepared for testing
B100. During wintertime when temperature was exgeedd drop below —7 °C testing of these 18
buses was not performed. Namely, the Ljubljanaipubdnspot operator (LPP) could not take a risk
of inoperability of this number of buses since tul cause strong criticism of the public transport
users. Therefore, during wintertime only two busage been tested on B100.

Their performances were compared with two busesingnon D2. An additional 18 buses were tested
for crystallisation problems, except at wintertirfide data collected gave poor operational resalts a
higher financial demands than initially expectederage servicing costs for a bus running on B100
during the test period were around 3,900 Euro,evuit a reference bus (using D2), they were around
3,400 Euro, taking into account operating hours antual mileage of the buses. Note that the
servicing frequency for buses using B100 doubledally, the LPP decided not to use biodiesel in
100 existing (old) buses but rather to extend ngstdf 20 buses and to perform additional
measurements of pollutant emissions. After perfogr@dditional measurements, LPP expects to have
a clearer idea of which buses to purchase in thedwand how to make up the PT fleet in Ljubljana.
Justification could be based also on cost and enriental arguments. Existing 100 Euro 0 buses are
to be replaced by new Euro 4 buses. About 30 witl on D2 while the others will partly run on
biodiesel, partly on CNG, and a small part willHydorid.
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Results-1

LPP could not afford deployment of B100 on 100 kudae to the high costs of preparing and
maintaining the fleet; doubled frequency servicivas equired. Concerning the use of biodiesel in a
bus fleet, it is clear that this is not recommeneafor old buses Euro 0 (). Also, paraffin
crystallisation in biodiesel in winter time (beloWw °C) may be problematic in terms of causing non-
operability of buses due to. Additional tests oondiesel use in PT buses were realised for more
accurate specifications of the environmental bénédir the city of Ljubljana. After having perforehe
additional measurements, LPP has clearer idea afimiiuses to purchase in the future and how to
make up the PT fleet in Ljubljana. Justificationultb be based also on cost and environmental
arguments. Existing 100 Euro 0 buses will be regaddmzy new Euro 4 buses. About 30 will run on D2
while the others will partly run on biodiesel, paron CNG, and a small part will be hybrid.
Otherwise, surveys indicate that awareness abofudis is generally increasing; bus drivers and PT
users generally accept their use.

Lessons learned-1

Testing has been successful, however results trerrdifferent than expected: biodiesel is not goin
to be implemented in a large-scale leve: biodigsBluro 0 buses costs more than classical D2;iso it
not economically justifiable.

Laboratory testing of engine performance at difiereonditions as well as systematic recording of
relevant parameters during testing, e.g. fuel conpion, helped to clarify feasibility of biodiesate

in Euro O buses, maintenance costs of the busdseranronmental benefits in terms of emission of
pollutants. On-street measurements performed atetfie of the project contributed to additional
clarification on buses/engine performance in réahton.

Sharing knowledge among partners was motivatingtamas been a strong driver for the project.
Strategic environmental assessment (SEA) of a medsunelpful in following up changes on a more
general/strategic level than the first direct obyec For the production of biodiesel, initiallygoined

in the city centre, SEA showed both inadequacyefdite (due to planned long-term urban changes in
that part of the city), and existing inoperabilif/the industrial infrastructure at the site whigbuld
require additional investments.
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Biodiesel improvement

Implementation-2

Initially, this action foresaw to convert a chentitctory, which previously was producing ethylene
oxide to biodiesel producer. The aim was to proda@é00 tonnes of biodiesel yearly. This firm is
situated in an industrial-commercial zone closéhocity centre of Ljubljana; the zone is surrouhde
by commercial and residential areas and environmhetidy highlighted that biodiesel production in
Ljubljana suburb was not appropriate due to theupation of industrial zones and expected urban
changes in the city.

However, Pinus Company, that was already produiiadiesel, joined the consortium and involved
its staff in biodiesel improvement to meet the higlality standards. The separator started up inl Apr
2007 to optimise glycerol and lecithin quality ahée two-step de-gumming process in order to obtain
oil with 15 ppm phosphorus content, reduction iKffee fatty acids), oils, optimised parametens fo
washing of oil with glycerol, etc.

Results -2

The measurement results performed at the FME (BaofilMechanical Engineering, University of
Maribor) laboratory show that the emission indicattof HC, CO and smoke are consistently higher
for D2 at higher engine speed and load. Pinus sdeckin lowering water content and phosphorus in
raw material by improving the process. This hasnbaehieved through intensive testing after
numerous changes of  process parameters. Thagdsisted for about two years; performed
adaptations of the process parameters did notreeqdrease in maintenance costs since the changes
were relatively quick (a couple of weeks or a moadich). Training on this subject was successfully
administered

Figure 26: testing bench in Maribor

Lessons learned-2
The training of biodiesel provider (Pinus) staffdr@ucial to get it able to perform analytical coht
of the quality of raw material and biodiesel.

The motivation, dedication, good management, at agelechnical competence of the Pinus staff has
facilitated the success of the quality improvenwriodiesel production.

- Cost-effective production of biodiesel at small fans
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Implementation -3

During MOBILIS time, project partners developed ipguent for efficient pressing of rapeseeds by
farmers to support decentralised production and/igeo additional income for the farmers. The
experiment checked pressing efficiency in termasilodnd cake ratio (production of crude oil andeak
per tonne of pressed seed), testing eighteen typegpe seed in terms of annual yield at the same
weather and soil conditions. The quality of bothanid cake were measured regularly, as well as the
quality of biodiesel produced from the oil.

Results-3

Financial problems limited the number of chemicahlgses of biodiesel produced at small farms.
Although biodiesel produced was analysed severaédi during the project, this did not allow
continuous and prompt information about the quatitythe product. However, the quality analyses
revealed that:

e the biodiesel produced only has an 8.5% lower gneedue than conventional diesel on
average

e itis better to carry out etherification of crudealsewhere, i.e. at industrial plants.

Lessons learned-3

This type of local production is feasible and ceffective, but it is better to plan improvement of
crude oil at industrial level than at farm onedslimportant to pay attention to research financegds
at planning stage of the measure.

Lessons learned at measure level

The measure has improved knowledge in biofuel nggpaoduction and therfore it has been valuable
to disseminate the results between national exgertlovenian students and to other potentialsuser
of biodiesel fuel in Slovenidransfer of knowledge with other partners involiediofuel use or
production has been very interesting and helpful.

The measure was rather complex as it was compadseadrelated components. Nine legal entities
were involved in the definition, development, impkntation and promotion of the measure (AIS,
CoL, FME, LPP, Petrol, Pinus, REC, Sava, Teol) paticular activities in the measure have their
specific goals and targets. Such a situation caussmderous organisational and management
problems, including difficulties in coordinationgporting, and evaluation: each component of the
measure needed to be evaluated separately. This thaccoordination of the work and summary of
the results rather difficult. It would have beerttbeto have three or four separate measures thstfea

a single oneBiodiesel production and quality improvement, atudiand at small farms, have
an upscaling potential.

Recommendations

= At the start of a project it is crucial to check etier measure goals contribute to the
implementation of the business policy of a partineolved in the project. Partners should have
some experience on the subject of the measureinghdifferent forms of knowledge among
partners is a distinct advantage for the project.

= Research activities in the project (creating neawviedge) help to identify the parties involved in
the project, its goals and expected benefits. Ingareents, which are a result of the measure being
implemented, contribute to positive identificatiointhe parties involved.
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= Strategic environmental assessment (SEA) of a measthelpful in following up changes on a
more general/strategic level than the first digjective, considering and explaining strong and
weak points of the measures and their impact aleeh (e.g., city or urban transport policy) level.
For example, if implementation of the measure wereause a certain urban change or impact on
land-use at city level, then SEA could show whilthraative to implementing the measure seems
the best, i.e. most cost-effective and environmbnbeneficial, including the alternative of not
implementing the change.For the planned produdfdriodiesel in the city centre, SEA reavaled
both inadequacy of the site (due to planned longrterban changes in that part of the city), and
existing inoperability of the industrial infrasttuce at the site which would require additional
investments if biodiesel production is to be esshiledd. Managers of Teol considered these issues
to be financial/environmental/spatial/urban obstatb implementing the project.

= Introduction of biodiesel is environmentally bewédl and, to prove this benefit, we recommend
data collection on emissions and bus operationeal life, i.e. consideration of the specific
features of the PT network, occupation of busesther conditions, etc.

3.6.2 Measure 11.7: Participatory planning and proration of sustainable
mobility in Ljubljana with emphasis on safe and inceased bicycle use

Introduction

Before 2005, participatory methods and tools wesedusporadically in different policy fields in

Ljubljana, but no regulation required public pagation in decision-making procedures. Mobility
campaigning usually focused on activities regardtugopean Mobility week and special events in
nurseries and primary schools, but no initiatives wat forward for providing Ljubljana citizens with

information on clean vehicles and alternative fuelfor raising awareness of clean vehicle fleets.

Around 7,000 cyclists were travelling daily on 124m of cycle lanes, 27.9 km were painted red for
better cyclist safety. 2,490 bicycle racks wereghair disposal in public spaces. The municipality
owned 40 bicycles, at the disposal of city emplsyfee work purposes.

Objectives
The objectives of this measure were:

1. to develop the active participation of civil sgg in mobility planning and implementation, by
testing and using innovative involvement methods;

2. tointroduce change in citizens’ behaviour tmgaalternative modes of mobility by:

= promoting cleaner vehicles and alternative fueld Bsues of sustainable mobility,
specifically new infrastructures for cyclists

» improving the safety of cycling infrastructure totivate and stimulate the citizens to
use bicycles, even in bad weather conditions, kyalling additional covered bike
shelters. Previously, the measure included onlyitistalment of three additional
covered bike shelters as cycling infrastructureroapment.

The expects results were as follows:

= Anincrease in the level of civil society infornati
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= An active participation of civil society in the cartations organised in district
councils

*» Anincrease in bicycle equipment use in the citg arore generally in cycling.

Implementation

The development of the public participation modelswbased on the analytical decision-making
process scheme and on the experience gained fgpttial planning procedures developed at local
level. The district councils and the Office forizdns' initiative (OfC) were identified as the
appropriate partners for including civil societyngaaints and ideas in mobility project elaboration.
The participation model was then tested at theé Waerkshop (February 2006), at whiglarticipants
identified several main obstacles for the develapnué cycling in Ljubljana, all of them related to
safety (insufficient safety for cyclists, no cydicoordinator on the city level, no regular polaed
constable control and fines for offenders, lackyafle racks in two outs] the city centre, weak access
restrictions to the inner city and not enough awess-raising campaigns on safe cycling). Regarding
the workshop outcomes, the model was adaptedrmdinte the concept that public participation may
lead authorities to change the initial aim of th@ijects.

e

Figure 27: location of the bicycle racks in Ljubljana centre

After an internal discussion, the measure leadeiddd to reassess the initial goals by taking in
account their priorities, identifying one prioritysue (free parking lanes) and informing stakehslde

of the outcomes. Additional activities for gatheritata on cycling safety and security were orgahise

all bicycle stands in the city centre were chedigdisual observatian

In 2008, the city bicycle project introduced 80yaies for rent in 8 locations in Ljubljana. 424 new
stainless bicycle racks and 46 covered bicycletastselvere set-up in public spaces in Ljubljana. Two
additional issues were also addressed: the needufdrer development of the internal decision-
making processes in the City administration andfidation of the legal framewaork for involvement.
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Results

The testing of the model with involvement of the kity officials and other safety institutions (jua,
safety boards, etc.) enabled them to learn abeubdmefits of public involvement and to apply it fo
clean vehicles and other activities regarding aveabf a supportive environment as well. It also
forged additional links between stakeholders.

Concerning the cycling objectives, another workshbput“(Un)parking of cars on cycle lanes”
during European mobility week (September 2006) dintee find proper solutions to the problems.
Solutions and approaches from other CIVITAS MOBILdiies were presented and discussed in
working groups.

Automatic counting systems have been installecedemt years for assessing bicycle use in the city.
Cycling slightly increased (by 1.127%) during theay after the implementation of the measure. The
use of new bicycle racks and shelters has highiyeased. The participative process and the first
actions satisfied the cyclists ‘association.

Awareness of aims and goals concerning clean \e=higlas not assessed, as unfortunately no
comprehensive public opinion survey regarding fsee was plannett can nevertheless be assumed,
in view of the number of events, information disgsated and number of participants that their
awareness and knowledge about clean vehicles terdative fuels has increased.

Lessons learned and recommendations
This measure brought about considerable chandeiartderstanding of cycling in Ljubljana.

The facilitated stakeholder meetings helped tongetine location of the new covered bicycles shelter
and the renewal of the existing cycling parkingasftructure in the city.

Some promotional activities such @ampaign for Cleaner Ljubljané&March/April 2006), bicycle
traffic education and promotion of safe cyclingefrbicycle Repairs stand), as well as increased
checks of illegally parked cars on cycle lanes suggl both actions.

The development of the overall public debate regardraffic and transport issues in the City of
Ljubljana was raising various transport issuesluitiog cycling in the city. Thexternal pressure of
civil society organisations (especially the Ljubgacyclists network) furnished additional support f
the measure. This measure identified many needsribed to be met for a really supportive
environment for the systematic use of participattegision-making in the city administration.

Some outcomes of the measure were already incagabiia important strategic decisions of the City
of Ljubljana, i.e. establishing a city cycling cdorator as a task to be implemented, identifiethan
Ljubljana Environmental Action Plan. The measusmairovided rich and structured information for
updating the Ljubljana Sustainable Transport Plad amade a considerable contribution to the
development of some measures for the forthcoming@E&RITAS Initiative project (2008-2012).

The main lesson learned is that providing stakedrsldvith the opportunity to participate in some
decision-making processes means might need toufoe slightly or very different issues or change
the scope of the decision. So, including particguatn the earliest phase of the process creates
opportunity for more efficient uses of (human aiméicial) resources.
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3.6.3 Measure 11.8: Set-up of information points ahcampaign on clean vehicles
and alternatives fuels in Ljubljana

Introduction
Before MOBILIS, activities associated with mobilitgustainable transportation, clean vehicles,
alternative fuels, etc. were rare.

The measure consisted of several, interconnecséd taith the common goal of increasing awareness
and knowledge among various stakeholders, fronptifséic to decision-makers.

Objectives
The objectives can be grouped into two clusters:

a) setting up of two info-points on clean vehicesl alternative fuel use and

b) raising awareness and promoting use of innewatechnologies, systems, services and
policies on clean vehicles and alternative fuels.

Implementation

However, the common idea was to have a set of svemtl materials providing information for
various stakeholders on sustainable mobility, cleahicles and alternative fuels in the city and at
project level and that, to use results from meas6ré and 11.7 to convey the main messages of the
measure, clean vehicles and alternative fuelsealesplutions to city transport issues.

After preliminary discussion at city level, two tnPoints for Clean fuels and Vehicles and sustédénab
mobility were identified and established by the eh@007. Local information contact point, run by a
local information officer has been employed fordidcational/European dissemination operations.

These three info points were established and eqdipggularly with updated materials from
MOBILIS activities (leaflets, brochures, etc.)..efimfo point personnel were trained on MOBILIS
issues with specific focus on clean vehicles atetrahtive fuels.

Results

The main assessment method was based on countmjsefmeetings, workshops, training of
info-point staff), materials produced (leafletsfoisheets, bulletins, brochures, newsletters), web
statistics, and the surveys about change in awssernggular surveys in the form of questionnaires
and/or interviews at info-points were planned tseas the effectiveness and impact of the
measure.

A lack of resources prevented more comprehensiw@appolls that would provide quantitative
insight into the impacts of the measure.

Globally, this measure has increased:
» knowledge among the public of MOBILIS ongoing d@ghents and results.

« awareness of sustainable mobility, alternative gynerse in public transports and biodiesel
usage and

« knowledge among decision makers of MOBILIS ongoaiteyelopments and results and their
awareness of the aims and goals of clean fuelsemdles and sustainable mobility..

It has also helped to identify alternative bio-diassage possibilities identified.
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Lessons learned and recommendations
At the end of the MOBILIS project, the city of Ljljgma noticed that:

= establishing info-points at the existing informatioffices, basically targeting tourists, was a
good move from the point of view of resources. iptont personnel have a very good
connection with city transport providers (yellow/khid) and classic taxis, Ljubljana Public
Transport company, Railway and Bus Station, Cityelgi They provide (in addition to
MOBILIS materials) information on timetables, pscand road closures.

= However, due to the specific scope of informatiequests at such a location, its role as an
info point on MOBILIS issues is somehow doubtfuldéed, it implies that tourist info points
should not be used as info points for MOBILIS aogder; rather specific info points should
be established.

= the information flow as a result of measures 1hd &.4, concerning clean vehicles and
alternative fuels, was not so intensive, and comated more on activities around annual
European Mobility Week. Dissemination activitiestire campaign were too spaced out (gaps
between information) and too long somehow — a cé@mpiavolving an action or series of
actions energetically run to accomplish a purposilsl not last as long as four years.

Nevertheless, the lack of some quantified goalswioaild indicate the expected rate of change among
the Ljubljana citizens on the set-up of informatipoints and campaigning on clean vehicles and
alternative fuels in Ljubljana was a barrier in thglementation of the measure. This is why the cit
of Ljubljana suggests that in the future, all measactivities shall have quantitative targets sujgab

by proper monitoring actions and evaluation methagies.

3.7 City 5: ODENSE

The city of Odenseis the third largest city in Denmark. It had 158linhabitants as of 1st January
2008 and is the main city on the island of Funére ity is primarily known as the birth city of the
great writer of fairytales, Hans Christian Anderskns the seat of the Odense Municipality and was
the seat of Odense County until 1970, and Funemt@dtom 1970 until 1st January 2007 when the
county became part of the Region Syddanmark.

Odense is located centrally in the middle of Derknbes close to Odense Fjord on the Odense River
(Odense A and is a major traffic terminal for road, raiidabus traffic. Over 26,000 commuters travel
to Odense every day. Its railway station lies oe tbad between Copenhagen and Jutland, the
peninsular mainland. A 7.5 metre (25 ft) deep cathad from 1796 to 1806, gives access to the town
from the fjord.

Accessibility to Odense was greatly increased wihenferry service between the two main Danish
islands, Zealand and Funen, was replaced by that Bedt Bridge - opened in 1997 for rail trafficdan
1998 for road traffic. Its construction greatly d¢ravel time between Odense and the Danish capital,
Copenhagen that can now be reached by train iuddmal 15 minutes.

The city is one of the largest university townshaaver 17,000 students enrolled at academic level
and some 13,000 students on other courses anf@asts the largest single university hospital imit
Denmark with approx. 8,000 employees.

Odense is a relatively low-rise city with a low arbdensity and ideal topographical conditions for
cycling. Once a heavy industrial city, Odense has developed into a centre for small and medium-
sized firms with a wide range of supporting servamanpanies. The largest shipbuilding yard in
Denmark, owned by Meersk Ltd, is located just 13 Knasn the city. Odense is also the most
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important market gardening centre in Denmark withoets of greenhouse-grown garden produce to
the rest of Scandinavia and Europe.

3.7.1 Odense Description: MOBILIS in Odense

Main demonstration sites in Odense

The main demonstration sites in relation to theviddal measures are indicated in the maps below.
The geographically based “priority zones” are jdira future vision in Odense City Council’s traffic
and environmental plans. They represent pilot af@asnplementing a concept for the whole of the
City of Odense as an environmental zone. In MOBItHS selected zones will be used to foster this
vision by:

» Testing and comparing solutions in different asgees.
« Concentrating innovative demonstration activitiesuatable pilot sites.

« Demonstrating the relevance/impacts of activiti@sthe city generally and for a wide range of
different stakeholders specifically.

» Offering comparison with equivalent zones in othEdBILIS cities.

|I |
=l

Figure 28: 1+2 Environmental housing areas, 3 Envanmental city zone, 4 Odense Harbour

Measures designed to support changes in transpal® @nd to influence habits and traditions are not
geographically based as such but are an integmtedof the Odense strategy to enable modal shift
generally and to demonstrate this in the 4 selgutiedity zones in particular.
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Integration concept

Integration of the City of Odense measures has Heeeloped on the basis of the idea that successful
modal shift (change) requires a 3-dimensional wtdading of the nature of promoting change in the
physical environment. These 3 dimensions are:

» Transport site (Spatial and infrastructural) — ustinding of the significance of change for areas
and/or specific localities and the physical infrasture in and between localities (including
factors like quality of life, safety, beauty, héaletc.).

e Transport form (modes) - understanding of the figgmce of transport form on 1l.above in
relation to opportunities for promoting change.

» Transport users (interpersonal) — understandinth@®fsignificance of culture (habits, traditions,
status, etc.) and relationships (personal, orgaorsd, institutional, professional, political, étc
on opportunities for promoting change.

The following matrices illustrate how Odense’s mgas were integrated into a single project in
MOBILIS.
Connection between space, transport mode and traneg users

The table illustrates how sites, transport formg asers fit together to target change at both zomk
city level.

6.10.0 8.7.0 9.5.0 11.10.0 11.11.0 11.12.0
Transport X X (X)
site
Transport X X X X X X
form
Transport X X X X X X
users

(X) County, city and zone level

Connection between target groups and measures

In order to create as much public and stakehold&rest in MOBILIS as possible, different
demographic and social groups were targeted asfsll

6.10.0 8.7.0 9.5.0 11.10.0 11.11.0 11.12.0

Target Residents Economically | Families Children Families Everyone
group hrad-up
citizens

Connection between plan types and measures

Within the fields of transport and traffic plannjngnany specialised plans often operated
independently. Odense’s MOBILIS project ensured #flarelevant plan types were brought together
within the project.

6.10.0 8.7.0 9.5.0 11.10.0 11.11.0 11.12.0
Plan type | Speed Public Public Road Safety | Public Regional Plan
Reduction Plan| Transport Transport Plan, Plan Transport for Funen,
Road Safety Plan, Plan for Safe Plan, Cycle | Municipal Plan
Plan, Town City Design Routes to Plan for Odense,
Centre Plan, Manual (bus School Public
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Traffic and stops) Transport Plan,
Safety Plan for Harbour
Odense City Development
Centre Plan. Plan for
Ring Road 3

Cooperation between private and public transport fims and institutions
The success of Odense’s MOBILIS project dependexh wpoperation between firms and institutions

responsible for the provision of transport in Odens

6.10.0 8.7.0 9.5.0 11.10.0 11.11.0 11.12.0
Firm/institution Odense City | Odense City | Odense City | Odense City | Odense City | Odense City

Council, Council, Council, Council Council, Car | Council,
Copenhagen| Funen Taxi (Technical | sharing Funen
City County companies, | Dept. + companies, | County
Council, Council, Car sharing | Schools Route Council,
Haulage Private bus | companies, | Dept), planning Danish State
firms, companies, | Cycle MOBILIS web sites Railways

Taxi manufacture | partners

companies, | rs

car sharing

companies

3.7.2 Measures implemented:

Table 17: Overview table: MOBILIS measures in Gs#en

Measure | Title Lead partner
6.10.0 Implementation of environmental zones ini3ge Odense
8.7.0 Integration and quality improvements of aimgtble modes in Odense Odense
9.5.0 Creating alternative mobility options for owsef old cars in Odense Odense
11.10.0 Interactive traffic training for childrem ©dense Odense
11.11.0 Personal transport choice marketing in @elen Odense
11.12.0 Mobility management service for Odense blarb Odense

3.7.3 Odense: Objectives and Targets

The demonstration measures selected by the Citydeinse in the MOBILIS project were directly
related to aims and objectives described in natioegional and local laws, plans and strategies.

Within these contexts, the selection and desigrihef concrete measures in MOBILIS had been
strategically chosen to foster environmentallyrfdly transport through a combination of:

* Reduction or limitation of barriers hindering transt choice (technical, spatial and organisational
measures),
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» Targeted efforts to motivate changes in traffic/s@ort choice behaviour (social and cultural
measures),

» Demonstration of value of 1. + 2. on different atgaes (priority zones) as pilots for a city-wide
zone strategy (psychological and communicative omes$

Seen as a whole, the package of initiatives isnged to demonstrate not only that a further modal
shift can be achieved but that the viability ofstehift is dependent on regulation and intervenéisn
well as a broad understanding of the significantenobility choice for the environment, public
health, minority rights, etc.

Despite significant changes in modal shift to mengironmentally sound transport forms in Odense,
at a local level, the number of cars, car trips aaffic density on roads is still increasing ore th
adjacent east-west going motorway and larger trapads. The roads with the highest traffic deasiti
either run directly through or close to the cityiite. The detrimental effect on the living envireemh
and for mobility from city area to city area hasdobeen an Odense problem. The opening of the
Great Belt Bridge 10 years ago may have placed €xah the centre of the Danish national road
network but it has also highlighted the conflictvioeen transit traffic and the environmental and
health interests of city users. The increased pressn transit roads has led to the executioniot jo
national, regional and local agreements on plansdaostruction of a new motorway between Odense
and Svendborg, extension of the existing motorwadth \en extra carriageway in each direction,
construction of a ring road from North to southtbe eastern side of Odense and construction of a
bridge over Odense Canal. The ring road and brdtjecomplete the outer ring road around Odense
and now offer Odense City Council the opportunity o

« moving transit car and lorry traffic away from ttiey centre
« fostering further local modal shift

e improving the quality of the physical environment

« improving traffic safety

e improving conditions for public transport services

The combination of measures within MOBILIS wouldfht achieve the Odense objectives, building
primarily upon this unique opportunity to reduce thistoric conflict between transit traffic andycit
interests whilst fostering a modal shift at the edime.

The targets of the MOBILIS measure results wersuggport transport mode changes, to enable modal
shift generally and to demonstrate this in theldcded priority zones in particular.
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3.8 Summary of Measure Results for City of Odense

3.8.1 Measure 6.10: Environmental zones

Introduction

Before CIVITAS/ MOBILIS, environmental zones havaditionally been established through the use
of special speed regulations and access restrictlublic awareness about the quality of life tresi
has resulted in often dramatic changes in the phly$abric of city centres: pedestrian streets]eyc
lanes, access restrictions, parking restrictioxisaest filters, etc.

Objectives

The objectives of this measure were to draw upaegly involving citizens for environmental zones
for all housing areas in the Odense Municipalityestablish environmental zones for Odense City
Centre within ring road 1 and for 2 selected hogisaneas in Odense Municipality, to increase the
quality of life for city centre residents and usdosreduce the negative impacts of motor vehioles
residential environments by introducing measurelsmd or restrict vehicle access, noise and speed
(by 25%) and change road space and geometry, aaltlyfto execute necessary marketing campaigns
and negotiations for change with involved stakebiddo foster success for quite different types of
environmental zones.

By reducing the impact of motor vehicles, the pubibad can be used for social interaction in
residential areas. In the city centre, specialatites can motivate road users to cycle and walkem
often.

Implementation
The measure was implemented in two stages.

1. To ease soft mobility in the city centre zorestween 2005 and 2007, the city of Odense has put
up countdown signals, which indicate the time umgit traffic light green cycle, set up interactive
information system providing information for pedésts and cyclists about cycle lanes, cultural
information and safety recommendations, and lastiplemented 4 cycle scanners at four
different spots along inner city cycle lanes.8&as aim to encourage and reward cyclists; they
detect a bicycle placed in front of it through arder earth coil. Cyclists can stop; scan theiradoci
security card (once every hour) to earn a point trealeby join a lottery. The lottery concept
intended to encourage cycling and healthy living,particular among elderly people. Several
lotteries were successfully held.

2. To implement environmental zones, the city lEscied, in
2005, two housing zones (an older: Bolbro and aenev } '
Korup); they were ordinary ones according to Dani
standards, where traffic was a safety problem foldien
and soft mode users due to average car speed;usingo
area.

The city has involved all stakeholders (residemt housing :
associations, public transport operator, cyclistefation, ==

public services, including police) in working graugnd s .4
meetings to define the design and regulations ebkdhg
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establish a limited 30 km/h zone and respect buliigdtls. Finally, it was decided to use street
humps, access restrictions by street closing inbfolbut not in Korup, signage and road
narrowing. Establishing 30/km zones required jestianistry exemptions, which have been long
to obtain; the investment cost turned out to bé&drghan expected.

The communication actions were important. The citjeveloped a web page
(www.levendeveje.dk distributed flyers to residents of both areag, p posters in visible places
with information about the project and involved tbeal press to relay the information during
project duration.

Results
The evaluation of the measure focused on the emviemtal zone impacts.

The overall effect is larger in Bolbro than in Kprudue to the closing of streets, which reduced
through traffic.

« Interms of economy, th@easure could not be evaluated: the drop in numibaccidents
3 years after implementation was not a statisteghificant result. Nevertheless, the
expected result is a reduction by around 10 actidpar year for the two pilot areas,
which represents for the society a value of 3,900 @uro) per year.

« Interms of energy and environment, there havebaeh any exact calculations in relation
to energy savings and to the environmental benef#jsectively, due to the pilot areas.

« In terms of transport, the volume of car traffictive two pilot areas increased by 6% in
Korup and decreased by 35% in Bolbro, while usaaltaffic at the two control points
decreased by 12%. The average speed in the twiogpdas decreased by 12% in Korup
and 22% in Bolbro while the usual car speed atwlecontrol points increased by 1.1%.
Cycling has increased by 62% in Korup but the nundbeyclists remains unchanged as
well as the number of pedestrians.

The achievement of a quantifiable target has béaireed in the decline of the average
speed by 25% in Bolbro and 20% reduction in throtrgffic. But, the 25% increase in
pedestrians and the decline in average speed byir28#drup have not been achieved.

- In terms of society, 15% of the total residentgip@ated in the Internet-based survey
before and after the implementation of the 30 krefleed zones. Before the project
started, only 24% thought that the possibility mdssing the road was good or very good.
This share has increased to 61% in 2008.

The number of residents speaking to each otheryeday has increased from 22% to
28%. The interactive information system has 608usa average per month. This shows
that information on traffic, culture; etc, is uskfior the public.

Lessons learned and recommendations

The implementation of this measure met two obssaél&stly, the Road Directorate decided to have a
distance of 150 metres between the physical mesistire 85% percentile should not exceed 36

km/hr. Unfortunately, this was not possible to iempent. Secondly, The Road Directorate took 6

months to approve the project. The residents histést in the project and became unsure about its
future because of this long intermission.

But there are also two positive features. Firgthg process involving the local residents was very
positive and gave local ownership and support. S#gpthe website was very useful for getting basic
information for a larger share of the residents forduse as a platform for communication with the
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residents. The active participation of stakeholdmrsh as local residents and the Road Directorate
have helped to.

Green waves for cyclists, interactive informatioauntdown signals and cycle lotteries are useful fo
promoting cycling and walking in the city centre.

Projects like Living Streets are very popular amgriove traffic safety and increase cycling in gaher

To implement similar measure, it is recommendedntwmlve and inform citizens. To ensure an
optimum reduction in speed level, the distance betwthe physical measures should be reduced to
less than the 150 metres applied in the two pitotez. The Danish Road Directorate particularly
recommends a distance of 75 metres.

3.8.2 Measure 8.7. O: Integration and quality impreements of sustainable
modes in Odense.

Introduction

Turning the current trend of increasing car tramspoDenmark in favour of public transport use is
one of the greatest challenges for mobility plagniBy removing the barriers against the positive
choice of public transport options, it is hopedt tBaense can contribute to this shift by focusing o
the qualities of public transport through advengisand marketing activities.

Up until the end of 2006, bus services in Odenseewwovided by a council-run bus company
(Odense Bybusser), which, until the MOBILIS projeqiplication, had little or no tradition for
cooperation with the transport operators. Befor®ITAS, there had been little or no cooperation
between motorised public transport modes and cyolesmove barriers for mobility choice, and to
improve the match between supply and demand foligotransport, cooperative systems, inter modal
exchange, information and timetables must be brioingh place.

Objectives

The main objectives were to increase the qualitfractiveness and accessibility of alternative
transport modes and to carry out interrelated iatige activities to promote the use of the new
integrated service, including marketing and mediagaigns.

Implementation

The measure was first implemented through a mangretampaign-image, which took place from
January 2006 to October 2006. It was launchedise the awareness of PT in Odense and to create a
better image. 5,000 umbrellas and water bottlels pridmotion of the new website were handed out in
the city.
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A bus from FynBus was parked at the square in front of the city hall in Copenhagen and broadcasted
at the webcam of the national newspaper, Poltiken.

The city then introduced bus priority system atdrg@nctions and electronic information system; it
placed 5 interactive information points with wirgdelnternet giving real time information and 2
electronic signs giving information about the niexses.

SMS

BILLET

1948

Real time information is offered on SMS and custsncan
use WAP to download the actual timetables. They aés1 buy
bus trip ticket by SMS.The WAP application for ddeading
timetables has been up and running for 2 years, INS
information system 2 months longer. Logo of the SMS-ticket.

Results
The economical and environmental impacts of thiasuees have not be assessed. Nevertheless:

« public transport in Denmark is usually supported dyproximately 50% of local
municipalities and in Odense this is equivalentmmre than 10 million euros a year. If
some new customers use the existing bus capabigy,etonomic results would be
improved.

« every trip converted from car into a local bus m@uthe CO2 emission by 51% on
average and this can be brought to 100% with cleaitles.
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In two years, 10,052 users have been registergaidWAP application, the equivalent of 419 monthly
users. A survey from 2006 showed that 87% of thersuof the website were happy about
accessibility, and 17% are regular users of loaakb, while 27% never use them.

Tickets sold by SMS now cover 4-5% of total sales.

The bus priority system has increased travel spged?o in the evening and 1% during the day due to
traffic congestion.

Quantifiable targets, such as higher awarenessilgicptransport, high use of new services, and high
use of the SMS tickets, were achieved in full.

Lessons learned and recommendations

The measure revealed that:to improve bus traved,tibus priority systems are not enough; it is
necessary to create segregated bus lanes whegestiom level is high .

There are also two positive features.

The creative use of mobile phones for ticket satesto provide relevant information is very much in
step with the image of the younger generation.Heunhore it is a very cost-effective way of using
people’s existing equipment in new ways.

The participation of stakeholders, such as pdditisj has largely supported the initiatives in iehato
the press. Gimmicks have really motivated pubbasport users.

Public transport and buses especially needed l@tdenotion, not only to attract new customers but
also to improve the perceived image for presentsudeis recommended to repeat information and
marketing campaigns constantly, even though thgdatsddo not permit this. Gimmicks like handing
out umbrellas and bottles with drinking water igeay good way to motivate public transport users.

Private cars get all kinds of new technologiesateit up with this trend; electronics can be used in
many new services for public transport to heightenimpression of being a modern public transport
user.

3.8.3 Measure 9.5. O: Creating alternative mobilityoptions for owners of old
cars in Odense

Introduction

The mobility choice measure for marginal car ownensl users provides a unique opportunity to
demonstrate that personal mobility management hhegetith integrated public transport services and
use of services such as taxis and car sharingc{obs) can remove older, polluting cars from the
roads. Families in Odense will test the new medtiaosport.

Due to high vehicle taxation in Denmark (180%), #iverage age of motorcars is higher than the rest
of Europe. These older cars polluted more and osw@ energy than newer ones. The oldest cars are
often owned by lower income families or are used asecond car in better off families. They are,
therefore, typically underused, often on a seasbmaais with a low annual mileage. In optimal

02 April 2009

CiViTAS ‘ GUARD ‘ [ T e Page 156



Project Final Evaluation Report —

circumstances where mobility alternatives exisesth car owner/user types might be persuaded to
choose an alternative mobility pattern.

Objectives

The main objectives were to reduce the number @f mblluting and energy inefficient motorcars in
Odense and to transfer marginal car owners/usemsote environmentally friendly transport modes

by

« establishing a viable, alternative mobility prograenfor marginal car owners/users and
lastly,

« designing and implementing necessary campaigngarsbnal contacts for the targeted
car owner/user group to foster a modal shift.

Implementation o=
The measure was targeting a minor group of prifentdlies I
to demonstrate how people easily can live depenidisg on
the private car as a means of transport. It waseimented in ==t
three stages. Firstly, the marketing campaign veased out
to attract target groups relevant for this measyrputting up -
large posters, TV-coverage, press release andeartior ==
different websites. Then, as some 160 fanffigsined the (i
campaign, they received a package consisting eftfevel on
local city buses for 1 month, membership of Odenswmir &
sharing club, access to taxis paid in arrears morthly basis &
without interest, 5% rebate on the purchase ofcgcke for
personal use and a journal to register daily trip¥he
appointment with the local television was crucial get a &=
broad dissemination of the participants daily livesthe end &
of the campaign, families sent the journals ana dais been =
collected and prepared for evaluation. ==

Results

The economical and environmental impacts of the swn@a were not assessed exactly, but in
comparison to the first 2 months the families th@ge 2,367 km less by car in the autumn. This
represents 426 kg CO2 and for a whole year thiddvbe a reduction of 2,556 kg CO2. In terms of
economy, every car trip saved provided economieakbts for the families. Energy consumption has
slightly reduced but not been calculated exactly.

In terms of transport, 163 families signed uphe project, the equivalent of 452 people. Later on,
132 of these families continued as participants, équivalent of 370 people. 6,602 trips covering
145,275 km were registered in May and June whi@® trips covering 150,705 km were registered
in September and October.

The travel diary analysis revealed that Public lldcansport use increased both in humber and in
distance while car use only increased in number

. ®The original plan was to have 100 families each yred years. The size of the target group has
been reduced to 163 families, to make good usetefsive free TV-coverage of this measure.
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May + June September + October

% of trips % of distance % of trips % of distance
Car 30,7 54,6 31,8 51,1
Cycle 57,1 17,0 56,4 16,9
Regional bus 2,1 3,4 1,4 1,9
Car Club 1,1 2,1 1,2 0,9
Train 3,4 20,2 4,0 26,3
Local bus 0,5 0,1 5,2 3,0
Taxi 51 2,5 0,1 0,0

The Body Mass Index of the participants before after the experiment was reduced from 24.18 to
23.80 and the trend was equal to men and womerorfig to their own opinion, the participant well
being had improved by 9% on a scale from 1 to 5.

Even if the transfer of 400 families, marginal @avners/users, to more environmentally friendly
transport modes was not achieved, 25 families noatas members’ of the car club after the measure
finished.

Lessons learned and recommendations
There are two barriers identified for the measure.

* The project was marketed and published as 'Car Fearilies’. But this was not to be
understood in the sense that people should liieonttcars, only use them less. This could be
misunderstood by some and perhaps keep them framingao join the project.

e The real results may not come until several yeties the measure has ended because it is a
matter of changing your personal views on transglooices.

The positive features were that many citizens dotlve measure to be a successful initiative because
people themselves should be the driving force tmgh the city qualities and that the local televisi
gave a very informative and personal descriptiothefinitiative and how this could be relevant dir

of us. Lastly, all stakeholders supported the meaas planned, which provided an impressive offer
for the participants.

The project can easily be repeated in Odense anghity other cities in the EU. Close cooperation
with the local media is highly recommended and iedutor success. If people can easily choose to
lock their car keys away for a few days this caulake the media interest higher. Another possibility
is to reward the participants if they reduce tleair use by 30% for example.
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3.8.4 Measure 11.10.0: Interactive traffic trainingfor children in Odense

Introduction

For over 25 years, 80 % of the school children vealkycle to school by them selves in Oderidee
percentage of cycling children is on the rise beeaaf their inactivity, which is increasingly préssat

in Denmark. Though many parents appreciate that ¢hédren can cycle by themselves, behavioural
traffic training is still necessary as part of guay learning. The city and the police have the
obligation to secure children in traffic. Otherwibe city has to pay for transportation of the atah

as long as they are not safe walking or cyclingdiwool.

25 years of experience have already proved thaawetral traffic training can reduce traffic
accidents and thus improve mobility choice for dtgh. There is a need, however, for new innovative
tools to support and improve behaviour-based mgipirogramme$ and to bring the value of traffic
training for children to the attention of politicieand the public.

Objectives
The main objectives of this measure were to:

» develop and produce an Internet-based behavigaféitttraining programme for children.

» demonstrate and document that the use of behaViwanaing can improve traffic safety for
children and thus foster greater mobility choice tfis category of weaker road users and
improve child health through exercise, targeting08, school children at 40 schools in the
city of Odense.

»  provide unique traffic training as a best pracégample in Europe.

e carry out training programmes on how to use tié to

Implementation

In order to achieve the above objectives, thedfitpdense has launched, for the first time in Datkma
an interactive traffic programme. The main idea teadevelop a computer game that imitates reality
as closely as possible.

At first from spring 2005 to summer 2005, the aityveloped a marketing plan and the drawing
concept in cooperation with a Public Relation Agertlockwork, and the School Department. The
project manager was a former teacher and head malste had good knowledge on education and
school resource planninghe working group has researched how pupils cam lgsough computer
games, what type of traffic accidents cycling ddldare involved in and how children develop motor,
hearing, sight, coordination functions and reattivirhe conclusion was to target pupils between
eleven and twelve years old. The end concept ofohgputer game, called B-game, is based on daily
cycling situations with 11-12 years old actors. M ldeiring the summer of 2005, the game situations
were filmed in Odense.

In the game, missions give a range of differentlehges to the children: the player has to ridéheis
bicycle trough Odense traffic and remember to slgok over, break, turn and click on different
potential situations. The success rate can inditetdevel of children’s abilities in traffic ascgclist:

if the most important dangers are overlooked, thggy has to redo the sequence, when not, an angel
appears with crash sound affects.

% The need for traffic training received Europearnddrfunding for a project called SAFEWAY, but the
technology did not exist to produce a reliable emternet based-tool at that time (1995).
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The interactive game has been tested on a foou ghat found it very interesting and entertaining

P it e e 111 B i i Crvir oD
sl e g CIvizil  CoOrwmir @

Finally the launching of B-Game took place in M&08.All schools in Odense were invited to use B-
Game. One teacher of each school was trained i ges&, a teacher’s guide was drawn up and a hot
line established to help teachers regarding B-gdiffieulties.

However only 12 out of 53 schools did it. This mea&mat 3 out of 4 schools were not volunteers to
integrate B-Game as part of the education, defigt@roject manager encouragement and the training
scheme of the safety officials.

Results

The results of the measure are difficult to definecisely, because the impacts are mainly long ter
ones.

B-Game has been played 1,694 times in total inltheecondary schools. Girls played 50.4% of the
games. Boys succeeded in all 11 missions for 8@bgames played, while girls succeeded in 84.1%
of them. This reveals that the pupils kept playimgil most of them succeeded all 11 missions and
that the difference between the boys and the igidémost none existing in this field.

In economic terms, the more children can cycle,mioee parents will be able to save money from
buses and taxidf, thanks to this type of measure, a family camesa private car — often the second
car in the household — this is the equivalent yéarly expense of €5 - 10,000.

Energy consumption is not directly affected by tieasure, however it allows children to cycle more
independently in daily traffic.

Concerning the environment, bicycle use consadidly the B-Game can, in the long run, reduce
fuel emissions in the city.

Lessons learned and recommendations

While implementing this measure, the city of Odeoame up against three main barriers. The first
was due to the many external training and educatiprogrammes planned and related to drugs,
alcohol and health, which explains why the involesmof schools was different in spite of the well

planned project. The second barrier concernedaaehers: most of whom did not even try out the
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programme themselves. The third was that the ditly bt manage to attract the attention and
participation of the National Safety Council beatl®ey were busy with their own measures.

The positive features, however, were:

» the management of the educational part of the grdjg a school consultant gave a high
quality level for the system.

» a special bicycle was used for the filming in alistic way and tested on a selected focus
group of children to monitor the effect and to gétwas attractive and exciting for children.

The measure impacts should have been more effigieathools and teachers had been more
committed to the B-Game project, as the projectateta such a large budget and so much manpower,
and a dedicated project manager could have séteugcheme to get their attention.

3.8.5 Measure 11.11.0: Personal transport choice mi&ting in Odense

Introduction

Though the city of Odense has had positive expeeiéom the personal marketing and implementing
of business transportation plans for firms and igubbtitutions, before CIVITAS, no direct markegin

in a transport mode context had been tested inither elsewhere in Denmark.

Objectives
The main objectives of this project were defined jpoints:

« To implement a programme of direct personal manketbn environmentally friendly
mobility modes among 5,000 to 8,000 households

* To increase the number of individuals and famil@so choose environmentally friendly
traffic modes.

» Toremove physical and psychological barriers lih@it mobility choice.

* To establish an Internet sustainable transporaport

Implementation

The city of Odense organised the necessary evemntsmarketing activities based on raising the
awareness of citizens in Odense (distribution atfplio with brochures promoting soft modes of
transport), carried out by a group of trained smiisldt was originally planned to hire unemployed
people, as part of a training scheme, to carrytloeithouse visits and interviews. Due to the
very low unemployment rate in Denmark this was possible) Between May and October
2004 8 students visited some 5,000 households and chHll&gdof the households to repeat questions
concerning transport habits. 2,000 the visited households were asked the same iqossthree
months later to collect data for the evaluationlbdeg University has produced an English report on
best practice for Travel Smart and the city of Gdemas published and distributed a mobility
magazine for every household in OdenBee city has also involved other stakeholders kiga Bus,
Odense Taxi and Odense Mini Taxi, Hertz Delebiled &hildcare institutionsFinally in 2007, a
demonstration activity was added, promoting the ofecycle trailers in childcare institutions
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(promoting cycling with cycle trailers as an altatime to car use for shopping, etc.). The city has
launched a cycle trailer campaign in 16 childcastifutions.

At the same time, in 2006, the city developed theandport budget site
http://www.cykelby.dk/budget/index.aspwvhere citizens can calculate their transportgeticand the
results concerning time, economy, environment aatth.

Results
In terms of results, the impacts of the measuremareasy to define.

The results of the survey showed that car tripppled by 9%, bus trips increased by 58% and train
trips increased by 54% in the families targetedheymarketing campaign.

Walking and cycling trips did not feature in thevay because the respondent had to answer on behalf
of the whole household. Walking and cycle trips aften quite short and this could result in quite
irregular answers.

The online transport budget portal had 1,546 affiépeople using the calculations — 64 of them even
used the calculations several times. The numbersrdbe period from spring 2006 until the summer

of 2008. More than 5% of participants who couldtvise website to see the results of their possible
impact on the energy or environment consumptioretehanged from car use to a more sustainable
transport mode.

15 cycle trailers were donated to 13 childcareitunstns. 840 flyers were distributed among the
parents and 74 families in total tested the traiter average for 22 weeks each.

In relation to the cycle to work campaign, 15 paesemployed by the city administration received a
cycle trailer each for testing in May 2008. Evergiler was used for 72 km on average and the
purpose of the trips was: for 26% a trip to schém,45% to work, for 10% to go shopping and for

19% for leisure.

Each family can benefit economically from reducirg use.

The measure implementation, only based on stu@dsniess, was quite cost-effective.

Lessons learned and recommendations

While implementing this project in Odense, the a@Bme up against two main difficulties. It was
originally planned to hire unemployed people, ag p&a training scheme, to carry out the house
visits and interviews, but the very low unemploymeate in Denmark makes it hard to hire
unemployed staff for this activity. The weather d@itions and the heavy rain over the summer made it
hard to work outdoors with personal marketing. Rdigg positive features, as the marketing was
voluntary and without any commercial pressure, exttsl worked well while questioning citizens and
can use these experiences in the future in theifflegsional career. Brochures, websites and so on
could participate more easily in an efficient waycbntact citizens. The participation of familiessh
helped to promote cycling trailers

Direct marketing on transportation, which has beery suitable for Odense, is recommended for
many cities in Northern Europe because citizen$ lvél able to play as active a part as their local
authorities in significantly changing the overablnility of their city.
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3.8.6 Measure 11.12.0: Mobility management servicésr Odense harbour

Introduction

Before CIVITAS, Odense harbour had no connectiaii wie city centre. Being an isolated area, the
harbour was not included in the traffic plan of Gske.

The former industrial area has now been reconvddiethore recreational use where new apartments
are being built and many new light businesses Isateip in the district. As polluting industries are
moving out of the area, the harbour will over tbening years be connected to the city centre.

To better consolidate this vision, Odense needtgjiated mobility management which includes all
modes of transport and a planning strategy whettdtacture and traffic planning are fully integicte

Objectives
The different objectives of this measure were to:

« demonstrate the benefits of integrated mobility aggament services for a better connection of
Odense harbour and the Odense city centre.

* involve private firms and the public in the prep#ma of mobility management services.

e integrate all sustainable transport modes into tiexjstraditional traffic and transport
prognosis models in order to improve the plannihigeav services and their evaluation.

« disseminate mobility management service experientbesugh training programmes for
professional traffic planners.

Implementation

The initial idea about drawing up and implementamyironmentally friendly mobility management
plans for private companies and residents in thbdua area has been abandoned, due to a change in
the target group caused by a rapid urban developméme harbour area.

The measure was implemented through 2007. Justebdifie traffic and mobility plan was set in
motion, the urban planning department publisheatallplan for selected areas in the city centra, th
positively affected public opinion. The plan is yembitious and includes all modes of transport and
both soft and hard measures. Quality of life —tg fr people — is very much viewed as one of the
main criteria. Urban life is seen as an integrassde, as are traffic volumes and the speed dfdraf
Most car parking will be placed in underground lities.

The working group, which includes the traffic ddpant, the city planning department, the urban
planning department, the public transport compartyexternal consultants, has published a report on
the different possible tools to be used. These teeljive an overview of the actual possibilitieslan
the expected outcomeStakeholders and citizens can connect throughadbiedx published by the
working group in order to get information on diffet options. In May 2008 meetings were organised
with local authorities and the Odense City Couagiproved the implementation of the first railway
system and the building of the missing link in they road system: a bridge across the Odense Canal
In connection to this, the main street running fdhm city centre to the harbour (Thomas B. Thriges
Gade) will be completely closed to traffic so t8&t000 cars daily will have to drive around the cit
centre and no longer straight throughlocal city bus, probably run by electric powes,dglanned on
the ring road to create a stronger connection baiwhe harbour area and the city centre. The bus
might become a free service to increase the nurobersers and to promote public transport in
general.
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From the presentation at a stakeholder meeting — about connecting the city and the harbour area

A special website was set up to collect basic mftion on cyclists’ preferred routes. 3,000 cycle
trips were drawn on the screen. 6 new cycle pung lbeen placed on the ring road to provide
services for cyclists and to increase cycling inegal.

The traffic model, which fully integrates car tiaffpublic transport and cycle traffic, should eleab
the impacts of the changes in modal shift to besssd to highlight the benefits of different scersar
Due to the massive amount of work, this modelliag heen heavily delayed.

Odense is going to become the first city with dyf@ilinctioning traffic model covering cars, public
transport and cyclists. With this tool Odense ceadigt the impact of major infrastructure projects
and try to avoid negative changes in modal shifishives much better chances to improve the city's
image as one of the best cycling cities in Europe.

The implementation of the plan for traffic and miipiis the most ambitious initiative in Odense eve
The project will lift Odense to a situation wherar should be placed in the outskirts and where
cycling, walking and public transport will get arydnigh priority. This is going to influence the age

of Odense to become a much more attractive ciliyecand to work in.

Results

The impacts of the traffic plan can only be estedatas it has not been implemented in MOBILIS
time.

In terms of economy, the total costs for implemeamtihe traffic and mobilityplan exceeded
€100,000,000. It will led to a number of differdmtnefits, such as a reduction in the number of
accidents, less environmental impact, an improvénmeguality of life and a higher attractiveness fo
new settlementswhich have not been estimated in terms of econontythe political support
indicates that the total benefits will outweigh ttwsts in the long term. More developers are exect
to come to Odense to invest in business and cultune Odense will become much more attractive to
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especially younger people and families — groupshviaire essentially for the tax revenue on the long
term.

In terms of energy and environment, the traffic mlambntains all of the information concerning each
car trip and this will be used to calculate totagy consumption and CO2 emissions (which has not
yet been done).

In terms of transport, the traffic and the mobijians should force car traffic out of the cityntre
and favour cycling and public transport. In termisaciety, surveys have revealed that the newitraff
and mobility plan and reduced car traffic and sgedwuld make the city centre more attractive to
cyclists and pedestrians

The city of Odense notes that the cycle traffic elpd/hich is a very new concept, and the plan for
traffic and mobility are very complicated to deyeloThey needed to involve the expertise of
specialists from technical universitieBhe process is highly linked up to the politicatideon level
and therefore it is difficult to control how it Wiprogress.

Lessons learned and recommendations

The project has been successful thanks to theodadéa energy company, which enabled a very
ambitious plan for investments to be set up incibecentre and politicians to give their agreenmmt
some very essential principles for the main tradficridors in Odense. The city of Odense could be
one of the best cities for cycling in Europe andildopredict the impact of major infrastructure
projects and try to avoid negative changes in meb#l. Its image will be more attractive, espdgial
to younger people and families as cars and puldiecsport should be diverted to the outskirts and
cycling, walking and public transport will be giveary high priority.

To implement a similar measure, cities must be avitzat:

« the citizens and the stakeholders should be abfallio see how things are developing
through the planning process and to support theéaiivie after further involvement
throughout the ongoing planning of the project.

« the cycle traffic models need to be initiated frtm very beginning of the project, as it
always take longer than planned.

3.9 City 4: VENICE

The City of Venice is unusual, as it is actuallydamaup of two parts, mainland Venice and Island
Venice, each of them very well defined and withfedint needs in terms of transport. A bridge for
trains, buses and cars connects the two parteatp

Venice is one of the most famous cities in the diostrategically located in relation to both Italyd
Europe. It is the capital of the Veneto Region, ashhas become one of the strongest economic
regions in Europe.

The town of Venice lying in the middle of a brastkilagoon, with a surface area of around 550 kmz
and is one of the largest wetland of the Meditexaanbasin. The city includes the historical centre
(Venice), the Lido and Pellestrina islands, thandk of the Lagoon (Murano, Burano and the other
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minor islands), as well as the mainland urban aoé&sestre and Marghera.. Venice has a population
of 271,000 people and every day 47,000 workers1&nd00 students commute in and out of the old
city.

Tourism is the mainstay of Venice’'s economy: it hdarge and motivated workforce of over 124,000
people and boasts more than 21,000 business &utstourism is not the only relevant economic
activity. The port of the city, for example, is ooé the largest in Italy, employing some 18,000
people. The presence of more than fifteen majohlhigpecialised research centres as well as the
Vega Science and Technology Park and excellentagidincand training facilities in all fields have
resulted in diverse specialist and rare expertise.

Quality of life is one of Venice's main goals: tgdd is emerging as a modern city that combines
vibrant cultural and leisure opportunities withadesand quiet lifestyle. In addition, the city tsosigly
committed to enhancing the welfare of its inhaligaifhe Social Affairs Department is renowned as
one of the most efficient in Italy and runs a widage of social services.

The architectural heritage set in the charming dagenvironment and its seaside resorts attract 3.4
million leisure day visitors and 12.1 million ovéght visitors per year.

It is a city rich in cultural opportunities and fi#es and is home to people from 122 different
countries. Several religious communities have béenVenice for centuries, and different
organisations, which promote inter-religious dialegare also based in the city.

With regards to Mobility, according to forecastsdmaaby the Council Energy Plan and the Town
Mobility Plan, in a business as usual scenariosih@ntaneous trend for mobility over the next few
years is estimated at about a 4% increase in thefugrivate cars, and consequent increase in gnerg
consumption. The package of CIVITAS MOBILIS measute be implemented aim to tackle this

trend.

3.9.1 Venice Description: MOBILIS in Venice

Mobility in Venice has two dimensions; that of gitgal medium-sized urban area on the mainland,
and the waterborne traffic in the lagoon and canélisland Venice. The challenges for sustainable
mobility are therefore various.

The measures chosen to be developed in the MOBitdfct were mostly actions that are already
having or are targeting a strong impact in moddft sind the sustainable development of mobility
between Mainland and the Lagoon.

Concerns were similar to other cities in the Maidlawith a high use of private vehicles and thednee
to improve and promote public transport and altéveamobility modes. In the Lagoon, except the
bridge that connects Venice with the Mainland, tise of boats must be rationalised and supported
with technological instruments and the pollutiomgeted by marine-engines in public and private
transport must be reduced.

The key policy fields where the city has been a&ctiv

e Introduction of natural gas in the public transpaus fleet both through conversion and
acquisition of CNG buses and also in waterbornaspart, particularly through the
promotion of GPL as fuel for private recreationaftin the Venice lagoon.

« Strengthening of the car sharing scheme both amargte users and among companies
with the aim of reducing the need and the numberighte vehicles in circulation.
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Maodification of restricted access systems for tstubuses in the Mainland, in order to
render the schemes more sensitive to the enerigieeffy of the vehicles being used
through the application of differentiated tariffscarding to the principle You pollute,
you pay.

Strengthening of waterborne traffic satellite cohtand cooperation between institutions
involved in satellite contrdhiarmonisatiorof 2 global positioning systems in Venice.

New parking management strategies supported bygbeof instruments, a combination
of differentiation of tariffs, marketing and reaikke information to facilitate and
encourage a correct use of car parks around thdandi

An innovative parking strategy in the canals ofiigl Venice (temporary parking booking
web interface, etc) that aimed to improve traffinditions on island Venice.

Increasing modal shift through a series of actigithimed at promoting and facilitating the
use of bicycles on the mainland.

Establishment of an innovative control system foats entering the Grand Canal, the
main artery for traffic in the historical city ofévice.

Introduction of waterbuses with a lower environna¢ninpact, which are accessible to
disabled users.

Development of a waterborne traffic managementsi@mtisupport system.

The main demonstration sites in Venice

The measures concern both mainland and Venicaslareas.

Mainland (Mestre and Marghera)

Interchange car parks around the city and cerdraparks
Urban bus routes on the mainland and across ted&@Roma

The ZTL (restricted traffic access zones) accesstmm the mainland before the bridge
over to island Venice

Introduction of safe bicycle parks in strategicdtions around Mestre

Venice Island

* Canals of island Venice

e Thelagoon

* The Piazzale Roma-Murano waterbus route

*+ Grand Canal
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Figure 29: Image of the whole area of impact: Venice Lagoon (easures 5.5.V, 6.8.V, 8.8.V, 12.5.V) and the
Mainland (6.7.V, .6.9.V, 10.2.V).

Figure 30: VENICE CITY CENTRE: AREA OF DEVELOPMENT FOR MEASURES (12.6.V).
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Figure 31: MESTRE CENTRE (MAINLAND): AREA OF DEVELOPMENT FOR MEASURES (6. 7.V, 6.9.V,
10.2.V).

Integration concept in Venice

Offering alternatives to private car users with éiira of increasing modal shift, recognising tharéh

are different types of users and therefore theralteres must appeal to their individual needshee

car sharing scheme no longer seeked to appeat@Mgnetian residents and those who have to make
short personal journeys in the area (also to iereéa size), but also to offer an alternative to
companies in the place of company cars. The neycleicervices which were developed also seeked
to target different groups and reduce the numberighte cars circulating into the city, appealitog
residents but also to tourists and commuters.

The city has also been working on increasing thadityuof life through the introduction of cleaner
fuels across the board: in buses in the mainlanthé car sharing fleets and in the privately owned
recreation craft in the lagoon.

Table 6: Geographical integration of measures in \fd@ce

Measure Title Main impact

5.5.V-A | Deployment of LPG boats in Venice Venice Lagoon

5.5.V-B | Deployment of CNG buses in Venice Venice
Mainland

6.7.V Parking management strategies for Megiestre Centre
(Venice mainland)

6.9.V Electronic control of the Mestre restrictddestre Centre
access Zone

6.8.V Access management for the city centre Venice
Mainland

02 April 2009

CiViTAS ‘ GUARD ‘ [ T e Page 169



Project Final Evaluation Report —

6.11.V |Access and traffic management in the|Grand Canal
Grand Canal through ARGOS (Automatic
Remote Grand Canal Observation
System)

8.8.V Introducing low impact, access for PRllenice Lagoon
waterbuses

9.4V Expansion and diversification of the cawhole
sharing scheme in Venice Mainland

10.2.V | Clean urban logistics Venice Canals

11.9.v | Promotion of safe and increased bicycle useNhole
Mainland

12,5V | Satellite Control (GPS-GPRS) for water | Venice Lagoon
PT services

12.6.V | Management decision support system |fenice Lagoon
water borne traffic

The measures were based on sound financial integrafthe CNG bus measure provided for the
construction of a refuelling station with natiofiahds and CIVITAS funding for the extension of the
gas network and the purchase of 35 new CNG bugkS &NG minibuses.

Table 6: Measure integration

I B A B I e B I e
5 el 9993933 d&d
Sl g9g 999 dy Yy
5.5.V-A X
5.5.V-B
6.7.V x| |x
6.8.V X
6.9.V X X
8.8V X | x
9.4V x| |x
10.2.V X
11.9.V x| |x
125V X
12.6.V X
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In CIVITAS, Venice has also looked for opporturstiéor using economic instruments, which can
encourage the use of more energy-efficient and pefisting vehicles. The city already has access
charges for tourist coaches and for tourist lausckéth CIVITAS, an appropriate differentiation of
tariffs will be applied in accordance with the lewé the standards met by the vehicles: lower fisrif
will be applied to more efficient vehicles, therahgtivating the use of low or zero emission vetlsicle
for the transport of tourists.

In measure 12.5.V, the Municipal Police Control terand ACTV'’s public transport control centre
are integrated in order to combine the systemlfdraat flows, both private crafts and waterbuses.

A single project partner carries out few measuMeasure 6.7.V on parking strategies for the
mainland and measure 6.9.V on the electronic cbofrthe Mestre restricted access Zone are carried
out jointly by the City of Venice and ASM Spa, tG#y of Venice Company that has the management
of mobility services in its charter. The City inrpeership with a private firm, FormaUrbis carriag o
the measure on temporary parking in canals. Forimalddso works with the City of Venice in the
implementation of measure 12.6.V on the creatioraalecision support system on canal traffic
circulation. The local consortium has also formephenership for close coordination with FIAB, an
association of bicycle users and with the enviram@e consultation body (the “Consulta per
I’Ambiente”), both of which will play a vital rolén dissemination and consultation on policy.

3.9.2 Measures implemented:

Table 18: Overview of MOBILIS measures

Measure Title Lead Partner
5.5.V-A | Deployment of LPG boats in Venice Agire
5.5.V-B | Deployment of CNG buses in Venice ACTV
6.7.V | Parking management strategies for MeSBiy of Venice
(Venice mainland)
6.8.V | Access management for the city centre ASM
6.9.V | Electronic control of the Mestre restricte@ity of Venice
access Zone
6.11.V |Access and traffic management in the|City of Venice
Grand Canal through ARGOS (Automatic
Remote Grand Canal Observation
System)
8.8.V |Introducing low impact, access for BgHACTV
waterbuses
9.4.V |Expansion and diversification of the caASM
sharing scheme in Venice
10.2.V | Clean urban logistics City of Venice
11.9.V | Promotion of safe and increased bicycle useCity of Venice
12.5.V |Satellite Control (GPS-GPRS) for water | ACTV / City of Venice
PT services
02 April 2009
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12.6.V |Management decision support system |foity of Venice /
water borne traffic Forma Urbis

3.9.3 Venice: Objectives and Targets

As part of the MOBILIS project, the city of Veniseught to develop solutions for the key trafficgdan
therefore environmental, problems identified on khainland and in the lagoon. On the Mainland,
traffic congestion is a result of the traffic linkéo tourist activity, the high rate of car useeme\or
short journeys, and the low share in use of pubdiasport. In the lagoon, the waterborne traffuefh
congestion, parking difficulties and negative eorimental impacts.

The objectives of the measure were
« On the Mainland,
o To limit tourist bus access

o To foster modal shift through new car parking mamgnt and the promotion of
alternative modes to the private car.

« Inthe lagoon,

0 To regulate the waterborne traffic through the ttgw@ent of new tools and the
implementation of new regulations

0 Toincrease waterbus accessibility to disabledsuser
« In both regards, to introduce public transport nsodéh a lower environmental impact
The main targets were:
« Areduction in fuel consumption,
« Areduction in car and boat traffic congestion
« Anincrease in modal shift from car use to cycling
« Areduction in vehicle emissions and traditionahbenvironmental impacts

« Anincrease in public awareness of sustainable litobi

3.10 Summary of Measure Results for City of Venice:

3.10.1 Measure 5.5 A: Deployment of LPG Boats in Wiece

Introduction

This measure focused on introducing Liquefied Petno Gas — LPG in private boats in the Venice
lagoon.
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Due to the geographical context of the city of \¢eniboats
are a unique transportation system and the primmagns of
vehicular transportation. There are more than IBy&3sels
continuously cruising within the lagoon, plus mdten

5,000 ships per year coming from outside for trame
tourism. This results in an additional, major, seurof .
pollution. Leisure crafts circulating in the Veniegoon are Nelameees it
estimated to exceed 30,600 Considering the strong i
orientation of CIVITAS Il projects towards new stns

for sustainable mobility, AGIRE, the city of veniémergy

Agency decided to promote the Liquefied Petroleuas Gr

LPG® as a substitute for petrol (in both outboard a
inboard motors) for private pleasure crafts. LP@egped to
be the most technologically mature, reliable andtc

effective solution. Legislation regarding fillingations and
conversion of gasoil engines to LPG fuel were notoirce, but it was expected that it would be for
MOBILIS start.

Figure 32: Venice site

Objectives
The objectives of the measure were:

to introduce the deployment of LPG in the fleetptdasure crafts used by private citizens in
Venice historical city centre and the surroundengplon. LPG testing onlot fleet sample of 10
boatshas been the start of an integrated action.

to perform a complete and detailed studytlo¢ state of the art and of the marketand
benchmarking at the European level to demonsthate tPG is the most feasible alternative to
gasoline for pleasure crafts, in order to bring uiba reduction in air and water pollutant
(particularly HC, VOC, PAH) emissions, as well aster pollution (due to petrol spilling),

to stimulate the market, standards bodies and idecisakers, through an awareness raising
campaign at the local level and the preparatiom bbcal Action Plan so that the innovative
experience in Venice will be the basis for the d@wament of the use of LPG in boats firstly in
Venice and then across Europe.

Implementation

In 2005, on-the-spot surveys for possible locatiohkEPG-dedicated}
re-fuelling stations were carried out. Three dertraion boats with

new bi-fuel LPG outboard engines were purchasedtestgd. They
could not be fully used under standard conditicdhgse as they could
not be refuelled easily and as current legislatimes not permit
running on LPG, except in test conditions; petml-PG retrofit
conversion kits cannot currently be used due taca bf standards.;
The authorisation of the first filling station wasgned and theps
location of the four filling stations was identifie However the '
procedures for the first filling station were cadiout in derogation of

£58

2T ARPAV — Veneto Environmental Agency, 2006 e

M

%8 A common alternative name for LPG is autogas
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the law, due to the absence of rules, after adithaivement of the fire department.

Due to these barriers and in agreement with the fliesion during the site audit in October 2007,
AGIRE reformulated the measure in order to bringnitine with the context in Venice. The new
measure planned to:

« purchase and field-test 10 pilot boats, aiming &illademonstration of the reliability of
LPG as a nautical fuel under standard conditionssef The ten demonstration boats had
to be fitted with new bi-fuel LPG outboard motors.

- implement a complete study on the use of LPG indydaoth with new factory-made
engines and conversion Kkits.

- Carry out an awareness raising campaign, addrepsitegtial customers, policy makers
and engine installers.

« Draw up a Local Action Plan for the promotion of @GRn boats, addressing decision
makers and possible local stakeholders, givingiBpeoles and responsibilities to each,
and thus coordinating activities with the same cammbjective.

In January 2008, the remaining 7 pilot boats werelpased and the company Gibellato converted two
more engines.

The complete study on LPG was finalised in Augu¥& It covers both solutions of new bi-fuel
engines and conversion kits. During the Venice titigeShows, the most relevant market players were
contacted to start the market study.

Results

The environmental advantages of LPG for marine areeindisputableLPG has a substantially
lower GHG impact and emits 9%-12% less CO?2 thasaliiiel through the “Tank-to Wheel” cycle in
comparison with most of the other fossil fuels. éating to EETF® 2003, LPG generates 96% less
NOX than diesel and 68% less NOX than petrol.dbamits 100 to 1000 times less PM than diesel.
Concerning the environmental advantages, LPG asehfbr spark-ignition ICE is a well-known
environmentally friendly fuel widely used in manguntries for transport purposes. CO? and SO?
emissions are significantly reduced; CO, dust, N@Xd HC emissions decrease. Benzenoid
polycyclic aromatic hydrocarbons, aldehydes, xylegte are significantly lower than in gasoline-
fuelled engines.

In terms of economy, for the usual outboard engitiesextra cost associated with the purchase of an
OEM bhi-fuel engine instead of a standard singld-fsen the range of €500-1,000 (VAT included)
depending on the manufacturer and engine powerubufpor an inboard engine, the overall
conversion cost can be estimated as €1,000-2,6p@ctvely for 40-115 hp engines. The fuel cost for
LPG is €0.65-0.67/litre in comparison with €1.454 litre for gasoline. The total operating costs of
the boat can be assumed to be 30% to 50% lower winamng on LPG, resulting in very short
payback times.

Lessons learned and recommendations
The city of Venice carried out an “In-depth procesaluation” of the measure (annex C-5-1).

29 European Emissions Test Programme
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Concerning LPG equipment in boats, Italy decidedwtnt for the issuing of the European
standards.The national and international legal context ahd tomplete absence of a specific
legislation for either LPG use in a marine engimefa opening a marine filling station, whether
installed on hearth or floating works, are chaliaggarriers.

The close cooperation with the Commission andasiitors enabled the measure to be reformulated
in order to take account of the context in which teasure was evolving.

The strong cooperation with ASSOGASLIQUIDI (ltali&?G Association) helped the Ministry of
Transport to obtain new regulations for LPG bo#&IRE has contributed greatly to technical
committees and lobbying activities. It has raisedgte citizens’ awareness in the Venice Floating
Shows over the years of the project in order toasuslemand for LPG engines when their use finally
becomes possible. The principal local institutionetors are well informed of the project, and assur
their collaboration.

As a general rule, if a measure is reliant on #slative framework, it is better not to presumettha
laws will be approved within a given timeframe lather to embark on the measure only once the
laws are in place. Member States that have a &gnif concentration of boats and could therefore
benefit from the introduction of a viable, more tairgable alternative to petrol, but are without the
necessary legal framework, should start lobbying ewrking with technical committees now. A
cross-European effort for the promotion of LPG hags from the Commission itself, may help speed
up legislative processes in countries where LPGdcaell substitute petrol for boats and thus reduce
environmental impact.

3.10.2 Measure 5.5 V-B: Deployment of CNG buses Wfenice

Introduction

This measure focused on increasing the number dd GNCompressed Natural Gas buses in the
public transport fleet in Venice.

Venice is a city generally characterised by a gpoblic transport supply and a high rate of public
transport use. Actv is the public transport opetato

The ACTV bus urban netwotk with 39 buses, covers more than 265.5 km on theidé mainland
and the Lido with about 2,212 daily routes for anwal mileage of some 15 million km. In 2004, the
ACTV bus fleet transported around 70 million peofreluding sub-urban trips) and the modal share
of public transport has been estimated to reachlynéd% on working days. At the beginning of
MOBILIS, ACTV had 294 buses running in the urbamblputransport network of the City of Venice
(264 on the mainland and 30 on the Lido). Aroundaf® GECAM — white diesel-powered. All the
rest are diesel-powered, and most of the buses lowet standards than Euro lll. At the time there
were no minibuses in the bus fleet.

Objectives

The objective of the measure was to increase th#au of clean energy-efficient vehicles that run on
natural gas in the public transport bus fleet, riteeo to increase the attractiveness of public paris
and reduce polluting emissions.

%0 Excluding the sub-urban network
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Originally MOBILIS planned to convert 30 buses framanventional fuel to dual fuel (diesel and
natural gas).

Implementation
The measure was implemented in three stages.

From May to July 2005, ACTV transformed 2 Euro @iee buses, using conventional fuel and no
older than 15 years in order to provide a profgablestment, into buses using dual fuel (diesdl an
natural gas) in order to empirically verify theimictioning and highlight any potential problemstekf
the conversion and testing of two prototypes, aigiothe foreseen results were partially attained, t
intervention underlined some signs of weaknessciSgaly, the dual fuel system installed in Euro O
buses did not have the same emission
advantages of the CNG system in Euro
buses. ACTV decided that this choice was r
economically viable and that it would be bett
to concentrate resources on purchasing 35 r
CNG buses, co-financed by MOBILIS. The
have been in operation since February 201
With 2 converted natural gas buses and
new CNG buses in circulation, the share
bus fleet using CNG fuels rose from O perce
in 2005 to 12.15% in 2007. The CNG bus re
increased considerably with nearly 2 milli
km covered in 2007. Over the 2005-20
period, the average CNG bus mileage increased denadily from 4.065 km in 2005 to more than
50,000 km covered in 2007. The CNG bus mileagerbecgimilar to that of the total fleet mileage in
2007 and even exceeded the average fleet in 2008.

» !

ACTV had planned to build a filling station in tB&TV depot in order to satisfy the refuelling need
of the growing CNG fleet more efficiently and fastand also to guarantee refuelling at night.
Construction of the filling station was financedhvhational funds. The contract between the City of
Venice and ITALGAS for the extension of the natigas$ pipeline was signed in January 2006 and the
preliminary study for the connection to the ITALGAStural distribution network was completed in
July 2006. The CNG filling station was completedMiarch 2007. The contract between ITALGAS
and the company, which is laying down the pipelinas signed in October 2007 and all necessary
authorisations (a total of 22) were obtained in 8ha2008. The gas pipeline works started in March
2008, but the company, laying the pipeline, founditaminated soil that had to undergo in-depth
analysis in order to identify the scope of the peob The results of the analysis showed some
contaminated material that was then sent to Gernbarye reclaimed. Now the works are almost
completed.

At the time of the evaluation, an external fillisgation was being used 9 kilometres from the depot
the CNG buses can circulate. The filling time iis thtation (25 minutes per bus) is much longer than
in the new station (12 minutes per bus).

Finally, the first call for tender to provide
five natural gas minibuses for park & rid
services was unsuccessfully closed
September 2006 and repeated in Mar
2007. Since December 2007, fiv
minibuses have been in operation
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connect the park & ride car parks with Mestre ciytre.

Results

The evaluation of impacts has mainly been basedhenanalysis of the reduction of pollutant
emissions in comparison to standard bus emissindg the variation in public transport use after
the increase of fleet quality (number of passengeileage, emissions, etc).

The introduction of the 35 new methane-powered $uséuced pollutant emissions by 16.3 T for CO,
509 kg for HC, 75T for NOx and 3.5 T for PM10 otlkee 2005-2008 period.

The opening of the refuelling station will have themediate benefit of reducing the bus fleet mikeag

In terms of emission reductions, using the saméhoaketiogy as with indicator 5, the benefit can be
quantified at about 580 kg of CO, 128 kg of HC, 28Pof NOx and 3.9 kg of PMper year. The
filling time in the external station is much longlan in the new station and each refuelling negui
around 45 minutes (travel and refuelling). Considethe 35 CNG bus fleet with the opening of the
new station, the time saved can be estimated anhdr®,797 hours a year and a related annual saving
of extra work hour costs corresponding to 2,797r$ou

Regarding the number of passengers on the ACTWhen network, the trend over the 2005-2007
period is positive with a global increase exceedir® million passengers, i.e. an annual increase of
1.25%. The annual passenger-bus ratio is alsoiymsiver 2005-2007 with an increase of 5.3%. The
annual passenger-bus ratio on the urban netwonedeed slightly in 2006 and increased afterwards
by 7% in 2007, exceeding 271,000 passengers pefwas the same period, the annual passenger-km
ratio remains somewhat stable with an average pdissengers per km. But, the introduction of the
new CNG buses did not have a relevant effect otomes perception of the quality of the company’s
transport services.

Lessons learned and recommendations

These delays have held up the laying of the pipelm connect the new refuelling station to the
ITALGAS natural gas network:

- Delay in the renewal of the contract between thg 6fi Venice and ITALGAS, that was
finally signed in January 2006: the contract did ey down a clear date for the
conclusion of works.

« The time needed to collect 22 authorisations fraffer@nt authorities before starting
work.

« The contaminated soil found in San Giuliano Patkiclv brought works to a halt.

This being said, the commitment on the part ofGitg of Venice and ACTV to invest in CNG buses
during fleet expansion and renewal has been ingintathin the success of this measure.

As in the case of Venice, it may be more cost-¢ffedo buy new vehicles rather than convert older
buses in the fleet. Most public transport fleets partly funded by the State, so they are alloveed t
request that fleet expansion will be based on tirelfase of CNG powered buses. The purchase of
CNG powered buses needs to be accompanied by ajgpeogupply. National government, such as in
the case of the Italian government, could facditdeet expansion with CNG buses by contributing to
the construction of CNG filling stations for pubti@ansport fleets.
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3.10.3 Measure 6.7: Parking management strategiés Mestre

Introduction

Growing car use in and around Venice mainland gitias led to increased accessibility problems,
reflected in traffic jams and parking congestiosuis. In particular a high percentage of short-term
parking (0-4 hours) has contributed greatly to jmaykproblems in the centre of Mestre. In order to
alleviate these problems, park and ride faciliti@sthe outskirts of cities, where car drivers may
switch to connecting public transport, have bedrupan the city of Mestre (main city of the Venice
mainland).

The City of Venice has sought to modify the parkivapits of citizens and city users through a real-
time information and sign strategy indicating whpagking is available in the park and ride car park
and through the use of differentiated parking riadnich aim to create disincentives for parking in
the centre and favour parking on the outskirts.

At the beginning of the MOBILIS project, two parkdaride car parks were located at the access
points for the mainland urban area. Experience skothat an integrated set of instruments was
needed in order to modify the behaviour of caresvand thus encourage demand for the parking
facilities available at city level.

Surveys carried out between 2002 and 2003 higlddylhat appropriate regulation of the parking
system could facilitate the management of vehiciesilating in the city by decreasing the impact of
rush hour flows and facilitate pedestrian and sydirculation. Based on these surveys, it wasdgekci
that the new pricing policy should find a balanetd®en parking demand and supply.

In order to favour the use of park and ride fdetlitand reduce the number of cars arriving in tite C
centre, in autumn 2004, the City of Venice intentieanodify the Mestre parking tariff system by
introducing three levels of parking charges, whilgtrease in price with distance from the central
areas of the city and in terms of attractivenespasficular surroundings. The on-street park pgcin
system in the centre of Mestre is called “blue $ine

Objectives
The measure objectives were:

« to define and implement a parking management glyabevolving differentiated parking
pricing, parking marketing and restriction enforeas

« to modify private car user parking habits in thantzand in order to reduce congestion and air
pollution.

Implementation

In 2005, the public traffic offices monitored theeu
of different types of parking spaces, in the ci
centre and in the suburbs on the basis of a sumwe
traffic flows searching for parking in the mos
attractive areas and average turnover time per a
The results were used to draw a map of park
supply and demand in the mainland Venice urk
area and set the new parking price strategy
mainland Venice.

It identified suitable differentiated tariffs antet
areas where the “blue lanes” pricing system sho
be applied to encourage use of remote park
facilities. Lunchtime free parking was abolishe
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and tariffs were also raised in the Candiani undengd car park located in the city centre to
encourage use of free park and ride parking. Slfideebruary 2006, the three level tariffs have been
applied in the “blue lanes” areas to optimise the of parking availability.

Local shopkeepers in the city centre of Mestreceamed by various mobility related initiatives st
area, slowed down the city council decision-malpngcess. However, the City Council approved the
application of the tariffs and the parking regudatin May 2007. In addition, the Municipal Poliaeda
the officers of mobility service compatly ASM, have enforced control of parking infringertsen
Citizens that live in particular areas without pitr parking space may use the so-called “blue lanes
on-street park pricing system, which cover 4,19%ipg spaces.

Between the end of 2004 and 2007, the supply okipgrareas around the centre significantly

increased: ten new park and ride car parks opesféating around 2,400 parking spaces; other park
and ride car parks are in progress and 2 of thdhopén by the end of 2008, providing 500 additiona

parking spaces. Frequent public transport services

or minibus services link all these car parks to t = = === [& F- [l ——

city centre and the transport planning offices ¢ Ry v TR T dallunedi ol sabato

working to improve connections with car parks. o S il R (et
e LS \ A : 5

Venice Local Authority carried out an informatio N \ Ak IS R

§

campaign to inform citizens and commuters of t
possibility of park and ride and the position oé t
interchange parking. The Mobility agency (ASM
promoted alternative mobility activities in partiau
through a map of interchange car parks a
alternative mobility possibilities available (ce
sharing, electric vehicles and bicycle hire) i
Mestre and Marghera areas. ;
City of Venice politicians decided to transfer tf| ] _ Tees J

main operative activities of the measure to AS i L i A ji
because the mobility agency is able to carry « T am [ fi=,
subcontracting tenders with higher efficienc T T T —
compared to the time-consuming administrati = (gt S hoky 23 st o 38
procedures, which are compulsory for the City e
Venice.

To promote P&R use, ASM set up four electronic afale information panels on sites chosen on the
basis of the parking survey. The resistance to gpimeric agents of these experimental panels was
poor. The complementary call for tender carriedinoutune 2007 requested different characteristics.
ASM chose 14 LED information panels with GPRS gysfer the data transmission; 3 of them are
solar energy supplied. The panel indicates intergbacar park names and directions and the number
of spaces available. The contract was formalisedgnl 2008. The authorisation procedures to use
public land for panel installation caused delayd trese were only set up in September 2008.

Results and lessons learned

Over the period 2004-2008, the use of park & ride garks in the Venice mainland shot up; the
overall number of parked vehicles in the whole p&arkide system increased by around 309%: from
51,990 in 2004 to 212,979 at the end of 2007. Emestrend is observed for the average number of
vehicles per day; the increase is particularlyvate for the best located car parks and those théh
best public transport access.

%1 The Mobility Agency (ASM Spa) is responsible faetmanagement of all urban mobility services anallof
car parks at the city level
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The analysis of traffic flows reveals that, betw@®1 and 2008, vehicle traffic flows only incredise
by 3.3 % at the control ring, where the new telema@® are positioned; the initially expected inceeas
was by over 10%. Moreover, from 2005 to 2008, evaht decrease (around 10%) is noticed in every
interval of peak hour; higher in the afternoon ones

The extension of the paying in-street parking d&a®aured the parking turnover with great advantages
for business activities in the central city arddgher prices prompt short-stay vehicles, commuters
and visitors to use the surrounding P&R car parkslanit long stay parking access to the centre.

It is not yet possible to assess the impacts oirtfeemation panels set on P&R parking use duééo t
delay in setting them up.

The implementation of the parking strategy has liggted two main points:

« The introduction of new tariffs and high parking$en the inner city zones (“blue lanes”, the so-
called on-street park pricing system in the cewofréMestre) has not been easily accepted, in
particular by shopkeepers. However, the city of iderdecided to apply the new regulation in
May 2007.

- Technical difficulties, in particular regarding datransmission by using UMTS data transfer
technology, delayed the installation of informatidisplay panels for park users. In the future,
ASM plans to use fibre optics transmission.

« The existence of good public transport systemskarsdnetworks across the city centre (39 bus
lines covering more than 265.5 km) was a preregguisi the success of the measure.

« The collaboration between the City of Venice andvAS.p.A. was key to the measure’s success.
Transfer of activities to ASM enabled a more eéfitioverall implementation of the measure and
faster procedures related to calls for tenders.

« The promotional campaign informed citizens and comens about park & ride possibilities and
the geographical position of the interchange cakgjawith specific attention to commercial
activities in the inner centre in order to gain counmity acceptance. The City and ASM thus
worked on communicating the benefits of the nevkipar pricing strategy to local shopkeepers,
ensuring that the issue was not confused with sflseich as the tram works.

From the Venice experience, it emerged that parld& related measures are a relevant instrument to
encourage a shift from the use of personal velictgher transport modes, if appropriately planned
and integrated into a comprehensive transportatistem. The existence of appropriate public
transport systems and bus networks across theamtye (high frequency, large network, easy
transfer) is a prerequisite to its implementatidowever, further data and surveys are necessary to
carefully evaluate and quantify this potential #mel park & ride scheme efficiency.

When a set of various mobility related initiativas concern a single city centre area, it is crutha
avoid local public opposition by developing appraf@ public communication campaigns targeting all
groups involved (citizens, local shopkeepers, aasons) to inform them about the initiatives, the

related benefits and the possible traffic probleaissed by the works.
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3.10.4 Measure 6.8: Access management for the cagntre in Venice-LTZ buses

Introduction

The Venice City administration wanted to introducenew tariff system to encourage a more
balanced influx of tourist coaches and the use lehrer coaches in Venice through a
differentiated tariff scheme favouring the use ofches with class Euro IV standard exhaust
emissions

In the last thirty years, Venice has faced serimablems due to the tremendous volume of tourists
each year. The average number of tourists viskiegice each year is estimated to exceed 18 million.
Approximately 3 million are "leisure day visitora/ho get to Venice by tourist coach. The difficutie

in getting to Venice by car are a factor favouringr bus transportation. Venice City has controlled
the access of tourist buses to its territory byirsgtup the Bus Limited Traffic Zone (Bus LTZ), so
that the heavy traffic flow does not disturb theemyday life of the inhabitants. Since 25th March
2002, tourist buses must obtain a "special passtnter the bus LTZ. Before the beginning of
MOBILIS, more than 62,000 coaches, coming fromaasicountries, arrived in Venice. This number
has shot up and during 2006 more than 75,000 ceahiged in Venice. Before MOBILIS, VESTA
S.p.A managed the system for gaining access taithiéged Traffic Zone (LTZ) for coaches, through
three check-in points. The regulated buses arelefivinto two categories: those with more than 16
passengers plus the driver, and "Minibuses" cagrymore than 8 passengers up to a maximum of 16,
plus the driver. Passes are issued in four chedkréas: "Bazzera", "Panorama", "Fusina" and
"Petroli". There are three paying bus parks fastaltcapacity of 1,200 coaches, which are Tronohett
San Guiliano and Fusina. The first complete framé&wor the entrance charging system including
tariff and exception systems was set up by the TGauncil resolution no. 175 on 11 March 2004.

Objectives

The main objectives of the measure were to enceuttag use of cleaner coaches in Venice through
the design and implementation of differentiatedeasdariffs and to promote the use of coaches with
class Euro IV standard exhaust emissions.

The innovative aspect was to encourage touristicogerators to invest in clean and sustainable
fleets.

Implementation

First of all, VESTA S.p.A. led a study to identifige new access pass rates for tour coaches in
Venice, and to define the economic benefits foroElM buses. It then set up a working group
(Gruppo di lavoro ZTL-GA)Ifor the coordination and improvement of the teupass systems in
Venice.

After negotiation, the City of Venice officially apoved the new tariff system in December 2006.
It also decided to transfer the competence for [HUS management from VESTA S.p.A. to

Mobility Service Agency (ASM S.p.A), the public cpany that deals with the mobility services

in Venice. Since March 2007, the coach LTZ has ee#inely managed by the ASM S.p.A.

The new tariffs were challengedin the first quarter of 2007 at the Limited Traffone (LTZ)
bus check-in points.

The costs of the pass vary according to the fieatidation of the coaches, type of bus (Euro 4 or
non Euro 4) or season, with reductions for longay-purchases and booking and discounts on
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the multi-day stays and EU school groups. Speatakrare offered for buses that carry passengers
staying in the hotels within the LTZ (“hotel busesategory). The hotel passes are issued
exclusively at the check-in on presentation ofvaf¢ documents confirming hotel booking. The
passes are valid for 24 hours from entry into thESB.TZ, except for the exception passes which
are valid for the time required for the transfeithim a maximum of 3 hours, and the hotel passes
which are valid until 7pm on the day after the llaigiht's stay in the case of a several-day stay.
For buses going to the centre of Venice, therespexial rate for groups which can show, when
paying the ticket, that they will use public traogppackages or hire waterborne services for
vehicles with drivers which are authorised by Ven@ouncil. Within the differentiated tariff, the
reduction rate for Euro IV buses ranges from 998386, depending on the categories and the
period.

Between November 2007 and April 2008, a Europeannoonication campaign targeted “tourist
operators and international travel agencies” figimg awareness and promoting the use of tour
coaches with the Euro IV standard motors, usingetherative image of Venice as a symbol and
the bus drivers as promoters. Moreover, the comaation campaign “Schools meet in Venice”
was carried out in Venice to raise young peopleismraness of environmental issues and
sustainable mobility.

It has been necessary to train the check-in peetdonthe correct recognition of coaches (EURO
IV or not) on the basis of vehicle identificatiomaliments. In January 2007 VESTA S.p.A.
completed the first phase of training on the nesteay for the personnel working in the LTZ bus
check-in points. An effective training programmeswaepared for the operators that issue the
LTZ Bus Pass. In November 2007, the training at¢isiwere completed by ASM.

The course included both classroom training and ulsiion at the check-in.

From June 2008 the Ticket pass may be bought enfiiom the website in two languages dedicated to
the Venice bus LTZ. The server provides an easyswenline fee calculator to assess how much will
be paid for the coach.
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Results
The measure implementation has resulted in:

an increase in the proportion of coaches with cEIRO IV exhaust emission standards accessing
Venice from less than 0.5% at the beginning of pheject to about 5.4% in June 2008. The
introduction of the new tariffs provided incentivies the substitution of the old and high-polluting
coaches with EURO IV coaches with lower environrakimhpact. The results exceeded the expected
results, but it hasiot beenpossible to analyse the effect of the increase uro& compliant
coaches on pollutant emissios the advantages of this action will not ceaseeathe MOBILIS
project is over, this percentage will probably gese due to the combination of the tariff scheme
impact and the regular renewal in the tourist cdbess.

The press releases produced, for the Italian araigio press in this sector, the articles publisbed
four websites and the dispatch sent via mail t®3B,8alian primary and secondary schools have
presented the economic and, above all, environrhewbgantages of less polluting buses. In the
newsletter, ASM has used the same graphic stylk fase¢he leaflet and for the advertising spaces.

Lessons learned and recommendations

It has been quite difficult to establish the tarif¥/enice’s Municipal Executive Committee introddce
several changes to the fee system already in fdadeur buses entering the LTZ, triggering a debat
on admission ticket issues for tour buses entearigcities. In particular the tariff increase and
discounted rates for hotel buses have been theduddj stakeholder opposition. Political approvad a
application of the new tariffs for tourist coachess delayed due to the opposition of the hoteliers.

The implementation of the information campaign iprirsg allowed the distribution of the
dissemination material during the most importaniomal event in the tourist sector: BIT (Borsa
Italiana del Turismo).

The parallel implementation of the "Parking manageinstrategies for Mestre" and "Electronic
control of the Mestre restricted access zone" basributed, with the differentiated price schentes,
the city's overall access management strategy.

To implement such a measure, it is necessary tp &d&keholders and all counterparts informed daily
and in time, to foster debate and avoid oppositiorinvolve all counterparts in the planning praces
at all stages of the process and to integrate dhif scheme within a general regional bus entry
charging strategy in collaboration with the touimtustry, including neighbouring municipalities.

3.10.5 Measure 6.9: Electronic control of the Mesé restricted access Zone

Introduction

This measure focuses on mitigating traffic throagitess control in Mestre, thus contributing to a
reduction in atmospheric and noise pollution.
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Before CIVITAS/MOBILIS, the heavy vehicular traffim the Venice mainland, and in Mestre in
particular, was one of the main urban transpontaiisues. The increase in traffic had brought about
an increase in environmental pollution as well @sgestion problems.

ARPAV (Regional agency for the environment) datdidates the necessity to undertake urgent
initiatives for the reduction of atmospheric palbut, and the City of Venice is in the regional i$tA
zone cities - the critical zones. In 2003, the apheric pollution limit values were exceeded on 111
days and the trend continued in 2004: at the béygnof the year the limit values had already been
exceeded 49 times. The demand for access to thareia remained very high; the volume of traffic
had increased by 8-13% between 2000 and 2004. &sisewere an 11% increase for inter-regional
traffic and a 16-20% increase for traffic in theint@nd area in ten years. The city had alreadyiagpl
traffic regulation measures such as “Alternatenoee plates” (traffic rationing schemes based on
licence plates), ecological Sundays (car-free Symdaitiative) and the “Blue Sticker” scheme
regarding exhaust emission control, but no autanstem made it possible to control the "altefhate
licence plate regulations. In addition, the cityiintend area of Venice had previously never applied
road-pricing initiatives such as congestion chaygin

Objectives
The overall objectives of the City of Venice wepayticularly in Mestre, to reduce traffic flows and
increase the use of public transport or bicycle amzburage walking over short distances.

Implementation
The measure was planned in distinct phases:

« A complete project of the system to find the beshtions for the necessary number of
electronic access control points;

« Installation and test of telecameras and otherngolgies to monitor compliance with
the control access regulation;

« A feasibility study to analyse the possibility dfetintroduction of a congestion charge.
One of the planned objectives of the measure i8ptepare the field” for a future
implementation of congestion charging in the Vem@nland urban centre.

Many surveys along Mestre roads and additionalitenisspections identified the best locations for
the necessary number of electronic access contiotspfor the whole of Mestre centre. After the
installation of the data transmission network arfd o
twelve telecameras, the software was modified saah
the Venice Local Authority could use the data ie
context of the "alternate number plates" initiative

The City of Venice and ASRA developed the we
interface for the telecamera alternate licenceeplathis
allows the automatic registration of drivers in @rdo |
obtain special passes giving them authorizatiomaeel §
in Mestre (eg doctors, public transport, car shiadars, |
emergency services).

The authorisation of the Ministry was compulsory
order to use telecamera data for administrativestin

2 ASM is responsible for the management of all urtveility services and of all car parks at the &étyel.
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Since the beginning of June 2008, six telecamea&es been used for fining. In optimum conditions,
the system accuracy in terms of vehicle identifiratand licence plate detection reaches 90%.
However, when the system cannot automatically teadicence plate, an operator controls the system
on a photo-by-photo basis.

The city led an information campaign by giving daoklets to inform citizens about the installation
of the telecameras and about the traffic restmstithe booklet shows the possible alternativeb asc
the interchange car parks, car sharing, rent g letike in order to encourage behaviours which reduc
traffic and favour sustainable mobility systems.rbtaver, the City of Venice and ASM participated in
different events to promote alternative mobility.

The Mobility Department of the City of Venice dedied the feasibility study on congestion charging
in April 2008. The document explores how a poténtead pricing policy for Mestre could be
developed and the effects that it could have. Tiy & Venice organised the international meeting
"Road & Pricing”.

Results

Concerning the achievement of quantifiable targbes,10% reduction in the number of cars entering
the city by 2008 is fully achieved. Between 2008 2008, after the installation of telecamera cdntro

a relevant decrease is noticed in every intervapedk load hour. The decrease is higher in the
afternoon peak hours. In the morning, the decréasbout 7.5% between 7 and 8 am and 8.1%
between 8 and 9 am; in the afternoon the decreasgout 11% between 5 and 6 pm and over 13.5 %
between 6 and 7 pm. Considering the four time perisetween 2005 and 2008, the total vehicular
volume decrease is 9.88%. In a couple of yearsd¢inesystem has also introduced a 45% decrease in
fines.

The environmental impact in terms of congestion poldlitant emissions has not yet been measured
due to a lack of relevant data.

Lessons learned and recommendations

The installation of the first set of cameras (1Bheeas) was slightly delayed, in particular in tegti
time, due to technical problems linked to the catioe of the telephone lines. It affected the
complete installation and the feasibility studyomingestion charging. Furthermore, some electronic
interference was detected for some cameras witlopleeational equipment used for the new Mestre
tramway lines.

The political commitment to implementing an automatystem for access control and raising
awareness on possible economic, social and enveotahbenefits of a congestion-charging scheme,
such as the collaboration between the City of \eraaod ASM S.p.A., are keys to the measure's
success. Transfer of activity management from tiye to ASM enabled a more efficient overall
implementation of the measure and faster procedfwescall for tenders and engagement of
subcontractors.

The car sharing schemes, mobility management amd.ithited Transport Zone (LTZ) bus scheme
are further relevant initiatives, which contribute improving the congestion and air pollution
situation.

Access restriction is an effective individual maasto reduce traffic volumes in urban areas, when
applied within a coherent policy package includitigg promotion and improvement of public
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transport, parking diversification strategies, thmotion of alternative transport modes and
improvement of cycling and walking facilities. & important to guarantee good accessibility to the
areas in question by public transport and alteveatnobility modes (cycling, car sharing). Special
attention should be paid to residents and peopie rgiduced mobility to gain public support for the
mitigating traffic measures. Communication is dfical importance because the introduction of such
a measure can give rise to opposition: in the dieont, groups of citizens may get upset if theivél
times or costs increase; the number of formal nressuand attempts may rise in a significant manner
to cancel the fines.

3.10.6 Measure 6.11. V Access and traffic managenten the Grand Canal
through ARGOS

Introduction

This measure focuses on establishing an innovatwérol system for boats entering the Grand Canal,
the main artery for traffic in the historical citf Venice. It represents 67-68% of total boat tcaiifi
Venice. The proposed action is part of a largeesdaitiative launched by the City of Venice to
reinforce existing regulations, provide continuoasnitoring of waterborne traffic density and flows
and contribute to the development of new traffiagement policies.

The main means of transport in Venice (historiGaitee and the lagoon islands) is boats. Among the
150 canals of the city, the Grand Canal (3,800 eselivng and 30 to 70 metres wide) represents the
largest waterborne traffic artery and divides thg centre into two distinct parts. 30,000 boats/éf
daily in the Venice Lagoon and 4,000-5,000 in thhar@®@ Canal. The City centre manages the Venice
historical centre of Murano and Lido islands, wiasrghe Venice Water Authority manages the
Lagoon CanafS.

Like other major cities, Venice has to face upifbadlties relating to noise, pollution and conges,

but must also tackle wake pollution caused by Iwadfic, so calledvioto OdonsoWith the increase

in boat mass and speed as a result of the usegaf dkesel engines, wave motion has become one of
the major causes of damage to the basement seaattihistorical buildings in Venice since the garl
1960s.

In order to deal with these phenomena, the Citwehice had drawn up and implemented some
concrete actions like the “Regulation for waterl®otransport circulation” enacted by the City in
1997, as well as the appointment of the CDG TALivom December 2001 to December 2006 by the
national government for all waterborne traffic aravigation management activities in the Venice city
and its Lagoofl. Municipal police officers were appointed to ewforthe system and in 1986,
COSES® was delegated by the City to survey the waterbtnaféic, and then in 2000, to collect data
with the set up of Waterborne Traffic Observatory

Objectives

$“Magistrate alle Acque”, a national body.

% Commissario del Governo Delegato al Traffico Acqueba Laguna di Venezia.

% The city of Venice competences on the canals heare éxtended to the whole lagoon to better martage t
“emergency”.

% Consorzio per la Ricerca e la Formazione.
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The main objective of the measure was to implensnfutomatic control and data management
system AutomaticRemoteGrand- Canal ObservationSystem ARGOS) along Grand Canal to back
up the reinforcement of existing regulations andvjate continuous monitoring and data. This will
help to develop new traffic management policies.

The goals of this ARGOS project were:

» to reinforce existing city regulations regardingess and speed limits in the Grand Canal
limited zone,

* to enforce city regulations on other traffic managet issues in the Grand Canal limited
traffic zone (parking, timetable, wrong way cirdiga, etc.),

» to provide accurate, systematic and continuous uneaent of traffic density and flow. The
system provides information on the exact numbegre tgnd speed of boats navigating in the
Grand Canal.

Implementation
The measure has been implemented in different phase

Concept design review A thorough review of the available image analy#&ware algorithms
and techniques was carried out in collaboratiom &it outstanding scientific partner (University
of Rome“La Sapienza”,Dept. of Information Science and Technology). $&tsandidate image
analysis techniques were identified (Automated dfidgiechniques for Robot autonomous action).
The ARGOS system is based on automatic vision tdobmes and processing of digital images
collected by a group of IR/VIS sensors: Survey §adhach using special cameras. The fields of
view of all the cameras are joined together innglsi real-time picture of the whole waterway. A
series of preliminary tests was carried out on ireabes of the Grand Canal.

ARGOS Prototype System ReleaséAn exhaustive survey was carried out in order tectehe
most appropriate locations to install the SurveJISC& preliminary optical coverage map was
drawn up in order to define the minimum number @@y Cells to be installed.

The 14 Survey Cells were installed just below thef bf several buildings leaning over the Grand
Canal at the determined locations along Venice &@anal.The Bureau for the preservation of
Historical Architecture Heritage approved the desigd authorised the installation phaBke city of
Venice and ACTV, in collaboration with the univeysihave defined final analysis software
algorithms and image analysis techniques.

ARGOS System implementation:The control centre was installed and is fully @pee and the
testing of the system was completed in Novembei7 2Z00e 14 locations are interconnected in a
network structure converging in the Local Policee@pive Centrewhere the information
received is coherently managed and integrated wigh navigation control systems already
installed in the CentreThe system provides @al-time picture of the type and position of each
boat circulating in the Grand can8loats entering or exiting the waterway systemdatected and
their travel is analysed along the whole waterwagwork. The relevant extracted information can
be divided into two groups: statistics measureseamaht detection.

Police officers are equipped with handheld comput&hen an offence occurs, the operations
centre automatically communicates this to the halitlcomputers. At the moment, the police
cannot use ARGOS images as evidence to prove tthaffence has been committed, but they can
be used as proof of violations when police officatercept boats. After approval of the system
by the Ministry of Infrastructure and Transportta@natic emission of fines should be possible.
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The training activities of the City Planning Offiseand Public Security Officers for the optimum use
of ARGOS functionalities were concluded in MarctD80In 2007, several dissemination activities
were set up around the system.

Figure 33: Survey cell location in Grand Canal

Results

The evaluation focused on impacts in terms of itafianagement including the variation of
traffic flows (ex ante and ex post) and the analysitraffic offence (fines) trends in the Grand
Canal.

A continuous and autonomous traffic monitoring egstsupports the municipal police in the
reinforcement and implementation of the regulatioragfic schemes and restrictions for the boats
navigating in the limited access zone in Grand Cana

- The positive effect over time of the AROS contrgbtem on the global volume of boats
transiting in the Grand Canal has not yet beengpezd. Total traffic flows in the Grand Canal
over the years show a sharply increasing trénkled to the development of water taxis circigt

in the Grand CanalThe 2008 data report a particularly high trafficrease by +27% in
comparison to 2005. This increase far exceeds @04-2001 growth rate. A longer period of
evaluation would be necessary to see a reductma in the global boat volume and in the water-
taxi flows, particularly in the critical peak hours

« The strengthening of traffic contr¢t 267% increase of tele area controls since 20@42905)

led firstly to fine increases followed by a graduatismse since August 2008. The reported trends
in the monthly number of traffic offences in 2002008 show similar patterns that follow boat
traffic seasonal patterntie high traffic offence period corresponds to sy tourist season from
May to OctoberHowever, a slight decrease in the number of trdifies is reported from August
and September 2008 in comparison to 2007 with df@ground 28%. By the end of the year, the
total number of reported fines for 2008 will surélg lower than the 2007 level, confirming this
positive trend,;
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- In the Grand Canal, the number of fines amountk, 7d5 in 2007 and 1,372 for the first nine
months of 2008 and represents about 24.5 % andr@g@ectively of the total fines for all Venice
Limited Traffic Zones (LTZ).

This measure has helped to improve traffic managepaicy. It is tightly bound to the water traffic
management -modeling tool (measure 12.6), and otaiic management instruments (measure 12.5
“Satellite control (GPS-GPRS) for water PT service¥enice”).

Lessons learned and recommendations

The implementation of this measure has not comaganst any barriers. The strong political support,
the validation of the survey cells design and impatation by the Bureau for the preservation of
Historical Architecture Heritage all helped to amfe this measure. Stakeholders like the Municipal
Police, the city of Venice, ECOTEMA SPA and ARCHEBIES have played a part in the measure’s
success.

Various City Boards are interested in innovativeysvaf dealing with security issueBRGOS is an
application of advanced navigation and informafoocessing technologies designed to improve
the performance of the existing transport contrgétem. Intensive surveillance and data
collection concerns the privacy of travellers and the publigéneral.To avoid this concern, it is
important to invest in communication and informatidiffusion through local media that are
generally very sensitive to new technolodgtymay nevertheless encounter some legal bariers
other countries

3.10.7 Measure 8.8: Introduction of low impact, acess for all waterbuses in
Venice

Introduction

Throughout Venice’s history, waterborne transpatahas been a critical and integral part of the
city's transportation system, as the primary mednghicular transportation is boats. The city bae
main point of access, Piazzale Roma, the pointntlyeor visitors from Mestre and the mainland.
Two rings, an outer ring and an inner ring, repnésiee most important waterborne traffic arteries i
Venice.

The city now faces a great deal of problems, ssdhadfic-related noise, pollution and congestiod a
also a peculiar aspect of transport called “motdosn”, which is the wake motion or wake pollution
directly due to boat traffic.

ACTV is the Venice public transport company workiog both mainland and water. Technically,
there are three types of boats, the "vaporett@";'totoscafo” and the "motonave”, all registerethwi
RINA. The so-called “around the city” ACT™lines are strategic circularbtoscafd routes that
connect strategic points of the outer perimetéregiice’s islands.

Objectives
The main objective of the measure was to diffeeg@tpublic waterborne transport both in terms of
environmental impact and access for all users.

¥ the Venice public transport company
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The Piazzale Roma/Murano “around the city” routeswarior to MOBILIS, served directly by
“motoscafi”: smaller waterbuses suited to the rdatéerms of size (capacity of 154 people), but aod
have the necessary facilities to enable access@nitbrtable travel for people with disabilities.sBangers
with disabilities travelling from Piazzale Romatke Civil hospital and to Murano Island therefoesl o
take a boat to reach San Marco square, in the agpmbeection, and change for a larger baadb{onavée to
Murano Island.

Within the MOBILIS project, 18 new waterbuses (nsmafi) with a lower environmental impact have
been set up to improve and strengthen strategierta@tne public transport lines that circumnavigate
the Venice city island. The new waterbuses aresadule to disabled users on a direct waterbus route
previously inaccessible to this type of user, alfaythem to travel faster and in safer conditions.

Implementation
The measure was implemented between February 2@DBil 2007 in the following phases:

After the detailed design and approval of the neatewbus, ACTV launched a tendering procedure
that permitted the construction and testing of watses. The construction of each waterbus was
supervised at the shipyards and the RINA offi@at$ were carried out.

Then, the new waterbuses were introduced into thd\A fleet and training was aimed at both
onboard personnel and maintenance personnel.dhsoa

« verify the manoeuvrability of the new vehicles givénheir bigger size and the specific
characteristics of the routes they will be used on;

- for both onboard and maintenance personnel, acougtersonnel to the new onboard
equipment such as the GPS system and system fomtigport of disabled passengers;

¢ maintain the waterbuses’ new engines and other imaghin the preparation and final stages.

The design of the new waterbuses has been impneitedoptimisation of both hull fluid dynamics
and the spaces onboard and fitting out. They argeiloand wider, equipped with acoustic signal and
information panels. All 18 planned new waterbussgehbeen in operation since 2007.

The "around the city" circular routes now allowidesit and tourist passengers to easily reach tthe Li
and Murano islands and the Venice civil hospitahgisan urban route without any architectonic
barrier.

Results

With these 18 new waterbuses, the ACTV has vastlyeased the fleet capacity to transport users
with reduced mobility. The proportion of motoscafiowing safe transport of disabled users reached
27.3% at the end of 2006 and 32% at the end of ,20@Ring ATCV a disabled-friendly waterborne
transport company that covers all the strategiaitgoof the city and has improved the waterborne
transportation services for passengers with digiglsilin terms of travel time, accessibility andesg

» The new boats provide boarding facilities for useftering larger boarding space for
wheelchairs, and lower vertical height differenegween the docks and the boarding area.
The maximum height between the pontoon and thelimmsting area even during particularly
high tides is around 15cm, and that is a relevesult as the height difference with the older
mostoscafi can reach 35cm in bad weather conditibnsse technical improvements offer a
better accessibility for persons with disabilitiesd safer and more comfortable travel
conditions.
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« Disabled users may now save more than 2 hoursntewand nearly 1 hour in summer time,
from the bus terminal Piazzale Roma to Murano. rete of the new boat use reached 16.2%
of the fleet in 2007.

In addition, the city of Venice, which has a spkdiedicated web page for the accessibility of Venic
to people with reduced mobility, has created tHenrahandicap service and set up a transport service
reserved for the disabled to help them get arountheé city and surrounding areas. It is currently
estimated that almost 70% of the historic city oeig accessible to people with reduced mobility.

These new waterbuses reduce the environmental @ansg. The research performed by the ACTV
technical office with the collaboration of the Ueigity of Trieste (Department of Naval engineering,
of the sea and of the environment) has improved ghapes of hulls and the hydrodynamic

performances with a reduction in motion resistaot@bout 23% (at 20 km standard speed) and
consequently a lower wave resistance. The noisgctieeth with the new motoscafi is considerable. In

most points of the passenger part of the boatrgtlaction exceeds 10 db, i.e. it is perceived lgy th

passenger that the intensity has been reduced f®/tihmen half.

The customer opinion of ACTV navigation servicegdfically regarding the environment and
facilities for disabled people was overall positive

Lessons learned and recommendations

No relevant barrier has been reported. Howeversacte disabled data and reliable statistics at the
local (city and regional) level could be improvethe implementation of the measure has been
facilitated by the good collaboration between thity ©f Venice, ACTV central office and ACTV
technical offices, but also by the efficient cobtiadtion between ACTV technical office and the
shipyard companies for boat executive design: "€entdi Pesaro" and "Cantieri de Poli"and by the
good collaboration with the local disabled peopblssociation. The press conference organised by
ACTV in June 2005 and in August 2005 allowed tHevant user to get the appropriate information.

The improved accessibility to waterborne publangport facilities for disabled users is an imparta
step in integrating disabled people's needs inbdigtransport policies and planning.

The recommendations for this measure are to idetitd travel patterns of disabled people and gain
an understanding of key transport issues facingntbarly on in the design process, and to carryaout
communication campaign dedicated to customersderdio highlight the new transport facilities and
the better environmental performance of the nevit énaorder to improve user perception of the
quality of the transport services.

3.10.8 Measure 9.4: Expansion and diversificatioaf the car-sharing scheme in
Venice

Introduction

This measure aimed to expand the car sharing schathdifferentiate the services offered, including
corporate car sharing and the introduction of MeBisuitable for customers with disabilities.

Venice’'s peculiarities in the transportation fiskem from the juxtaposition of two parts, eachhein
very well defined and with different needs: the mheid with high vehicular traffic density and Istain
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Venice characterised by waterborne transport asd ly the strong attractiveness of the historical
island in terms of tourist activities and commutervement.

Car-sharing experiences in Italy started with aitéch number of demonstrative experiments in
different cities. The advantages of car-sharingises in Venice are quite evident, especially ia th
mainland where vehicles are few and parking faediscarce and expensive. In Venice the car-sharing
project was started in 1998 with Azienda Servizidilich (ASMS.p.A®.), as a natural consequence of
its interest in R&D on sustainable mobility. Theojact was initially limited to 8 vehicles, all
electrically powered and used in Venice Lido. Tkaigles could be collected and left in an automated
fashion at 5 strategically distributed points ambtime island. The 40 or so users included residamds
businessmen.

Thanks to this first experiment, which terminated2001, the necessary skills were acquired for
developing a more complex system on the Venetiamlaral, where the car-sharing project was
started up in 2000. In 2002 it became part of KD8,national coordination structure. The car-sharin

fleet at the beginning of MOBILIS was composed @f\&hicles — 5 of which run on natural gas.

Before MOBILIS, neither public buses, nor taxis avable to transport wheelchairs.

Objectives
The objectives of this measure were to:

1. expand the existing car-sharing fleet by 30%,

2. diversify the supply through a sustainable pasahig policy to reach a 50% fleet
proportion running on alternative fuels;

3. cater to more users by introducing in the carigly fleet vehicles suitable for the
transport of disabled people; have 1,000 userbefcar-sharing scheme by the end of
2006 and permit people with disabilities to be oustrs of this service.

4. reduce the number of private cars in the citglegigning and demonstrating a corporate
car-sharing scheme by signing agreements with hipaaies for approximately 15 cars
(minimum Euro IV) by the end of 2005 and the samenber of firms for the same
number of cars in 2006.

Implementation

The measure implementation can be divided into mwen sets of activities: the expansion of the
existing car-sharing fleet and the developmenhefdorporate car-sharing scheme.

1. In order to ensure ongoing high-quality custommenvice, the expansion of the car-sharing
scheme has been guided by the consultation ofuiverd pool of customers for feedback on
preferences and performance. The results of sestrdies, which have defined the vehicles
suitable for installing the car-sharing onboard pater system, alternative fuels available and
their related performance and identified the maodiable vehicles to be adapted to disabled
customers’ needs, have guided the purchasing poHc¥iat Doblo 1.4 active vehicles,
modified for transport of disabled persons, wergotiuced into the fleet in January 2006.
Thanks to MOBILIS co-financing, 20 cars, includiBgCND ones, were purchased ready
equipped with the onboard computer, and two onbaardputers for two hybrid vehicles
werepurchased without MOBILIS co-financing. In four yedhe car-sharing fleet increased
by 135%; from 22 vehicles before MOBILIS to 56 la £nd of the project. 68 car park spaces

%8 Azienda Servizi Mobilita — www.asmvenezia.it/
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are now available and 8 new car-sharing pickupcatiéction points have been added during
the project for a total of 19 car parks.

Lo magia di un'suto

% ehe Ti solleva

~ da odpi preoceupazione
14 i

3
3

2. At the same time, the activities regarding tbeporate car-sharing scheme have included,
between February 2005 and January 2006, the rgfininthe business concept for the
corporate car-sharing scheme on the basis of a m&ranalysis of local company needs,
definition of a new architecture for the car-shgrimanagement system, the further
development of the scheme’s current car-sharingvaoé and onboard computer technology
to allow company and local authority reservatiomstomer recognition, monitoring of
movements (particularly for the commuter car-shffiacility) and customised accounting.
The ASM car-sharing technological system is comgoska central system, the onboard
computer and the call centre (car reservation identarough a 24-hour call centre and users
must specify when and where the car will be pickgd and returned afterwards). The
corporate car sharing and business/home car-shsoihgare was tested in May 2006.

The study of fiscal issues and definition of théftaystem making car sharing convenient for
business purposes completed the process.

At the beginning of CIVITAS, fees were based ocavél distance and time, and covered
maintenance, insurance, registration and fuel. firencial conditions changed in 2008: an
annual association fee of €50 was introduced amddist of the service is currently calculated
on the basis of the following parameters: €2.50 MAdluded/hour; €0.35 VAT included per

km travelled.

ASM set up different training sessions regarding tlew systenfor call centre employees, for
employees in charge of administrative work linkedhe corporate car-sharing scheme and for local
authorities and private companies to promote thpopnities given by the car-sharing service.

In autumn 2008, ASM carried out a questionnaireeldasurvey in order to improve the service and to
promote its use in an appropriate manner. By queisiy potential users (people not yet custometrs), i
would also be possible to estimate the level adrgdt in car sharing and potential growth at tleallo
and regional level. Regarding the impact on usebility behaviour, in the future it might be worth
exploring the proportion of customers who give wpnmg their own car to join the car-sharing
scheme in Venice. A specific website could be deéd to the Venice car-sharing system to better
inform current and potential customers.
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Results

The measure has surpassed its expected resultsuwiihd 4,600 users (valid member cards) in June
2008 and 494 firms having signed up for a regudarsharing service. 1,864 contracts are in force.

With the two new vehicles for the transport of Bisal passengers, the car-sharing scheme represents
a valuable opportunity for improving transport esibility for them. The service has had significant
success with an annual mileage per car in 2008@iite9,500 km.

The environmental estimated results reveal thatrtteasure has reduced emissions by about 79t/y of
CO2, 218 kgly of CO, 19 kgly of NOx and 18.8 kgfyHC. Further study would be necessary to
explore the influence of the car-sharing schemeusers’ lifestyle and mobility habits and the
environmental benefits in terms of lower trafficdgmarking congestion.

The results of the survey have revealed that, ammanrg sharing users, economics (44.3% of
respondents) and traffic conditions (41,8%) are emniamportant than environmental ones (27.2%).
Reduced cost in contrast to the expense of a iwadltcorporate fleet is the main motivation for
companies.

The decrease in car space use and lower numbarsfcaculating in the city area represent other
wider benefits.

Lessons learned and recommendations

At the city level, car sharing emerged as a nicarsport alternative, which complements an efficien
public transport system and other measures to gt modal shift.

The main barrier encountered when implementing thesasure was the recurrent reluctance of
companies to convert their current business fle¢d ia shared-use vehicle system. The weak
commitment of national natural gas distributorsgarticular ENICHEM) was a significant barrier to
completing the measure on time.

During peak times, the number of available carisigavehicles with respect to the number of
customers is now limiting the ability of the seevito meet demand. There is also a psychological
barrier for employees that fear being controlladtigh the car-sharing data system.

National policy addressing car-sharing issues @rtiqular the decree law of @March 1998 on
sustainable mobility in urban areas) facilitatedrpotion for the cities and integration of the car-
sharing scheme within the public transport plannifigancial aids during the start-up period, and
incentives in favour of car sharing, have beentkeye success of car sharing.

One of the factors of success in Venice was tlpeagpiate integration of car sharing in local tiaff
planning thanks to close cooperation with the mubdaffic managers, which has helped to develop
parking facilities (park & ride car park) and céasing platforms at local level.

ASM has a proactive approach in responding to denfiaiereasing the number of cars available) and
to preferences (new cars co-financed by MOBILISeMaought on the basis of indications emerging
from focus groups held with users). ASM also cortendititself to organising many promotional
activities for the car-sharing service and offdiiaencial incentives for those using CNG vehicles.

To successfully develop car sharing at city leviels important to integrate car sharing into local
traffic plans as much as possible and collaboratlk representatives of public traffic and mobility

services, provide financial-based incentives for ocaners who scrap their car in favour of car
sharing, develop intensive information and awaremsing campaigns towards the public, advertise
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to potential users and in particular firm mobilitganagers and provide further analysis of any
obstacle.

3.10.9 Measure 10.2: Clean urban logistics in Verac

Introduction

This measure focuses on the creation of a web-eddhformation system for the management of
temporary and permanent parking spaces along ttee aanals in Venice.

In the last decade, traffic congestion has becdraartain problem for waterborne traffic of Venice,
specifically in inner canals with the interferermsween daily waterborne traffic, local deliversesd
the presence of parked boats along the docks.

From the 50 questionnaires handed out in 2001 dac#ngo workers of th€onsorzio Trasportatori
Veneziani Unitt” it became clear that, for most of them, boatitaffas a problem in the city and that
docks equipped with unloading equipments would tyrdzelp to speed up deliveries. The lack of
space was the main concern for boat parking. Ite sgi the current system of allocating parking
spaces in the City of Venice and the regulationgaeern boat parking along the canals, enforcement
of current parking laws was difficult due to theKkaof updated and on-time data on parking. Two
different water space permits exist: one for citzeand one for transport companies. The
administrative procedure in order to obtain a perma water space could take more than 8 months
and the authorisations were given based on a wadbility officer’'s experience and not on a traffic
map. Permanent permits were renewed on a yearly. hégwever, if a space was known to be vacant
for a period of 6 months, the permit was annullednsure that parking spaces will not go unused. As
the cost per square meter is €48 per year for maeent permit and temporary parking permits are
free, applicants could abuse the system by continaipplying for new temporary permits.

% Consorzio Trasportatori Veneziani Riuniti(CTVR) @ises approximately 70 percent of the cargo
deliverymen in Venice and gathers the most impbtampany of the sector in the City of Venice
(http://www.cvtr.itupdated on 10/01/08)

02 April 2009

CiViTAS ‘ GUARD ‘ [ T e Page 195



Project Final Evaluation Report —

[

Objectives
The measure had two main objectives:

« to manage the permanent and temporary boat paskiaces along the inner canals in Venice
more effectively, through the creation of a webkded information system that integrates
day-to-day administrative acts (requests, authtooiss, etc.);

« to provide support to decision-makers for the irdégd management of boat traffic and
circulation, during ordinary and extraordinary ations.

The planned and controlled management of waterbpanking and the use of docks should have a
positive impact on traffic congestion as well asa@ve motion and noise pollution in Venice canals.

Implementation

The dock use survey in September 2005 identifiedattual use of docks, which meant that they
could be classified according to their prevailirggs. Given the general standards for the revision o
the permitted use of docks by different boat tygiedifferent times of day and night, the boat ddcks
be reserved for the delivery of cargo at set tiered those that could be used temporarily could be
identified. Thus, with the gathered informationleoted in the study on the use of inner canal parki
spaces and the areas experiencing traffic problémsElectronic Parking Management system was
developed in July 2006, based on an online geogralghformation system (GIS system).

The system is divided into two main sections: esdrsi mode and administrative mode for both
permanent and temporary permit applications. Caniegrthe end users mode, the designed system is
an interactive tool that allows citizens to vissaliand select in an efficient manner, the tempavary
permanent water parking space that suits their meBde maps are zoomable down to individual
canals in the heart of the historic centre of Venand a series of tabs, menus and buttons errable t
user to visualize parking-related data both alph@arically (in tables), graphically (in graphs) and
geographically (on maps). The applicant entersh&lnecessary information for the application into
the computer both for temporary and permanent pgrand in return the system will give the number
of boxes that satisfied the end user request andrthual cost of the permit.

The administrator mode of the system has speaifictfonalities and access is reservedvitmbilita
Acqueaofficers. The permanent water space applicatioesaeound 1,245 per year and only 85 will
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have to be checked by the Water Mobility Officedémost 3,000 applied per year for temporary
parking. The introduction of a €10 administrativee fcould deter unnecessary applications and
improve service efficiency.

The designed parking management system has bded t®gs the Water Mobility Office Mobilita
Acquea)staff in order to gather opinions and ideas on fthal work and in order to study the
functionalities of this new system with the stakeleos.

C S Tk R4 A D

Bowre CORCTU HEE Ou P e

Results
The expected impacts after the complete operatiggaliation of the system (beyond MOBILIS
timeframe) concern the following aspects:
- the optimised use of available water spaces ancethection of boats competing for the use of
the same dock, by reserving docks for certain k#yities at certain times of day;

« the reduction by around 7 months in the waitingetim obtain concessions for parking spaces
(both permanent and temporary);

» the elimination of the possibility that temporaryckting permits may have a negative effect
on key services (such as deliveries or emergerejces) and obstruct traffic;

- the improved enforcement of regulations

« the provision of reliable information to control diotraffic and reduce wake and noise
pollution.

Lessons learned and recommendations

The MOBILIS project has been timely in offering @pfunities for modernising and integrating
informative procedures linked to the administratmanagement of temporary and permanent boat
parking spaces. Stakeholders like the local auibsrithe transport trade associations, Forma Urbis
and the Water Mobility staff were actively involvedachieving the measure.

No relevant barriers have been reported in the umeasiowever, access to information related to
user's complaints with the current system couldviproved.

There are three main positive features of the nreasu
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- the combination of long-standing experience in Yenetian local context and the strong
expertise in geographical information technolog@s Forma Urbis including theCity
knowledgeprinciples developed at the Massachusetts InstatiTechnology (MIT);

- the participative management of the activities; tm@ntact established between local
authorities and transport trade associations hasvied end users and local stakeholders and
gained their acceptance of the new water traféam pl

- the long-standing collaboration between Forma Ualid the City of Venice, Water Mobility
Office has found a solution to the Water Mobilit§fi€e’s commitment to using geographical
information systems in order to improve the efficg and effectiveness of boat parking space
management along the inner canals in Venice.

During the first phase of the measure, a handboaek ywroduced in order to standardise the
methodology of data collection, the analysis ofldoses and the re-calibration of permitted doclsuse
in Venice. This methodology of re-calibration cobkel used in other similar urban contexts in order t
decide about parking management in a limited arearational and planned way.

For better management of parking spaces in thecéeranals or in other similar contexts, the use of
the GIS Grid system permits an accurate visuatisadi the parking and dock use and will be more
transparent for the citizens and end users. Thicapfs will be able to choose the parking spadg on
on the pre-determined boxes and the system wilidagpplicant errors or uncertainties on the
presentation of the water space plan. For each bew, attributes such as accessibility may be
introduced.

Lastly, it might be worth studying the acceptapilif the introduction of an administrative fee for
temporary parking applications.

3.10.10 Measure 11.9: Promotion of safe and increas bicycle use in Venice.

Introduction

A priority objective of the City of Venice adminiation is to shift part of mobility to modes that
lower traffic congestion and have low environmeirtgbact, specifically because 50% of car journeys
cover less than 4 km.

Objectives

The main objectives of the measure were to incrédaseise of bicycles in Venice by about 18% by
the end of 2008, targeting residents by using comecation campaigns and infrastructures and to
educate school pupils in the use of bicycles afal remites.

Venice's City has a particular structure as itiisdéd into two parts, mainland Venice and Island
Venice, connected by a bridge used by buses, tasidsars. Due to this particular physical struestur
riding bicycles on island Venice is forbidden, bot in mainland Venice and other lagoon islands.

Before CIVITAS MOBILIS, the use of bicycles was nadry widespread. Some estimates reported
that the bicycle accounted for about 8% of toti@istin 2000, although some claimed that this figure
was underestimated and not accurate enough toopenty compared to the first in-depth Modal Shift
survey, conducted in 2006. It was in the late ‘BGg the development of cycling facilities became a
priority, with the adoption of the "cycling pathp". There were about seven cycle lanes in Méstre
begin with. In 2002 Venice City created a spedifiice to promote cycling mobility, called the "Rik
office". In its first year, the Bike office produtea map of cycle lanes, organised the cycle lane
maintenance and carried out a survey showing 0% df students cycle everyday to high school.
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Regarding the cycling infrastructure, the mainwaif underpass for bicycles and pedestrians was buil
in 1992: the Ponte San Guiliano, a 120 m bridge203, it led to the bicycle becoming the most
popular form of transport. At the end of 2006, thearded bicycle park at the Mestre railway was
opened and in 2007 two railway crossings were abiteid. According to Modal Shift survey results,

conducted in 2006, bicycle use in Mestre reachéd. 16is a means of transport used by people of all
ages and in particular by children up to 14 yeddtsaad by adults between 65 and 74 years of age.

The innovative aspect of the measure was a neweptunal approach with radical change in the
strategies to promote and stimulate bicycle useutiit a complementary set of actions and by
designing and applying new soft strategies targetipecific user groups, particularly primary school

pupils.

Implementation

In 2005, the Bike Office analysed central areapasticular interest, both urban and commercial, in
strategic places of the city based on the critefiaonvenience, attractiveness and proximity tdecyc
lanes. It then purchased and set up 100 outdoaresdiike racks in Mestre city in July 2007. The
“Bike safely to school” project also calls for thraplementation of roads, signposting of safe home-
school bicycle routes with 3 local primary schoals, Officer Scheme to accompany primary school
children by volunteers, and at least the increagbe use of the bicycles in all primary and seeoyd
schools as a result of the projects.

Concerning the “Bike Safely to school” project, ifchl agreement has led to a participative project
being launched, called "design of safer home-schimykle routes with local primary schools”, from
the end of 2006 to the end of June 2007. This qipétive project has promoted greater road safety
and greater independence for school children inviéiice mainland. Critical points of safe home-
school bicycle routes were identified along witlogwsed solutions and a plan of action, based on an
educational and participative programme within ¢hsehools in Mestre.

Thanks to effective collaboration with the FIZRssociation, the "communication campaign A.Bi.Ci"
led by the Bicycle office in willing schools betweEebruary 2008 and May 2008 was successful, and
as other schools have expressed interest in thed®ro'enice's city and FIAB have decided to in€lud
more schools in it.

The first planned "Demonstration pensioner bicyaffecer scheme" changed into a demonstration of
the BICIBUS ("Biking School Bus"), organised in Al@008 in Mestre with the participation of many
groups of children and volunteers, and the necessarnpment.

0 Friends of the Bike Italian Associatiofrederazione Italiana Amici della Bicicletta
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Furthermore, 10,000 updated maps of cycle lanegatits of the Venice mainland (3rd edition) were
printed and distributed to all primary and secogpdahools of the Mestre municipality in September
2007 and the city of Mestre produced horizontal &edical signs, enhancing the visibility and
recognition of cycle lanes, maintenance works afdtg improvement works for home-school routes
concerning 7 primary and secondary schools.

In addition and thanks to MOBILIS’ contribution tiee planned actions, other actions were carried out
which have also contributed to the success of thasare in the framework of the "Promotion of safe
and increased bicycle use in Venice". In 2006, Bilee Office, with the collaboration of Mobility
service Agency (Azienda Servizi per la Mobilita MS) and the Italian federation of bicycle
associations (FIAB), mainly:

e opened a guarded and covered parking area for atkibe Mestre train station; the number of
secure bike racks installed now exceeds 1,000 ¢fnaut Mestre city,

e approved and published the "Bicycle Master plan”,
* identified 16 continuous cycling routes,

e promoted specific initiatives like "Bimbimbici" fosafety on home-school routes and also
European Mobility Week, held annually since 2006

The whole measure has been achieved and implemastadginally planned, with only slight delays.

Results

The expected results have been achieved in fulthétend of the MOBILIS project, the cycle lane

network had increased by 70% since 2002 and bidesray about 10% since 2006. Many schools are
involved in both horizontal and vertical signposgtiactivities and maintenance works installation of
signs.

The preliminary results of the 2008 survey show, timathe city of Mestre, the modality share ofdsk

is currently around 19.5% of the total number gftmade by residents. The percentage of residents
who cycle often has increased from 35% in 20062 4n 2008 and bicycle traffic has increased by
15 and 24% respectively on Mestre’s two main street

The level of participation in schools has been J@gh: more than 2,500 children, 130 classes and
about 15 volunteers have been involved and mone @986 of the school teachers are satisfied with
the communication and the initiatives aiming torpote bicycles. Of course, it is difficult to measur
the direct impacts of the activities on the pupils.

Air pollution, global climate change and trafficrgestion are all reduced by biking instead of digyi
but quantifying the environmental benefits of thedal shift has not been possible as no model or
data for calculating them is available yet for @ity of Venice.

Lessons learned and recommendations

Concerning possible difficulties, no relevant bersi have been encountered in implementing the
measure and in carrying out all the sub-actions.

The main positive feature of the measure in terimeaseased bicycle use is the urban planning ef th
city, which foresees a wider network of bicycledarconnecting the focus points of the city, such as
residential surroundings and the main transpoerimodal points, and also challenging measures such
as the protected bike park at the Mestre-Venica tsstation. Other positive features are the local
political context which supports bike mobility, tBée office activities, the effective cooperatiaith
schools and cyclist associations and new leadifigstiucture like the cycling/walking bridge (Ponte
San Guiliano) and the Bicycle Loan Initiative atefiPark and Rides.
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It is important to involve school representativiesichers and families early in participative prigec
regarding school children cycling. The equipmerd #me potential need to ride on a road, planning
and conducting a biking-to-school bus need more tihmn walking activities. Before starting the
project, it is necessary to provide children witagiice and training on bicycle handling and rwés
the road. One adult supervisor for six childrereisommended.

Of course, to implement such a measure, a city sx¢edprovide high-quality cycling facilities,
improve cycling safety in the urban environment amdate cycle paths for recreational cycling
activities at the weekend.

3.10.11 Measure 12.5: Satellite control (GPS -GPR&)r water PT services
in Venice

Introduction

This measure focuses on integrating the ACTV pubbmsport centre with the Municipal Police
control centre in order to optimise boat trafficte Venice lagoon.

The main means of transport in the traffic systariWénice (historical centre and the lagoon islands)
is boats. Like other major cities, Venice has tefdifficulties like traffic related to noise, pation,
and congestion but must also tackle wake pollutansed by boat traffic, so callédoto Odonso
With the increase in boat mass and speed as d cdghke use of large diesel engines, wave motion
has become one of the major causes of damage toad®mment structures of historical buildings in
Venice since the early 1960s. Since then, the Vamédunicipal Authorities have defined rules and
tradeoffs suitable for the need of mobility of gepthhabitants and tourists on the one hand, amd th
need to preserve historical heritage on the othkrasures such as speed limits and strict traffic
behaviour rules have only proved to be partly ¢ffechowever, due to the lack of continuous and
autonomous traffic monitoring systems.

ACTV, the Venice public transport company, providemsport services on both the mainland and
water. Its fleet is composed of about 152 craft$ @pproximately a hundred pontoon boarding points.
In the 1990s, the public waterbus fleet was equippgh GPS satellite receiveend a first rough
speed and trajectory monitoring system was putlacepACTV has done a lot since to renew its
fleet.In 2004-2005, the Waterborne Mobility Office of tbigy of Venice set a modern wide-range
general fleet control system called SALOMON, whossn feature was the ability of the onboard
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equipment to define an extremely accurate boatiposivhile containing a complete map of the
city waterways with their related speed limits. SMAON system proved to be very effective and
precise but concerned only the vessels equippdd @RS All of the crafts were equipped with
radiophone for communication with the Shipping @Gpiens Centre and the DGPS satellite position-
finding system. However, in order to improve water® traffic control and wake reduction
regulations, as well agnable the location of all vessels for monitorigd communication
between waterbuses and control centre and giveinealinformation to the public onboard and at
the waterbus stop# was necessary for the Municipal Police and XQ® set up a joint centre to
obtain information about the general water traffitcuation and provide complete data for
simulations and consequent traffic control regal&i The therefore had to carry out an overall
control and integrated management of the watespan system

The ACTV centre that was already up and running dedicated to specific traffic subsystems
and could not be used for overall management ofviiter transport system.

Just before the start @flVITAS MOBILIS, the Municipal Police centre was under construction,
and the projecprovided the opportunity of a joint centre betwélea Municipal Police and ACTV
being created in the city of Venice.

Objectives

The main objectives of thistrategicmeasure were to assist transport services angtiimise water
traffic in the lagoon through the integration o&tACTV operations centre and the Municipal Police
control centre with an “external” system. Thiovided a key element for the set-up of a water®o
traffic decision support system for the managenagwt control of boat traffic circulation in the
Venice lagoon, in both ordinary and extraordinatyagions.

Implementation

The city of Venice and ACTV (the Water PT compaisghnicians met several timégfore
purchasing the hardware for the joint centre, theotto assess the data transfer protocol between
the water PT system and Satellite Control systehe Development of software and related
adaptations” was completed in June 2007. In 20@&TMA carried out the connection to the control
centre and only tested 6 onboard GPS and GPRSsg/sbeecause installation on metal boats could
have introduced disturbances. THETIS provided thar@priate software and adapted the hardware
for integrating the ACTV system with the Municip@blice one, even for older waterbuses. It was
completed and tested in October 2007 and now, tuagées can be tracked in both the ACTV and
Municipal Police’s operational centre; all persdnhave been trained. In March 2008, the ACTV
produced the manual for the ordinary and extraargimaintenance of the system.

Results

For this technical measure, focusing on the integreof the ACTV public transport operations
centre with the Municipal Police control centre aftéring innovative aspects at the city level,
the impacts during the MOBILIS project lifetime ararticularly hard to interpret quantifiably.

Concerning the results of the actual implementatibthe measure, the GPS-GPRS system has been
installed in all new waterbuses and older ones la@se been replaced. It turned out that all 140
waterbuses were concerned.

The integration of the waterborne public transi@&PRS system - for Venice waterbuses - into the
municipal police centre - increases the range qiiegtion and furthermore, facilitates close
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cooperation between local stakeholders in lagoafiidr According to ACTV and the Municipal
Police, all ACTV waterbuses circulating and in $egvn the Venice canals are visible with the AVM
system and with the joint Municipal Police contsgstem.With the system, an ACTYV officer is able
to know the real-time location of all ACTV vesselsaning and present in the network. The
system is able to automatically compare the plarsesdice with the current boat position and
inform the officer of any delay. The officer mayethdecide, according to the data received, to
provide additional courses/boats to guarantee terbstrvice and to keep timetables. The system
allows a dynamic management of the public boat féeel improves the management of daily
activities and traffic emergencies

Lessons learned and recommendations
Implementation of the measure came up against taia barriers: administrative and financial ones.

Firstly, the CDG TALV was appointed by governmerdakree from the Civil Protection n.3170 of
27" December 2001, integrated by the ordinance n.3%962" April 2002 in order to tackle the
“wave action” emergency. The legislation provideattgovernmental delegation is limited until the
state of emergency has been overcome. Therefora, ff February 2007, with the formal finalisation
of the emergency situation, CDG TALV transferredthe City of Venice all the contracts and
commitments, as well as the goods and equipmenirachto deal with the emergency, along with the
accounting and administrative documents and thdade financial resources. In this context, the
activities and the contractual commitments relatedhe European project “CIVITAS MOBILIS”
were also transferred to the City of Venice with@DALV enactment 2\2007, n.365, 3January
2007.

Secondly, ACTV’s budget covered the installatiorG#S-GPRS in newer waterbuses, although older
waterbuses were still in circulation without therdvaare necessary for localisation. As the ACTV
software for the monitoring of the public transpfieiet could be adapted for the integration of the
joint operations centre, the budget had to be mowdlde adaptation of the software and the hardware
and GPS-GPRS equipment had to be purchased farwéderbuses.

The need for the City of Venice municipal policeset up an operation centre for their fleet at the
same time as ACTV intended to extend and improgefl@et localisation and monitoring system
greatly facilitated the possibility of creatingairjt operation centre.

Competences in the City of Venice have been tramgfavithout a hitch, except for the time needed
for the administrative procedures. The CDG TALV @naent provides that the CDG TALV officials,
responsible for the measure, also maintain theorespility of the planned activities after the eofd
the emergency situation, as well as City of Veneecutives. The positive participation of
stakeholders like the City of Venice, ACTV, the Nkipal Police, THETIS and ECOTHEMA played
a key role in achieving the measure.

No specific recommendations can be retained fsrrttéasure.

3.10.12 Measure 12.6 V: Management decision suppaiystem for water
borne traffic in Venice

Introduction

In the last decade waterborne traffic in Venice imeseased tremendously, worsening motor boat
wake (the so-called “moto ondoso”) and traffic cestipn problems in the historical centre. The
canals of Venice are currently experiencing prolldimked to increasing boat traffic levels and to
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wake motion damage on the city walls. Moreover,dbstruction/restoration works along the docks
create negative impacts on traffic flows.

This measure deals with an important and complsxeigelated to the management and control of
boat traffic circulation in Venice. Because of tteficiencies of current models and the lack of
integration between systems at present, the measgstrategic and also ambitious because it aimed
to produce a dynamic waterborne traffic managerdestsion support system for the management
and control of boat traffic circulation in the Veailagoon in both ordinary and extraordinary
situations.

Objectives

The main measure objective was to produce a wateelicaffic management decision support system
for decision makers within the City administratidime DSS will have an interface that permits access
in a hierarchical manner. For example, the Munidfadice will have access to all information.

Other targeted users, such as goods transport, fimndd therefore have access to useful information
for route planning. Statistics concerning boatficadirculation and its impacts on quality of lifeaxd
on the physical integrity of city structures wit lvailable to all public users.

Implementation
This measure entailed the following steps:

* Analysis of the needs of potential users and stikens and design of an appropriate user
interface;

« Standardisation of the typologies and methodologyraffic data collection;

e Collection and parameterisation of the data necgssastimate the indirect impacts of traffic
changes on quality of life and on the physical gritg of the infrastructure of the city,
including:

Noise produced by various boat types at variousdgpe

Wake heights and pressures produced by varioustyymeg at various speeds;

Turbulence produced by various boat types at gpdoifations in the canal network;
« Deliveries made to each island on typical weekdays;

» Management of permanent and temporary signs andr ddrms of information display
pertaining to permanent or temporary changes tiicdragulations or conditions.

Plan to integrate existing traffic models for bakte city and the lagoon into a single system that
includes all of the aforementioned links and cotines. Creation of the institutional agreements and
bureaucratic protocols needed for the integratidth wdministrative systems that manage activities
affecting traffic, such as parking permits and sgdezrculation permits (for large cargo, etc.).

Definition of the data exchange formats/standandsonnect with various systems that could provide
useful inputs to this system, such as the tide ggugmergency response systems, automatic traffic
counters, wake measurement devices, etc.

Results

The measure was innovative and did not offer evimnaspects in terms of physical impacts
during the MOBILIS project lifetime. The evaluatitask focused on the system functions
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(state of the art, technical innovation, data manaant, user interface) and the expected
outcomes (evaluation of the expected impacts).

The measure provides all of the elements for ay félinctioning decision support model for
waterborne traffic. As traffic management decissupport is the essential element of an intelligent
transportation system, the dynamic decision-makimgport model is able to simulate the following
situations before making decisions:

* What kind of effect would closure of a lateral dafma dredging work have on waterborne
traffic circulation?

« What would happen if a barge was parked on thelcartaide apalazzoduring restoration
works?

« What would happen if a certain number of private tooat operators were allowed to transit?

A standardised methodology for traffic field datallection has been produced along with a data
collection form and a specific handbook for fieltal collectors.

The proposed decision support system for traffialysis and planning at the Venice lagoon
geographic scale is based on online Geographitainhation System interfaces and data integration
tools. The system has been designed in such a svay e updateable in a sustainable and continual
fashion through the standardisation of periodicatesl and the interception of administrative acis$ th
affect traffic circulation. This prototype is based the first analysis of the available cartographi
layers. Also, in this case the visualisation of thal physical structure of the city element (sash
bridges, public transport bus station, etc) is ingoat in order to carry out a simulation as close a
possible to the real situation.

It may be interesting for any further developmeithe model in Venice or similar models elsewhere
to also consider how to internalise the issue ef rflationship between the discharge of boats and
chemical water pollution, which has not been caitad.

Lessons learned and recommendations

The MOBILIS project is timely in offering importampportunities for modernising and integrating
informative procedures linked to the administratimanagement of temporary and permanent boat
parking space concessions. No relevant barriers bagn reported in the measure.

The combination of the long-standing collaboratimtween Forma Urbis and the City of Venice,
Water Mobility Office and of the long-standing exigace in the Venetian local context and the
strong expertise in geographical Information ted¢bgies of Forma Urbis have helped to improve the
efficiency and effectiveness of boat parking spae@agement along the inner canals in Venice.

= Competences have been transferred to the City oic€ewithout a hitch, except for the time
needed for the administrative procedures. As aemaftfact, since the CDG TALV appointment was
an extraordinary measure, its end was expectedtaiedmpetences and responsibilities were always
expected to be transferred to the City of the Vieimca few years.
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4 OVERVIEW OF EVALUATION BY CITY

Introduction

The objectives and targets of the cities have llesaribed in chapted. We shall give a quick recap
of them for each city here, however.

4.1 City 1: Toulouse

At the end of 2004, there was great willingness ragnthie different authorities to promote changes in
the behaviour of citizens and to improve the ativaness of Public Transport and the use of soft
modes.

Besides the development of th¥ Anderground line, in MOBILIS time, Toulouse hagplemented
many founding projects, not only in the directdief Public Transport, but also in the developnunt
complementary mobility services regarding and comiaog Urban Planning.
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Measure | Title

51.T Large-scale operation of clean bus fleets in Tosdoand preparation of sustainable supply
structures for alternative fuels

52T Solutions for alternative fuels in Toulouse and ptementary measures to achieve a 100%
clean fleet

6.1.T Definition and implementation of a new parking mgeraent policy in Toulouse

6.2.T Public space redesign in Toulouse

6.3.T Implementation of the Urban Mobility Plan in theeBhac area

6.4.T High-quality bus corridors in Toulouse and develeptrof PT segregated and secured lanes in
the city centre

71T Innovative multimodal PT contracts, services amdtebnic ticketing in Toulouse

8.1.T Improving quality and structure of PT services aulbuse

8.2.T Development of proximity services at important essger transport hubs

8.3.T Improving the accessibility of PT services in Taide

8.4.T Integration of the demand responsive transport@sglementary service to PT in Toulouss

91.T Promotion of car-pooling and integration with PTvéees in Toulouse

92T Implementation of a new car-sharing service lint@BT services in Toulouse

101.T Clean urban logistics and goods distribution platfin Toulouse

11.1.T Awareness raising campaign for changing mobilitiydxéour in Toulouse

11.2.T Promotion of bicycle use and integration with Piivies in Toulouse

11.3.T Set-up of a mobility agency and customised seniitd@sulouse

11.4.T Commuter and school mobility plans in Toulouse

121.T Demonstration of EGNOS/Galileo service use for Biecontrol and information system of
public transport in Toulouse

12.2.T Implementation of bus priority scheme in Toulouse

123.T Development of an integrated multimodal travelfdoimation system in Toulouse

4.1.1 Key Findings:

For the Toulouse conurbation, the main resultsinbtbduring the MOBILIS period concern:

1. the promotion and use of clean vehiclesn particular in public transport. The objectioEthe
transport public authority (TISSEO) was to reduodypant emissions thanks to a fleet of 100%
clean buses, particularly by using new buses rgnamnatural gas and biodiesel in existing diesel
buses and latest-generation soot filters in diesség7).

At the beginning of the project, the fleet of busessisted of 414 diesel buses and 100 CNG
buses. CNG use was rare in France, except in tewommunity of Lille, because the use of the
methane contained in the biogas as a fuel for nespsres a preliminary purification. The project
brought valuable additional information to the ¢Rig research on the solubility of minor
components. Biodiesel use was not considered # fority, rather a means to develop the use
of alternative fuels for old buses. The installatad soot filters on the oldest buses of the fhesd

to allow the use of diesel by reducing sulphur siuiss.

02 April 2009

CiViTAS ‘ GUARD ‘ BYTHE EUROPEAN UNION

Page 207



Project Final Evaluation Report —

2 filling stations of natural gas, constructed e bus depot, mean that CNG buses can fill up
there. Nevertheless, the ban to inject biogaseémttwork of natural gas is a hindrance to the late
development of this policy.

Soot filters reduce by 90.9% the particle emissioindiesel buses. During 2008, the fitting out of
27 buses with these filters prevented 6.6 T ofigdaremissions in one year. In economic terms,
the evaluation reveals that the use of soot filfersdiesel buses incurs €0.28/100 km more in
costs and the use of biodiesel €2.56/100 km moretfeopurchase of new diesel buses, TISSEO
decided to introduce soot filter equipment as aessary requirement in call for tender
specifications.

The tests revealed that biodiesel buses produsgag NOX and HC as traditional diesel buses,
but they emit 20.3% less CO and 19.1% fewer pesithan traditional diesel buses. During 2008,
81 biodiesel buses prevented 49.9T of CO and 5iparticle emissions in one year.

At the end of the project, TISSEO's fleet consiztsl35 CNG buses, 80 biodiesel buses of 1st
generation (30%), 104 Euro standard 3 and 4 diessds equipped with soot filters and 5 electric
minibuses. The CNG bus fleet is now one of thedsirgn France. The particles and CO

emmisions of the whole fleet have been reducedrdmyral 90%. The TISSEO Board of Directors

has not decided to extend the use of biodiesel byt will continue to use it to promote and

participate in research in this domain.

2. Mobilty changes and urban renewal-In preparation for the opening of the 2nd undergdu
line, planned for 2007, Toulouse carried out aregrated package of accompanying urban
renewal measures and mobility changes in the eityre. These included the implementation of a
pay parking scheme for residents in four centraelass, a redesign of the public space in the very
centre to improve pedestrian and cyclists area$fauilitating access the underground stations
and the use of public transport (PT) by developiigh-quality public transport corridors in
peripheral areas and segregated bus lanes inttheecitre. The definition of a new regulation for
freight delivery and the creation of special areasdeliveries have completed this public space
redesign. By the end of 2007, the second undergrting, line B, opened and the bicycle rental
system, VéldToulouse, was up and running. Thesébtwd measures have limited car traffic in
the city centre and changed the use of the pupéices

A- To regulate parking in the city centre, the cityfoulouse has created a “Resident” rate with a
monthly pass available, in some zones from 6pnato &nd in others for full day parking, costing
around €15 a month. At the same time, it has ee@ride pay parking time from 9am to 8pm
instead of 6pm into areas in which a “Resident? tas been created and extended.

The city has also established a parking observdtorpermanently monitoring the whole of the

perimeter, including the systematic reporting a¥ehs who overstay their allotted time and of the
level of acceptance of the resident parking systerough yearly satisfaction surveys. The

positive reactions observed in the first distrigtempted the city to start extending the regulated
parking zones. By December 2007, all of the citptiee districts had adopted the “Resident”

parking regulation. The satisfaction surveys helpeddapt supply to demand. So, in the end,
several types of regulations were implemented aiegrto the type and intensity of demand

observed; for example, an adaptation of the ratessgt up in 2008 with a preferential rate being
set up for emergency professionals.

In December 2007, the results were very positive:
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* The “Residents” pass system is a success; the chtthe number of subscribers to the
number of available places throughout the areabe&s regularly increasing since the
introduction of the PLS in 2005 from 20 to almo€9& The time spent by residents
parking has been reduced from 23 to 5 minutes. rébelent satisfaction rate is around
78%.

* In September 2005, the number of pay parking spaessevaluated at 2,158, compared
to 9,302 free spaces. At the end of 2007, the nummb&ee parking spaces was reduced
by almost spaces], whereas there were 6,938 pay spaces. 5,464 s there “24-hour
Resident” and 1,474 were “6pm/9am Resident” spades.‘rate of free space” (25% on
average) enabled the public space to be reorganikeddevelopment of sustainable
transport modes (bicycle stations) and professiemargency needs to be taken into
account.

» Occupation and capacity rates of parking spaces tieopped significantly, by 17%,

* Rotation rates now vary between 2 and 4% in thennkaisiness areas. This now
corresponds to the averages observed in othes.cifieis has improved access to car
parking spaces for all users: tourists, businesseb service users and town centre
residents with or without "resident status”

» The illegal parking rate has decreased by 2%,

» Compliance rates (number of legally parked vehitdethe number of vehicles parked in
pay spaces), varied between 37% and 58% accorditiietsectors which could prevent
the scheme from operating correctly, but the pdamragradually adapted to this new
situation.

B- At the same time, the city administration extentteripedestrian and cycling zones in the very
centre of the city. Some parts were closed torediid, the direction changed in some streets and
wider space was designed for pedestrians and tsyclibe bus lanes along the main axis to the
very centre were moved to the surrounding boulesséBtrasbourg, and Carnot). Through traffic is
now prompted to avoid the very centre, the remagingad traffic streets are dedicated to residents
and delivery traffic, according to the new reguatithat limits the tonnage of lorries and the
delivery schedule. Special freight delivery arease defined.

By the end of 2007, the second underground linee 1B and the bicycle rental system,
Vél6Toulouse, had rounded off these new developsnent

Consequently, car traffic and particularly throughfic has generally decreased. Between 2006
and 2008, car traffic has reduced by 12.5% in nmgrmush hour and by 17% at off-peak during

the morning; through traffic has reduced by 5% iormmg rush hour and by 2.5% at off-peak

during the morning. Car traffic has decreased 8mmtly along the previous main road axis

(Alsace-Lorraine Street), but has increased orrdhd axis that joins the Boulevards to the main
square.

Cyclists’ habits and routes have changed. Betw@&&6 2nd 2008, bicycle use decreased during
the week overall by around 10%, but the increasecharound the main square and Alsace-
Lorraine Street shows that the reorganisation dflipuspace favours more environmentally

friendly means of transport. The results are muchenpositive on Saturdays, when bicycle use
has risen significantly, by around 40%, specificadin Alsace-Lorraine Street and along the

Garonne River.

Pedestrian numbers have decreased overall, witvarage reduction of 4.5% during the week.
Nevertheless, they have increased by 4% on Satrddyese variations depend on the very
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central areas and the new underground stationidmce@ome people who used to walk now travel
by underground, but the increase is very positivihié new pedestrian areas.

Discussions between the city, the carriers’ andstizspkeepers’ representative has allowed a new
regulation to be implemented that limits the torendgr goods delivery lorries and the delivery
time during the day in the very centre. A freigktidery quality chart has also been drawn up in
favour of clean freight delivery vehicles that ihxe the different partners, and 175 controlled
freight delivery areas have been designed and mmaiéed.

3. Public transport competitivenessWhile the city of Toulouse has succeeded in retudagar
traffic and congestion in the city centre; the pukblansport authority (Tisséo) has also increased
the competitiveness of public transport.

It has created high-quality bus corridors, equippétl bus priority traffic lights at crossroads, in
the east and south-east of the conurbation togenipheral areas to underground end stations.
These new corridors have improved the reliabilitgravel time during the day. The commercial
speed has increased from 10-15 km/hr to 25 km/hthereast side and to an average of 30 km/hr
in the south-east where journeys take longer. Ttames are quite constant and no longer depend
on the traffic conditions. Travel timetables arertfore well respected, although park and ride has
not been developed much to date.

The priority system tested at traffic lights rediitke average bus waiting time at traffic lights by
52% (9 seconds). It is specifically efficient asinuhour when the waiting time decreases by 51%
(8.8 seconds) at morning rush hour and 59% (11&t €vening rush hour. The reduced speed
duration has increased on average by 4% and conahdosvntimes are shortened by 15%.

The creation of dedicated bus lanes on the boulsvair the city centre has reduced average bus
travel time, commercial stop time not included, 8%, and so the average total travel time of
buses has been reduced by around 10%. The gapdvetive intervals of “frequency” buses has
been reduced by 5 points. Average private car spasdncreased by 14%, and travel time in the
area is reduced by 23%.

The extension of demand-responsive transport offensplementary appropriate public transport
services for the low-density areas of the Toulaum®urbation.

With the opening of the second underground line, plablic authority has launched different
measures to improve the quality of services orutigerground network.

Since the middle of 2007, the renewal of the ticlgtsystem with a newly developed,
rechargeable card has reduced public transport wsding time while entering into the
underground station. It has boosted the appealbligptransport, giving a modern image to the
PT network and contributed to users’ behaviourahgfe and the development of intermodality.

= Moreover, the system prepares for interoperghilith other public transports networks.

= |nnovative public transport fares were developedraradapted to final user need, such as
students and pupils.

= Tisséo has developed a new website that is higipyemiated by PT users.

= New information panels announce the timetable eflths lines connected to the underground
stations and the information delivered is consideeffective by the whole panel of the
survey, except in the critical cases where its tdEm is necessary to reassure and
accompany the customers disrupted in such a context
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= Local services are offered at the junction of the tines, which around 80% of underground
users appreciate, even if an adaptation to thenesds would be necessary. These available
services are a big step towards a more friendlyobiige public transport network.

4. Different private car uses-Public transport is nevertheless unable to brimgsponse to every
transport need, so the MOBILIS project has magestible to develop opportunities for using the
private car in a different way.

To develop the car-pooling practice across the dusé conurbation and reduce the share of
private cars, specifically at rush hour, the pulblansport authority and another local authority
(the south-east city syndicate -SICOVAL) have inyaebthe efficiency and level of service of the
existing car-pooling activity run by a non-profgsmciation. Publicity in companies has brought
successful results. In December 2007, comparetedusiness as usual scenario, around 4,000
daily journeys, mostly commuter journeys (80%), dndbeen prevented since February 2005.
Sometimes, more than two people travel in the seane The development of the car-pooling
service saved around 52,302.44 L eq. petrol betvesbruary 2005 and December 2007, and
340,000 kg eq. CO2 for the same period. Before emioan 80% of car-poolers were driving and
they are still doing so, primarily to go shoppif@arpooling now offers a real alternative to the
private car, but this service is yet to offer al r@lternative for people without a car. Now, the
public authority structure has integrated the noofipp association as a dedicated service to
manage and promote carpooling at the conurbatiesl l#s a complementary service to Public
Transport.

After having conducted a marketing and feasibiitudy, the public authority also planned to
launch the first car-sharing service with 22 stai@and 44 cars. The city of Toulouse is working
on establishing the adapted contract terms betitselfy the public authority and the private car-
sharing organisation in accordance with the cortipetregulation. The final aim is to extend this
car-sharing service at conurbation level afteMi@BILIS project.

5. Soft modes and sustainable mobilityFhe implementation of the MOBILIS project in Toulsu
has been an opportunity to develop soft modes esrdqie sustainable mobility.

A -Cycling- As only around 3% of citizens cycle, a workinggp composed of representatives of
Greater Toulouse, the City of Toulouse, the pulttensport authority, and several other
stakeholders has updated knowledge on the "cyoldstape" at Toulouse conurbation level by
first reviewing current bicycle use. This identifieshat cyclists need and want, and the barriers to
cycling. From the results, the strategic actiompgias been developed in six strategic stages: the
definition of a cycling lane, a cycle parking angtle marking out development scheme, the
implementation of a cycling network monitoring ®/stand a cycling observatory in the form of
practical technical index cards for communitieg thish to develop such or such a cycling centre
within the framework of a policy. The recommendasiavill also be integrated in the forthcoming
Urban Mobility plan and communication campaignd mibmote the use of cycles.

Besides the continuing development of the cycliagwork and the creation of controlled bicycle
parking facilities in the park and ride that hagmearried out during the MOBILIS period, the
successful implementation of the new bicycle resta/ices in November 2007, with an increase
of 305% in one year, can already be seen as avgosiitcome of the joint efforts of the cycling
workgroup.

B-Sustainable mobility awarenessFhe public authority has supported the developnaard
implementation of commuter plans for big companiehjch have slightly decreased the air
pollution at conurbation level during the MOBILI®nnd, but also increased employee awareness
of mobility and helped to develop car-pooling andling initiatives. The development of sector
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commuter plans and of the associated action plalhgntvoduce a positive modal shift after the
MOBILIS project.

First, the Sicoval, a local syndicate of townshie South East area of Toulouse agglomeration,
decided to open a local mobility house in its maativity and shopping area. A local association
of car-poolers has been involved in running thévaigt The Transport Authority, Tisséo SMTC,
?provided its financial and functional partnership.

The mobility house opened in September 2005. kreff different kinds of services: mainly
information and advice about public transport, gl walking and car-pooling, in addition to
bicycle rentals and travel ticket sales. The targgbups are individuals, companies’ employees
and the public through debates, meetings, and @uifiormation stands. It also helps firms to
implement some of their commuter plan actions. obility house also has its own website to
promote all of its activities.

The Public Transport Authority in Toulouse had ceti that the lack of appropriate travel
information constituted a barrier for the use oblpu transport, and sought to create a new
website and a mobility agency to be the interfagt@ben users and the services available, with a
view to better serving their customers and increasihe use of our public transport network in
Toulouse. The first local mobility house openedSeptember 2005 with the support of the
Sicoval, a local syndicate of towns in the SoutktEaea of Toulouse agglomeration, and of the
Public Transport Authority, Tisséo, in one of th@aimactivity and shopping areas. It offered
different kinds of services, mainly information amdivice about public transport, cycling,
walking and carpooling, in addition to bicycle raist and travel ticket sale3he mobility
information service met a real public need andnbmber of visitors has increased threefold
since it was launched\t the beginning of 2008, TISSEO chose to createehsite dedicated to
mobility, a call centre and a mobility agency ahadation level to develop information and
advice services at public but also at company leVke first one in Labége has already been
integrated into TISSEO. The implementation at cbation level will take place in January 2009.
Fruit of the close working partnership with the etimembers of the partnership SGGD (Global
System of Management of the Movements), this moldiah information agency will constitute
the backbone of the traveller information systerplemented on the scale of the public transport
network, Tisséo.

4.1.2 Comparison of results, objectives and targets

Objectives
The three key objectives of the MOBILIS projecflioulouse were to:

« Reorganise the traffic circulation in relation to arban re-qualification process and the
promotion of sustainable mobility;

* Give an innovative and attractive image to the nrBa network, by improving its quality of
service;

« Promote the use of alternative mobility solutiond develop intermodal behaviour.

The results, presented above, reveal that theseliegtives have been reached.
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* In the city centre and in particular in the veryire, car parking and private and freight
delivery vehicle traffic has been reoganised anutéid. Pedestrians and cyclists have
dedicated spaces now that have been freed up by @aty the creation of the Urban
Delivery Centre has failed.

e The various measures, such as the renewal and nisatéwn of the bus fleet, taking
environmental impacts into account, the improvenaéridus traffic conditions and of the
quality of the service offered to public transpasers, in particular in the underground,
have helped to increase the commercial speed afsbdiacilitate connections between
transport modes and adapt the offer to the needserfs, especially certain categories
such as students, disabled persons or people limitfie suburbs. The combined actions
of these various measures, although some have aat bchieved within the project
deadline, have enhanced the ecological and quwditimage of the public transport
services at the conurbation level and increasadadtteactiveness.

« The definition of political actions in favour of cyng, the setting-up of a cycle rental
service and soon of a car-sharing one, the promaticcycling and car sharing and the
implementation of commuter plans in the main bussneones have fostered the use of
mobility alternative solutions and the developmehintermodal behaviours. The cycle
network is now one of the largest in France and pibdestrian space is constantly
expanding in the city centre.

* The implementation of the multimodal informatiomte, which will be up and running
in January 2009, will improve traveller information

Moreover, it must be noted that Toulouse took tppootunity of the MOBILIS project to act as a
pioneer in the field of Intelligent Transport Syateand Satellite Navigation.

Targets
The targets of the measure results were to:

e create a modal shift from private car use to putshosport and soft modes and therefore to
reduce congestion levels, specifically at rush hour

« reduce energy consumption by decreasing the rgigwafte car use at conurbation level
e reduce air pollution due to private car and publis gas emissions at conurbation level
« improve the mobility of some dedicated targets geoand transport safety

e increase public awareness of mobility.

These targets were not quantified at conurbatigal land no global results are available to confirm
that the combined impacts of the measures implesddmive succeeded in achieving these targets.

Nevertheless, it must be noted that at the endeoMOBILIS project:
= congestion levels in the city centre have reduggifcantly;

= the development of commuter plans and the promatiaarpooling has reduced the number
of private cars used for commuter travels at ruslr land therefore energy consumption and
air pollution;

= the modification of the bus fleet of Tisséo hasgigantly reduced the air pollution due to
particles and gas previously emitted. The TissédcONis fleet is one of the largest in
France;
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= bicycle use is increasing. The cycle network is rmve of the largest in France and the
pedestrian space is constantly expanding in tlyeceittre.

= the number of public transport users (bus and gndend) has increased by 49.34%

= changes have been or soon will be made to improgentobility of people living in the
suburbs, of students and of disabled persons

= public awareness of mobility has grown through @mass campaigns, but also through the
dissemination actions of the local mobility housd &e development of commuter plans.

Furthermore, the significant change in the use ablip space accompanying the new
underground line has concerned not only physicatssharing but also the introduction of new
concepts in the use of the town that have vastlgraved the quality of life of cyclists,
pedestrians and residents in town centre, as wglhlic transport users.

Note that the impacts of some measures will orgylydoe visible in the next few years and that
some others will go on after the end of the MOBIpi8ject.

4.1.3 Conclusions and Lessons Learned

The ‘intelligent’ combination of the whole panel OBILIS measures and the cooperation between
the main measure leaders has stimulated the qualdyuse of Public Transport and soft modes and
improved the mobility of some dedicated targetsugso The implementation of the project in
Toulouse has improved the overall quality of lifdacal level, by reducing the mobility problem and
the pollutant emissions.

Toulouse, which has a long tradition of innovatitsgk the opportunity of the MOBILIS project to
act as a pioneer in the field of Intelligent TramspSystems and Satellite Navigation, while
confirming its leader role in the field of clearhigles.

Nevertheless, the project came up against somaaest The national regulations hindered the easy
use of biogas for buses. The financial and socatext of road haulers led to the failure of theidght
delivery centre creation. The complex developmentechnical tools and political changes have
introduced delays for some measures.

The commitment of politicians, the clear supportt@nsport operators and effective cooperation
between them have helped to develop clean modesaodative practices.

Political commitment is a key success factor fer ithplementation of parking policy traffic reductio
and public space redesign.

It is useful to have a pragmatic approach to miybdhanges and sustainable mobility, to learn from
other cities, check the regulations, test and etalnew solutions before extending them.

To identify the needs and aims of users or citiZeefore drawing up solutions, it is necessary to
collect information through surveys and/or invola# appropriate stakeholders in working groups.
Explanation meetings and well targeted communioatiactions must be carried out for initiatives
introducing constraints for citizens.
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4.2 City 2: Debrecen

The City of Debrecen is constantly focused on nadiiig the current modal shift and creating a well-
organised sustainable mobility framework for albngport modes. Debrecen understood the
importance of focusing on environmental and ecoramas well as social aspects, as it is necessary
to identify, understand and satisfy the specifiedseof different social groups during the process.

lin MOBILIS time, Debrecen has implemented foundipmpjects, in the direct field of Public
Transport, but also concerning Urban Planning dred development of complementary mobility
services.

4.2.1 Key Findings:
The main goals of the MOBILIS partners in Debreagme to:

» Create a solid base for producing and using altemtuels;
* Promote mobility alternatives to the private car;

e Upgrade the public transport services to make thieme appealing for all citizens.

1- Alternative fuels -The Debrecen’bio-fuel programme represents the city’s most evident efforts
to create a sustainable mobility system throughewiistegration of waste management, district
heating, electricity production and public trangpdesides the fact that part of the measure —
concerning biogas use— had to be cancelled, tltbesiel tests and the extension of the CNG bus fleet
helped to create a solid basis for producing amaguslternative fuels and to reduce air pollution i
the long run.

At the beginning of CIVITAS-MOBILIS, the CNG fleeff the company consisted of 19 CNG vehicles
and 1 dual fuel vehicle (CNG/diesel). The CNG fleas been extended by 7 CNG operated vehicles,
4 of which have been transformed from diesel torgade and 3 have been purchased new.

A complex feasibility analysis has been drawn @ipio fuel production and use in Debrecen and
extended tests with biodiesel mixture have beenmiethrout. The features, emission impacts and
operating characteristics of alternative fuels hegen measured and compared to the conventional
fuels. According to the test results, it is obvidahat bio-diesel will not be a real alternative of
traditional fuels, although it can be used to repla proportion of traditional fuel, if not moreath20-
50%.

2- sustainable mobility By paying particular attention to sustainable mopivhen drawing up the
transport development plan,Debrecen came up with a solution for the changes e last decade.

By developing the objectives and targets, a styategs set up to address these changes. The mobility
working group — which was established in the framdwof the CIVITAS MOBILIS project —
brought together all local stakeholders in thedfief city transportation. Perhaps the most sigaiftc
effect was the introduction of new concepts of @nstbility and alternative approaches to the taffi
planning culture.

While the cycling culture must also be boostedisitnecessary to provide an adequate
infrastructural network for citizendVith the help of the project, Debrecen has madditkeand
most important efforts to implement a coherbigycle road network, as this is one of the most
promising alternative individual traffic modes. n averall bicycle network development plan was
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drawn up and accepted by the general assemblhedfityrin december 2007. The plan can be viewed
as an action plan as well, as it defines the nacgsievelopment activities step by step for thet nex
few years. The plan is dividing the development iftur steps and aims to develop 48 km of cycle
lanes. Based on a comprehensive, targeted devet@ngaly, the plan is network-oriented to ensure
the biggest possible gain from “constructing” tlevrbicycle roads by selecting the link locatiorstth
contribute the most to the consistency of the becyoad network. It also considers the available
resources of the city, and deals with alternatieeetbpment options as well, such as cycle lane
detachment from the existing road or pavement dipg lane use as a cycle lane at selected quiet
streets, to save valuable investments. Until tiiear2010 the city is planning to accomplish thretfi
development phase by extending the existing roaaank by approximately 10-12 km

Based on the network development plan, the citebrecen has greatly improved the efficiency of
the existing bicycle network by constructing somissimg key elements, which allow cyclists to
access many more destinations on a separate, tiEtimgcle networkApproximately 4 km of cycle
lane were also realised in two different areashefdity, on the existing pavement and service rnad
order to avoid expensive infrastructure construngio

51 safety bicycle racks, chosen with special awesemf the modern type of bicycles, were installed
during the first quarter of 2007 at 33 differentdtions of the city, based on the guidelines of the
bicycle network development plan. These racks apalgsle of providing a safe storage option for 7-8
bikes each, i.e. 300 in total. The proportion af @ new is now almost the same (53-47%).

Over the past four years, the most spectaculasimeant in the life of Debrecen was the development
of the pedestrian zone in the main street of the This was the largest step towards making the ci
centre more liveable. The other most important lfrdevelopment was the construction of Kolcsey
Convention Centre, which is one of the largestmodt well-equipped buildings of its kind in Eastern
Europe. There is a 25,000 square-metre pedestdoae in the city centre at present, where public
transport has exclusive access. With the help efntieasure, the finaonstruction drawing was
prepared concerning the extension of the existingestion of the pedestrian zoneThe construction
will be carried out within the next few years. Aoding to the plan, the new pedestrian area willecov
the conference centre and some other attractivasarehich will greatly contribute to the
attractiveness of the whole future pedestrian zdhe. Convention Centre draws business tourism to
Debrecen. By offering a direct connection to thégstrian zone from the conference centre, it is
assumed that participants coming to take part2rB8aday event with their own car would rather walk
to the city centre - and access the tram from tbpsson the main square - for sightseeing than use
their own cars. By enlarging the pedestrian sp#oe,number of surface parking spaces will be
reduced, but the underground garage of the cordereentre will be able to compensate for them. If
the underground car park of the centre can sera“park and walk” facility, the foreseeable impact
of de-motorisation can go further than the actealgstrian zone itself.

The access and parking managementeasure has greatly helped to make the city more
liveable and to foster the development of the icadituation of the city centre.

With the help of the project, a study for access$rietion and management has been prepared and this
working document was the basis for the further tgpraents. Based on the guidelines of the study, a
variable message sign has been installed on Radadodder to inform the drivers about the P+R
possibility, the reorganisation of the signal pdsdias been accomplished, 50 electronic signal end
countdown displays have been procured and instatedl5 traffic junctions. The display system,
mounted next to the signal lights, shows the sex@athaining until the next signal (red/green), in
digits, for both drivers and passengers. It pravietter traffic flow (due to better preparatiorgren
vehicles can use the junction) and improves traféfety (drivers can brake in advance before tte re
signal).
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Offering alternative transport modes to citizendpbeaeduce the negative impacts of individual
mobility. The Internet-based car pooling systemyntdhed on the city's webpage, helps to find
partners and group people for common journeys. dityedrew up a concept and promotion study
concerning the system, before its implementatidre $ystem operates like an Internet forum or a
message wall. It is quite a simple webpage, basetth® city’s own website. Students can log on to
the system with a username and password and pliscgeaking or offering rides for specific journeys
on a kind of electronic bulletin board. Thar pooling website impact is yet weak due to a lack of
adequate promotion at city level. It would hopefuive regional effects as it helps to increase the
number of passengers per car and share the resosffigiently, and thus to prevent air and
environmental pollution.

The improvement of service quality on the tram- and trdley bus lines may further reduce
individual traffic flow to the inner city, which iturn will help to protect the city centre from the
heavy traffic. The tram serves as the north-souih af the public transport grid of the city. To
achieve a sustainable and clean urban transpddnsyg was crucial to make use of this transport
appealing to the highest possible level.

A system design study for tram priority, Autom&hicle Localisation (AVL) and passenger
information system and a traffic analysis and desigdy for extending the traffic control centrerave
carried out as a basis for further developmentsoAding to the studies’ guidelines, the traffic toh
centre was developed in order to handle the pyiogiquest of the trams at traffic junctions. Theanrir
priority system has been implemented at one selgctection where the system does not have a
negative influence on other public transport modé® vehicle location and priority system is alae t
fulfil the following functions:

* automatic vehicle location for trams (18 vehicles)
» automatic vehicle location for trolley buses (3hictes)
» complete fleet management for trams and trolleybus

» handle priority requests of tram vehicles at selk¢taffic signals

By implementing the automatic vehicle locationantrpriority and the passenger information system,
transportation by tram and trolley bus became napgealing, therefore improving the use of public
transport.

At 23 tram stops, an electronic information disptygtem has been installed, announcing the time
remaining until the next vehicles. Trams and tgolleuses have also been equipped with LCD
information displays. The system is based on thi@raatic vehicle location and the electronic
schedule system.

Bus driver’s safety training -Public transport operators administesadety training in order

to improve the skills of vehicle drivers. Publiarisport drivers usually have to participate in
several training sessions, although these are ynémstlthe purposes of confirming their
physical competences. The present training, rehlisehe framework of MOBILIS, focused
on teaching about new technologies (ABS, ASR, E&SFC), driving methods in special
environmental circumstances and on energy-effioreas of driving vehicles. This training
makes public transport safer and more economical

4.2.2 Comparison of results, objectives and targets
The targets were:

e to reduce the air pollution due to vehicles erissj
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* to encourage modal shift from private car to s@afisport modes,
* to improve the quality of offered transport sergice
» toimprove the planning culture in the city

* to make the city more ‘liveable’ by protecting tHewntown area from heavy,
motorized traffic

The results, presented above, reveal that mosesktkey objectives have been reached.

* Before the MOBILIS project, sustainability was raken into consideration when decisions
regarding transport were made. The planning wasactexrised as ad hoc and there was no
real political tradition of involving most of theakeholders and experts during the decision-
making process. The project has made a major baoitish to the improvement of the city’s
planning culture through the implementation of teasures.

4.2.3 Conclusions and Lessons Learned

In general, the MOBILIS project in Debrecen was cassful. It proved and underlined the
commitment of decision makers to the sustainableldpment of the city, with special attention to
mobility issues. By raising the standards of urbability in Debrecen, the measures of the CIVITAS
MOBILIS project are major contributions to attempdsimprove the quality of life of citizens. The
smooth cooperation between local stakeholders prdgebe a way of creating a well-organised
sustainable mobility framework for all transport a@es. This is one of the most important local
mobility achievements that was facilitated by th©RILIS project. The politicians and stakeholders
understood the importance of involving all the eliéint stakeholders in the process of sustainable
development and of being able to address the futaresport challenges in Debrecen. The project
launched the consequent planning and urban develupand the real impact therefore goes further
than the timeframe of the project. The city coliacid the public transport companies have now
reliable and objective information about the risksd benefits of biodiesel mixture use and of
converting buses into biodiesel mode.

Even though the project is a success story, there some obstacles along the way. In general, most
politicians were sceptical in the beginning conaggrihe new, innovative approaches identified & th
MOBILIS project. As the work progressed they wesewinced that it was not just a show trial, but of
course, raising awareness needs more time, notapsegards citizens, but also politicians and
decision makers as well. Dissemination activitiée aecessary to support sustainable mobility
practices, as car pooling.

During the implementation of the project measutbgre were some other technical rather than
conceptual barriers. Unfortunately, due to the latkupplier, the biogas project had to be candelle
The wider scale implementation of the tram prionpas also limited as the system would have
resulted in traffic jams in other parts of the cityhich could have been disadvantageous for other
means of transport as well, including public trawspThese obstacles aside, most of the project
measures could be implemented as planned with museemarkable results.

Debrecen acknowledged that besides the effortsrtatada for the MOBILIS project, personal effort
and commitment are also necessary to achieve tals described above. The project did, however,
enable the city and its local partners to lay thmugdwork for future improvements, underlining the
commitment and willingness of all stakeholders dadision makers to work out new partnerships and
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solutions. Therefore, the impact of the project wiemther than the implementation of the project
measures itself. The most importarthievement of the project is the institution afaanpletely
new approach concerning decision-making for mgbditd transportation of the city.

4.3 City 3: Ljubljana

During the MOBILIS project, Ljubljana worked on tfa@lowing three measures:

« Measure 5.4.L: Implementation and large-scale depémt of biodiesel and CNG fleets in
Ljubljana

e Measure 11.7.L: Participatory planning and promotid sustainable mobility in Ljubljana with
emphasis on safe and increased bicycle use

e Measure 11.8.L: Set-up of information points anchgaign on clean vehicles and alternative fuels
in Ljubljana

4.3.1 Key Findings:

Alternative fuels
There were three main components to this measure:

a) Large-scale deployment of biodiesel in LPP bE&HRO 0) in Ljubljana. To begin with, two
buses were tested from February 2006. 18 additibnaés were then tested from August
2006. It was envisaged that biodiesel would be aegul in 100 buses if the results of 20
tested buses were positive. However, due to poeratipnal results and higher financial
demands than initially expected, the LPP deciddedaase biodiesel in the 100 existing (old)
buses but rather to extend testing of 20 busest@marry out additional measurements of
pollutant emissions.

b) Improvement of the quality of biodiesel produegdPinus. The target was to reduce content of
water, free fatty acids and phosphorus in the ratenal.

c) Production of biodiesel at small farms. This @enmed demonstrating efficient production of
oil rape in tonnes per hectare and year (t/ha*agsting sites on two locations in Slovenia.
Project partners developed equipment for efficpgessing of rape seeds (production of crude
oil and cake per tonne of seed) by farmers (noffepsionals in terms of machinery and
engineering) to support decentralised productiod provide additional income for the
farmers.

The reasons for designing and implementing sucteasore were as follows. Generally, there was
poor awareness in Slovenia before 2005 about theefi® of biodiesel (alternative fuels) in
comparison to mineral diesel (D2); comparative eatibn results were only distributed within an
academic/scientific area; the public was not keell imformed of issues even by non-governmental
organisations (NGOSs). Use of public transport dredduality of PT services were decreasing. Efforts
to improve the situation had been made mostly palitical level (after joining the EU), while in ga
to-day life citizens were behaving without specifiesponsibility regarding energy use and
transportation-related, environmental, health atigeroissues. Urban transport and health were not
subjects of discussion in terms of modality shaoe,of quality of life. Farmers were left to thewn
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devices concerning their own potential for innosatiand understanding of energy efficiency, fuel
consumption and economy, while small (garage) preduof biodiesel were producing the fuel for
themselves only and were not very concerned ak®quality.

Participatory planning
Before 2005, participatory methods and tools wesedusporadically in different policy fields in
Ljubljana, but no regulation required public pagation in decision-making procedures. Mobility
campaigning usually focused on activities regardtugopean Mobility week and special events in
nurseries and primary schools, but no initiatives ywat forward for providing Ljubljana citizens with
information on clean vehicles and alternative fuglfor raising awareness of clean vehicle fleets.

Around 7,000 cyclists were travelling daily on 124m of cycle lanes, 27.9 km were painted red for
better cyclist safety. 2,490 bicycle racks werdghatir disposal in public spaces. The municipality
owned 40 bicycles, at the disposal of city emplsyfee work purposes.

The development of the public participation modeswbased on the analytical decision-making
process scheme and on the experience gained f@pttial planning procedures developed at local
level. The district councils and the Office forin#ins’ initiative were identified as the appropeiat
partners for including civilian complaints and idea the development of the mobility project, in
particular to define initiatives in favour of cyefi. The participation model was then tested in
workshops.

The expected results were an increase in the tdvavilian participation in the meetings organisad
district councils on bicycle use.

Automatic counting systems have been installeceaemt years for assessing bicycle use in the city.
Cycling slightly increased (by around 1.2 %) durthg year after the implementation of the measure.
In 2008, the city bicycle project introduced 80yies for hire in 8 locations in Ljubljana. Thene a
now also 480 new stainless steel bicycle racks&ndtainless steel covered bicycle racks in public
spaces in Ljubljana.

Sustainable awareness

The measure consisted of several, interconnecséd taith the common goal of increasing awareness
and knowledge among various stakeholders, fronptifséic to decision-makers.

The objectives can be grouped into two clusters:
e setting up of two info-points on clean vehicles attdrnative fuel use and

* raising awareness and promoting use of innovagégkriologies, systems, services and policies on
clean vehicles and alternative fuels.

However, the general idea was to have a set oftgeed materials providing information for various
stakeholders on sustainable mobility, clean vehialed alternative fuels in the city and at projeeel
and to use results from two others measures.

After preliminary discussion at city level, thradd points were set up and equipped regularly with
updated materials from MOBILIS activities. The infmint personnel were trained on MOBILIS
issues with specific focus on clean vehicles atefdtive fuels. After the info points were setinp
the existing local tourist information offices, immation was provided (leaflets, brochures, etc.).

Awareness of aims and goals concerning clean ahislas not assessed, as unfortunately no
comprehensive public opinion survey regarding fisei¢ was planned. It can nevertheless be assumed,
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in view of the number of events, information disgeted and number of participants, that their
awareness and knowledge about clean vehicles terdative fuels has increased.

4.3.2 Comparison of results, objectives and targets
The measures implemented in Ljubljana aimed teefastvironmentally friendly transport by

* Reducing the negative impact of traffic, especiallyregards emissions
« Raising awareness among people and promoting emuéntal friendly vehicles
* Getting lots of people actively involved througfffelient dissemination channels

* Giving an example of good practice for large-scellean vehicle implementation at
national level

The targets to obtain at city level were to:
» Reduce air pollution due to PT vehicle emissions
» Foster a modal shift from car use, specificallgyoling

- Improve the awareness level of citizens and infbeeboth their views and behaviour
regarding transport in the city.

The results, presented above, reveal that theselljegtives have mainly been reached.

Even if the initial objective was to have 100 busgming with biodiesel at the end of the MOBILIS
project, the public transport operator (LPP) now heclearer idea of which buses to purchase in the
future and how to make up the PT fleet in Ljubljadastification could also be based on cost and
environmental arguments.

The project has highlighted that cost-effectiveduaiion of biodiesel at small farms is feasible- Up
scaling potential is related to oil and biodieseduction at small farms; several new producers of
rapeseed oil in Slovenia have set up recently (2007).

The measure regarding participatory planning armnption of sustainable mobility in Ljubljana,
with emphasis on safe and increased bicycle useygbt about considerable change in the
understanding of cycling in Ljubljana. Some outcenoé the measure were already incorporated in
important strategic decisions of the City of Ljanlp, i.e. creating the position of a city cycling
coordinator was identified in the Ljubljana Envimantal Action Plan as a task to be implemented.
The development of the overall public debate regardraffic and transport issues in the City of
Ljubljana has raised various transport issuesudiob cycling.

Participatory planning contributed significantlydoect public awareness, maybe even more than the
dissemination actions, which focused more on d@i/iaround annual European Mobility Week,
because the information flow concerning clean Jekiand alternative fuels was not so intensive.

4.3.3 . Conclusions and Lessons Learned

CIVITAS MOBILIS brought considerable change in thederstanding of transportation issues. Use of
alternative fuel is increasing, farmers are enagenlao produce oil rape, crude oil and fodder, ipubl
transport is more popular and cycling is becomimmgeypopular.
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Alternative fuels

It is clear that biodiesel use is not recommendédsleld buses Euro 0 (due to high costs for priegar
and maintaining/servicing the fleet). Also, wintane may be problematic in terms of causing non-
operability of buses due to parafin crystallization biodiesel below -7 °C. Apart from this,
introduction of biodiesel is environmentally bew&ll. The public transport operator (LPP) will
replace 100 existing Euro O buses with new Euraigeb. About 30 will run on D2 while the others
will partly run on biodiesel, partly on CNG, ands® will be hybrid.

Production of biodiesel at small farms is feasilbleywever, crude oil esterification would be better
elsewhere, i.e. at industrial plants.

Participatory planning

The external pressure of civilian organisationpéeslly the Ljubljana cyclists’ network) furnished
additional support.

The debates identified many user needs, for whisirenmentally supportive solutions depend on the
systematic use of participatory decision-makinghi city administration. They also provided ricldan
structured information for updating the Ljubljanas&inable Transport Plan and made a considerable
contribution to the development of some measune&®CIVITAS Plus — ELAN project.

Sustainable awareness

Establishing info-points at the existing informatioffices (basically targeting tourists) was a good
move in view of the limited budget for this measukowever, due to the specific scope of
information requests at such a location, its radeaa info point on MOBILIS issues is somehow
doubtful. In fact, Ljubljana suggests that touiigio points should not be used any longer as info
points for sustainable transport; rather, spedific points should be set up.

Dissemination activities in the campaign were toead out over time (gaps between information) — a
campaign, such as an action or series of actiooacpvely carried out to accomplish a purpose,
should not last as long as four years.

Concluding remarks

Work on CIVITAS MOBILIS was extremely beneficial terms of learning for all stakeholders from
Ljubljana/Slovenia. It brought considerable chamgée understanding of transportation issues. Use
of alternative fuel is increasing, PT is more paputycling is becoming more popular and farmees ar
encouraged to produce and use crude oil from rapéssin their machinery, as well as to sell it on a
open market. The latter may reduce prices of atem fuels in Slovenia. The learning process also
revealed that many more integrated measures weessary to achieve further substantial change in
sustainable mobility in Ljubljana and somehow naltyrleads to its involvement in the Civitas plus
initiative.

4.4 City 4: Odense

Through the past four year the MOBILIS activities/b added great value to Odense’ long tradition of
promoting soft modes through campaigns, citizensoivement and new concrete developments
within the field of cycling and public transporth@ purpose of the MOBILIS initiatives is related to
behavioural change and has focused on alteringshabd emphasising the positive advantages of
alternative modes of transport.
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Key findings
Citizens’ involvement

One of the measures in Odense, which has receil@déattention, is the implementation of
30 km zones in residential areas through a progissigh citizens’ involvement.

A web page was created, functioning throughouptiogect as a channel of information to the citizens
The web page was also used for a questionnairestioth before and after the project.

In order to make the residents in the areas awate@roject and to meet the Municipality’s wish o
wanting to engage in a dialogue concerning thebiskament of the speed restricting zone, flyersewer
distributed door-to-door and information boards g@uodters were put up in the selected areas with
information about the project.

A working group was established in each of thedessiial areas. The working group was given the
task of finding out which solutions they wishedrtgplement in the area. The members of the working
group were very much involved in the work. Besidepresenting the residents in the area in the
dialogue with the municipality concerning the deswf solutions, the members also functioned as
local ambassadors for the municipality and for pheject in relation to the critical residents ireth
area, with whom they went into dialogue and defdrttie chosen solutions. In fact, through this work
the involved citizens saw for themselves that tleeemany considerations and priorities to be taken
and thus not all demands can necessarily be met.

The measure reduced the average speed in the limt@mas by 12 % in Korup and 22 % in Bolbro.
Cycling has increased by 62 % in Korup. In Bolbdve humber of cyclists remains unchanged. This is
in part due to the fact that the cycle traffic freime beginning on was higher in Bolbro than in Koru
because Bolbro is closer to the city center angttmols. The amount of residents who find the speed
to high has decreased from 72 % to 31 %.

Direct marketing

Citizens are normally very positive to personaltaots as long as it is voluntarily and without any
commercial pressure. In the measure regarding paks@nsport choice marketing, more than 25.000
citizens where contacted directly at their homel hardly anyone rejected to participate. Odense has
a lot of basic information on mobility options: lofwres, web sites, etc., which could be presemted f
the citizens in this very efficient way. So thissnaot a matter of only inventing new features st |

as much a presentation of all the existing optiars way which gave people a good overview and a
talk about mobility - all as an incentive to chamgebility behaviour.

Direct marketing concerning transportation is vemytable for many cities in Northern Europe. Direct
marketing could be a way to get a very high citimerolvement and ownership just ahead of major
changes in the overall mobility in a city. The ceptalso underlines that citizens themselves can do
just as much as the local authorities just by chreng few trips per week.

Interactive traffic training

In Odense cycling is a natural way of transportatio a large percentage of the population. Children
ride the bicycle to school and with the MOBILIS meee, B-Game, the municipality wanted to invite
the children to learn through playing a computengaThe interactive aspect of B-Game can be seen
as a fun way for children to improve cycling ali and learn about dangerous situation in thédraf
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The interactive game teaches children about disgrgpeed and motion traffic through a number of
planned and structured video sequences which nfekesituation as real as possible. Filming was
done in a very realistic way thanks to on site ifiighfrom a special bicycle, which means that the
children could recognize the scenarios from ardbecity.

Using a medium, which the children can relate td ahich they use for fun and entertainment is a
very good way of getting their attention.

New technological solutions

Private cars are constantly improved through neehrtelogies. To catch up with this trend,
electronics can be used in many new services foligtransport to heighten the impression of being
modern public transport.

The mobile phone has been used with success ingd@dena way of creating a more attractive public
transport service through the introduction of tiMSSicket and the feature “SMS your bus.”

It is now possible to buy your bus ticket with yagll phone in Odense. By sending a SMS to a
specific number, the user pays for a bus tickethacell phone and thereby accepts the amourd to b
drawn from his mobile phone account. This featuas proven a great success — especially with the
younger passengers - and was a first of its kin@emmark. A lot of attention was drawn to this
innovate way of using technology and national mebah TV and press, ran stories on this feature.
The SMS ticket will be spread out to all the otbes services on Funen and other cities around the
country have introduced similar features.

“SMS your bus” was another technological way ofrapghing bus users. The activity is linked with
the installation of GPS in all the buses. This génepossibility to use the exact location of tls im

a new passenger service. Passengers standing laighstop can send an SMS and in return receive
real time information on when the next bus will &tethe bus stop. This can prevent or reduce the
irritation  of  waiting for the bus, not knowing whenit wil arrive.

Comparison of results, objectives and targets

Within the Odense contexts, the selection and desighe concrete measures in MOBILIS aimed to
foster environmentally friendly transport throughambination of the following:

e Toincrease the number of individuals and famiié® choose environmentally
friendly traffic modes.

e Toremove physical and psychological barriers wiiithit mobility choice.

e To execute necessary events and marketing activitisupport the objectives
above.

Seen as a whole, the package of MOBILIS initiatinesl intended to demonstrate not only that a
further modal shift can be achieved, but also thatviability of this shift depends on regulatiomda
intervention as well as a broad public understapdifthe significance of mobility choice for the
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environment, for public health etc. The key objedi have to a large extent been reached in the
measures implemented, although a major changeoineslf transport within the population does take
time.

But most importantly, Odense has experienced tmatobjectives of involving citizens and using
personal interaction both in a marketing perspecéind in targeted citizens involvement activit®s i
an excellent way of aiding a motivation in trangpchnoice behaviour. Also the use of technical
innovations has proven that by introducing modehhology and channels which people can relate
to or which they use in daily life, make a goodi®ésr aiding a shift in transport choice.

The largest deviation in relation to the origindamp was in the measure regarding mobility
management services for the harbour area. The alwmaut drawing up and implementing
environmentally friendly mobility management plafts private companies and residents in the
harbour area has been abandoned, due to a chattgetarget group caused by a rapid development
in the harbour area. Many former industries areitepthe area and new businesses are getting in.
Instead increased focus was put on the developofeht traffic- and mobility plan for the city as a
whole, which has the harbour area as a key arizsievést.

The plan is very ambitious and includes all modésransport and both soft and hard measures.
Quality of life - a city for people - is very muah focus as one of the main criteria. Urban lifségn

as an integrated issue just as traffic volumesthadspeed of traffic. To create a stronger conaecti
between the harbour area and the city centre plans been set up for establishing a local cityibus

a ring route, probably run by electric power. Thes bmight become a free service to higher the
number of users and to promote public transpogeneral. Also, the city is now looking in to the
possibility of establishing a light rail which cannnect the harbour area, the inner city and thedu
university hospital area.

Conclusions and lessons learned

Odense found very important for a good processng@age citizens in development processes in the
area of traffic and mobility. In Living Street wedh the highest level of engagement with working
groups, influence on process, implementation ete project shows that through a close dialogue
with and involvement of the citizens it is possitidegain a lot of resources and to create commitmen
and ownership of the chosen solutions in the lacad. The residential group for instance partieigat
actively in the elaboration of information materat the rest of the residents. It is vital thouyhat

the purpose of the involvement and the liberty aifom of the citizens is clear from the beginniag,
that no expectations are created that cannot be met

The press was used continuously in the projectriferoto get the projects mentioned outside the
residential areas concerned. This has led to theidpality of Odense regularly getting enquiries
from other residential areas wanting to imposetéchi30 km/h zones. Thus these pilot projects have
paved the way for the introduction of 30 km/h zomesther areas in Odense and have contributed to
reducing the resistance significantly against saafes.

With the Traffic and Mobility Plan, the public héag phases have given good response and have
meant that there is a much broader understandiriigeomajor changes which will take place in the
years to come. The hearings have meant that theveyacommunication between local authority and
the public has had a very constructive forum, wheomcrete ideas and issues have been
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communicated both ways. The plan will introducensigant changes to traffic structure in the inner
city — closing of roads for cars, introduction afvedonmental zones, etc. so there is a large amofunt
insecurity which has to be handled in the bestiptessay.

Changing peoples transport habits in favour of igubdnsport and bicycles is a very difficult task.

Odense found a very effective aid in this missisrthe use of the media in combination with the
personalization of the issue you wish to markete @h the activities in Odense was a campaign
involving 160 families who were given the possiilio change their transport behaviour through a
package of different incentives (free bus rides;stering, discounts on purchase of bicycles and on
taxi rides etc.). Two of the families were followdgiough out the campaign period by local televisio
By personalizing the message through the mediacdngpaign had a very high visibility and high
interest among residents. As the station broade@dlsecross Funen the campaign actually gained a
visibility which reached far beyond the city limits

Finally, the technical services and technical iratoxe solutions are a factor which have proven very
effective. As mentioned above, the technical itesi@hs regarding the public busses have all been a
success. Only, it is clear that although the GRSt bus priority system is a good asset in moving
towards better flow for the busses, this does natkvoptimally in Odense, since we do not have
priority lanes for busses. This means that in hdaaffic, the busses are still stuck in long lirds
traffic.

The creative use of mobile phones for ticket saled for providing relevant information very much
fits into the image of the younger generation. Reminore it's a very cost efficient way of using
peoples existing equipment in new dimensions.

Public transport and busses especially, need mettéripromotion, not only to attract new customers
but also to higher the perceived image for thegmessers. Campaigns need to be repeated ongoing
which often is neglected due to high budget costs.

The MOBILIS experience has taught us that the Udsenteractive tools on the Internet and the
computer game as a tool for education and traimén@ very good way of reaching the target
population. We learned that the administration andess to the interactive traffic training tool for
children needs to much more simple without the sgcestrictions etc. Also we here found that the
teachers could be themselves a barrier, sincedttely were insecure of how to use the administeativ
platform and how to retrieve the statistical datanf the students’ game sessions. The conclusion is
that the game should have been simpler to use attk ravailable for everybody to play for free
online. That way the students could have usedadhgegvherever and whenever they wanted.

The experience gained from participating in MOBILi@s given a substantial amount of direct
improvements in the city regarding sustainable mrbebility. It has also given a wide range of
technical experiences and lessons learned whicHdwenefit the future work with mobility and
urban planning in Odense. As many of the activitiese had a the character of addressing the
individual in offering and marketing better moblylithoices, these experiences will be directly agldpt
and further developed in the coming years as wénltbg very large task of implementing the new
traffic and mobility plan.
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45 City 5: Venice

The challenges for sustainable mobility in Venice aultiple. The city has a unique traffic system

characterised by mainland city traffic and watenigotraffic. However, this does not exempt Venice
from some of the same critical mobility problemattthe average major city faces. Through a large
package of mobility policy measures, Venice hagyhoin particular to make public transport fleets

cleaner, to increase accessibility to transportbétter manage traffic flows and parking on the

mainland and in the lagoon and to promote alteraatiodes of mobility.

4.5.1 Key Findings:

With a focus on quality of life in the Venice mand and islands and thus on residents, commuters
and visitors, initiatives in Venice brought abowsjtive changes to the environmental impact of the
public transport system.

CIVITAS MOBILIS has permitted ACTV to broaden itataral gas powered fleet, thus increasing the
attractiveness of public transport as a whole auicing polluting emissions. The expansion of the
fleet with 35 CNG buses and the 5 CNG minibuseshleas accompanied by an increase in refuelling
infrastructure. Having come through a complex ausation procedure for the construction of the
pipeline connecting the new ACTV filling station the gas supply network, by January 2009 the
refuelling station will be able to satisfy the refiing needs of the growing CNG fleet more effidlgn
and faster.

The introduction of natural gas in the public ti@ms$ bus fleet has been accompanied by the
promotion of GPL as a fuel for private recreatiobahts in the Venice lagoon, with the development
of 10 LPG demonstration pilot boats circulatinghe lagoon. Testing LPG in Venice and promoting
through an awareness-raising campaign at the legal is particularly important in a city where the
use of boats by private citizens is particularlghhand where the aquatic environment is particularl
sensitive. Initially the objectives in MOBILIS weemore ambitious, as a transfer of the use of L&PG t
some 4,000 private boats was aimed at. Howeveengivseries of factors which made this impossible
during the timeframe of the project (these areudised in more detail below), the measure adapted
admirably, conducting a much called-for market gsialand drawing up a local action plan for LPG.

18 new waterbuses with lower environmental impaatehbeen introduced in the ACTV public
waterborne fleet. They have been designed to hal@var noise impact, more energy efficient
engines and a specific design that reduces haimpact due to wake action. They are also designed
and equipped for the transport of disabled passenge

On the mainland, new parking management strateggipported by a combination of tools including
differentiation of tariffs, marketing strategiemydareal time parking information to facilitate and
encourage a correct use of car parks around thelandi have been introduced. The Mestre electronic
access control system supported by a set of tele@s combines park-and-ride, together with
frequent bus services and public transport fromethges of the Limited Traffic Zone, to better cohtr
and improve access to the city centre. The suppbarking areas around the centre grew fast with 10
park&ride car parks and a total capacity of 2,18Aspaces - free of charge - in order to promate th
use of the scheme. In addition, the control of meet parking spaces by the Municipal Police ard th
officers of ASM has been enforced. A communicattampaign on alternative forms of mobility in
the city has been carried out.

On the mainland, specific economic instruments Heeen successfully used to encourage the use of
more environmentally friendly tourist coaches. lartitular, the share of Euro 4 tourist coaches
reaching Venice increased from less than 0.5%eabé#yinning of the project to around 5.5% in June
2008.
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With regards to the share of transport given owdhe private car, in order to reduce the number of
private vehicles on the road, bicycle use and #resharing system have been strongly promoted. The
car-sharing fleet has been expanded and 18 alterfaiel vehicles have been added, allowing the
service to become increasingly appealing to thdiguibwo vehicles suitable for passengers with
disabilities have been also included in the carispdleet.

Boosted by the bicycle master plan adopted by ibe the Venice Bike office has installed 100 new
bicycle racks and carried out specific initiatitespromote the safe use of bicycles in Venice, ith
special focus on young people. In particular, acigecommunication campaign and a sustainable
mobility education project have been implementdoh@with a Biking-to-School-Bus demonstration
in order to raise awareness about safe bicyclelityobh home-school routes.

Thanks to MOBILIS, specific investments have beeadenin technology applied to control
traffic. This has taken place on the mainland tglothe installation of electronic access
points around the Mestre city centre, whereas Wwatae traffic is controlled through an
innovative water traffic navigation control system the Grand Canal known as the ARGOS
system. Waterborne traffic and parking managementhée other canals have also been
improved by the use of a dynamic model with a usesrface and a parking management
tool. Furthermore, the integration of the waterleopublic transport GPRS system - for
Venice waterbuses - into the municipal police aertincreases the range of application and
also makes it easier for local stakeholders inwblu@ lagoon traffic to cooperate more
closely.

4.5.2 Comparison of results, objectives and targets

The objectives of the implemented measure comlonatere
« On the Mainland,
o To limit tourist bus access

0 To foster a modal shift through new car parkinghagement and the promotion of
alternative modes to the private car.

« Inthe lagoon,

o To regulate waterborne traffic through the develeptmof new tools and the
implementation of new regulations

0 Toincrease waterbus accessibility to disabledsuser

« In both regards, to introduce public transport nsodéh a lower environmental impact

The MOBILIS partners of Venice have reached thenmatbjectives: to develop cleaner, more
environmentally friendly public transport fleetsradbgh the measure regarding CNG buses and
introduction of new waterbuses, as well as to eragricleaner modes of personal transport through
the introduction of LPG in private boats and prammwtof car sharing. The Venice partnership also
had objectives regarding accessibility, by makiwg tars in the car sharing fleet available for the
transport of disabled passengers and by introdugiaterbuses, which not only have a lower
environmental impact but are also designed andpeedi for the transport of disabled passengers.

02 April 2009

CiViTAS ‘ GUARD ‘ [ T e Page 228



Project Final Evaluation Report —

Other measures have sought to monitor and comafict and parking in order to make both the
streets of Venice and the Venice canals more ligeddeasures such as car sharing and bicycles are
aimed at promoting different modes of mobility be tprivate car.

The main targets were:
« Areduction in fuel consumption,
« Areduction in car and boat traffic congestion
« Anincrease in modal shift from car use to cycling
« Areduction in vehicle emissions and traditionahbenvironmental impacts

« Anincrease in public awareness about sustainablslity

4.5.3 Conclusions and Lessons Learned
Different positive features are behind the more swessful measures in Venice

The main advantage would appear to be cooperatibether longstanding, or new, between local
partners to reach MOBILIS objectives. The City oénice Water Mobility Office and FORMA
URBIS have a longstanding working relationship, eiahfacilitated the development of the parking
management tool and the dynamic traffic model. FI&& Italian Federation of Urban Cyclists and
Bicycle Tourism has also developed a consolidag¢ationship with the City, which most certainly
contributed greatly to the success of the bicyobasnre. MOBILIS has instead created opportunities
for new cooperation, such as between AGIRE andNttéonal association for LPG, Assogasliquidi as
well as between the disabled people’s associatiGi\Afor waterbuses and with ASM for the car
sharing cars adapted for the transport of peopte aisabilities.

In addition to cooperation, a key to success igtipal support. This can be seen in the projects fo
access management in Mestre city centre, in ARG@3he monitoring and control of waterborne
traffic on the Grand Canal and in the bicycle prtge In fact, with regards to the latter, bicycle
projects are also supported by the establishmetiteoBicycle Office in 2002, once again a result of
the political support for this mode of mobility.

Communication has also been crucial. In spite obl@ms with legislation, the LPG boat project can
boast extremely well-informed local stakeholderd patential users in general, both due to the fise o
local means of communication and ample publicitytioa objectives of the measure at the annual
Venice Floating Show. This has also proved verydrtgnt in the bus LTZ project, where tourist
agencies and operators were targeted in specifgani@es and through trade fairs and in the car-
sharing expansion measure.

Other factors for success are the use of suitablereement mechanisms, such as the on-street
parking controls in the inner centre by the murdtipolice and the ASM officers, which have been
strengthened. In addition, the support of measarisplanning instruments, such as in the caséef t
bicycle projects: the bicycle master plan was peeduin November 2006. Moreover, the commitment
on the part of all of the measure leaders has beeessential factor in the success of MOBILIS in
Venice.

Last but not least is the importance of lobbyingd dinding creative solutions. AGIRE and

Assogasliquidi strongly lobbied the national goveemt in order to raise political awareness and
speed up discussions and approval of specific atiguk to implement an LPG-fuelled demonstration
fleet in the Venice lagoon. Regarding the LPGrfdlistations for marine applications, the City of
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Venice and the local fire department created a teamy authorisation procedure to allow the
construction of a first prototype of filling statidn the lagoon and the geographical position ef th
four LPG filling stations has been discussed whiih local authorities.

Different obstacles have been encountered in Venice

The most significant obstacle has been that thesldpinent of legislation which appeared to be
maturing along a reliable timeline at the beginnighe project, and would thus have permitted the
measure’s original objectives to be met with regdodthe LPG boats measure, was too slow, in spite
of lobbying. The most significant lesson to be tedrere is to keep activities which depend on facto
out of your control to a minimum!

Another factor, which has hampered this measuresriftan others, even though it has been just as
successful, is that of bureaucracy. It took twaglogruelling years to get the 28 permits neceskary
the construction of the pipeline to bring CNG te thus depot for refuelling. This was added to the
fact that the City of Venice and the gas companyewstow in renewing their contract. ASM also
found that the permit procedures involved in buitda small refuelling station for the car sharilegf
would have taken years longer than originally p&thn

In a couple of measures, technical issues caudaglsdd his was the case for the installation of the
tele-cameras in Mestre centre and in finding tigatrkind of information panels through the tender
procedures. In both cases, the problems were sagjuadly. In the case of the CNG minibuses, no
bids were put forward in response to the first &ndt was only by changing the technical

specifications sought that ACTV was able to ortierminibuses, but not without delays.

A final issue in implementing measures was thagaohing acceptance. In fact, implementation of the
measure on parking on the mainland was slowed dowshopkeepers’ concerns about a number of
mobility initiatives (parking, blue lanes, tramg)and the implications that they may have for érad

In the case of the tourist coaches LTZ, the approtaghe tariffs was delayed, not because anyone
opposed the idea of applying differentiated tarbfssed on the emission levels of the coaches, but
because the tariffs differentiate according to miper of other factors. Hoteliers opposed the faat t
coaches with tourists staying in hotels in Mestruld pay higher tariffs than those staying on idlan
Venice, and therefore blocked the approval of #nigf$ until the issue was solved.
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5 CROSS-SITE INTERPRETATIONS AND
CONCLUSIONS

This chapter try to put in evidence the infringemehthe major operational project goals of the
MOBILIS project by WP / Policy Field (described8nl.3.3Thematic goals)

We are anxious to underline the limits of this el Indeed, although recovering from same Work
packages, the implemented measures concern geagrepbnomic and social contexts very different.
The local partners obviously integrated the endshefprogram CIVITAS II, but their declension
adapted to the local level leads to sensitive diffees between measures. As a consequence the
evaluation focuses, according to the concerned unesson types different from impact.

The transverse vision expressed below raises mone the felt or complementary points than from
the demonstrable comparison.

5.1 Key findings:

5.1.1 WOPS5: Clean vehicles and alternative fuels

Introduction
Clean vehicles and alternative fuels was a veryimant pillar of the MOBILIS project.

Five measures were relevant for this work packageulouse, Debrecen, Ljubljana and Venice.

City Measure Code Measure title

Toulouse 51T Large scale operation of clean bus fleets in Taagoang
preparation of sustainable supply structures | for
alternative fuels

52T Solution for alternative fuels in Toulousedatomplementary
measures to achieve 100% clean fleet.
Debrecen 53D Operation of bio fuel and CNG vehicles
Ljubljana 54L. Implementation and large-scale deploymenbiotdiesel and

CNG fleets in Ljubljana

Venice 55V A: Deployment of LPG Boats in Venice

B: Deployment of CNG buses Venice
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Process evaluation
During the implementation of these measures, theBM({S cities faced several barriers and

employed several drivers aiming to overcome theshasved in the following table:

WP Measurc Measure title

5 Code Deviations barriers drivers
Large scale operation |[P€lay in the _
of clean bus fleets in  |construction of the | Regulatory and  [Public transport
Toulouse and new CNG filling safety constraints |political commitment
5.1 [Tou preparation of station
sustainable supply —
structures for Stop of the Lack of political | '\ \ical
alternative fuels commercial of support for CNG at | o?t
micro compressor [the national level PP
Maintenance
department’s and
Bio diesel only used|engineers’ doubts Local political
Solution for alternative S comp_lementary over the V|_ab|I|ty, .
tuels in Toulouse and |fuel, mainly for old |cost effectiveness S?gfoﬁzgsaﬁgakmg
52 [Tou complementary buses and environmental 9"°YP
measures to achieve performance of the
100% clean fleet use of biofuels
. National
Blogas not allowed Legal barriers stakeholders
in gas network .
commitment
No use of biogas .
o i £ bio fuel & due to lack of it Lack of biogas
3 foen  Qperaln of o e
Higher bio diesel
cost
Urban planning
No possible bio prevents bio diesel [Local political
diesel production  |production in support
Large scale Ljubljana area
5.4 |Lju deployment of bio T
. 00 man i
diesel & CNG fleets stakeholgers Research activities
creatin help to precise
manag?ement stakeholders
difficulties involvement
The lack of
legislation
regarding LPG
engines and Bureaucratic Citi ' lobbv. local
5 5BV Deployment of LPG ~ [AGIRE to complete |ge|ayed the and natlonalbpo_hncal
' en boats this measure as |realisation of the ~>UPPOIt f0 obtain
originally foreseen, |tour LPG filing (0P oPriate
national stations legislation
bureaucratic
procedures delayed
the realisation of
the four LPG filling
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stations

Administrative
procedures before
starting CNG
refuelling station
work

Abandon of engines
Deployment of CNG  |conversion and
buses delay in refuelling
station building

City of Venice and
public transport
operator
commitment

5.5AVen

Most of the barriers concern regulation and teabapl in particular several technical problem to
converse existing classical engines to alternatiads, the bio fuel prices, which are often not
incentive, and the lack of appropriate regulatiomdéring easy alternative fuel use and in particula

gas supplying.
Some measures were therefore reformulated in aacoedwith the Commission to overcome the
main difficulties. The main driver to succeed irvel®ping and implementing alternative fuel use

has been the commitment of the public transportaipes and local, and even national, political
authorities in this type of policy.

Main outputs and results
The following project-specifigoalswere identified for this technical work package:

- Develop transition strategies towards a sustaingiaduction, supply and use of alternative fuels
and clean vehicles, tailored to local conditions

e Substantially increase the current use of cleancle) alternative fuels and emission reduction
technologies in municipal fleets

e Stimulate the demand for clean vehicles and altenduels among mobility service operators
and private car owners

« Build up local capacities in working with alternagifuel technologies.

Measu Measure title
WP 5 re Main outputs Key results
Code

Environmental benefits;

78 new CNG buses and  |long term cost effectiveness
two CNG filling stations and environmental friendly
image of PT

Large scale operation of clean bus
fleets in Toulouse and preparation of

51 |Tou sustainable supply structures for

alternative fuels ]
58 micro compressors set

up
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65 new diesel buses fitted |[Environmental benefits,

with particle filters+ 40 extra costs for using bio
Solution for alternative fuels in particle filters for old diesel [diesel mixture, minor extra
Toulouse and complementary buses, 81 buses running [costs for particle filters and
52 |Tou measures to achieve 100% clean with 30% bio diesel environmental friendly
fleet mixture image of PT
Biogas use Biogas feasibility study

3 buses converted to

CNG+ 3 new CNG buses No results yet

>3 |Deb |Operation of bio fuel & CNG vehicles Test of bio-diesel mixture |Higher consumption rate

use with different mixture |and slightly lower engine

rates (10,20,50%) performances
20 buses converted to Technical problems and
100% bio fuel extra running costs

Large scale deployment of bio diesel |giq giesel improvement

54 LU e ONG fleets

No environmental benefit
study

Cost-effective production |Feasibility of this type of
of bio diesel at small farms |production

3 boats with bi-fuel LPG
engines +10 boats with
new bi-fuel LPG outboard
engines.

Large environmental
benefits and cost effective
operation

5.5B |Ven |Deployment of LPG boats

Two existing buses

Few environmental benefits
converted to natural

for due fuel engines in

5.5A |Ven |Deployment of CNG buses gas+diesel mixture and ; CNG
purchase of 35 CNG comparison to new
buses ones

Table 19: Summary of overall efects of the Work paage 5

In general, the MOBILS cities achieved most of thetputs, although there were delays and
modifications to the activities, hindering to acleeghe measurement of the impacts. Some measures
will be finalised after the end ot the MOBILIS pegj.

As in the case of Toulouse Debrecen, Ljubljana,is&m@and, the conversion of the public transport
fleets towards more appropriate or cleaner altamdtiels has generally succeeded in so far aast h
led the acquisition of recent vehicles; the coneer®f the existing ones does not seem to be very
effective overall, in particular from environmenéadd economic points of view.

GNG and LPG have the best environmental and césttafe results. Bio fuel mixtures are better
solutions than 100% bio fuel. We must underline gbed environmental results of classical diesel
buses equipped with particle filters.
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The research studies conducted on the productiguality of bio fuels increased knowledge on the
subject. They will be useful for guiding subsequenbices of decision-makers, according to their
particular context.

Recommendations

Measure Measure title
WP 5 .
Code Recommendations
_ Strong and open management is
Large scale operation of clean bus fleetsinecessary
in Toulouse and preparation of
5.1 Tou .
sustainable  supply  structures  for
alternative fuels Long term vision and
stakeholders’ involvement are
necessary
Bio diesel only used as
Solution for al ive fuels in Toul complementary fuel, diesel buses
- N odutlon or ?ternatlve uels in Toulouselg, inned with particle filters bring
' ou and complementary  measures  10\oq| environmental benefits
achieve 100% clean fleet
5.3 Deb Operation of bio fuel & CNG vehicles o ] ]
Only 20 to 50 bio diesel mixture is
an alternative to classical fuel
100% bio fuel not recommendable
for old buses
5.4 Liu Large scale deployment of bio diesel &
’ ] CNG fleets ] )
Bio fuel mixtures have
environmental benefits
LPG is a good alternative fuel.
5.5B Ven Deployment of LPG boats Beware when appropriate
legislation is not in place
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Purchase new CNG buses is more
5.5A Ven Deployment of CNG buses efficient then converting existing
ones to dual fuel

Development of the industrial production of altéivex fuels remains dependent on suppliers’
economic choices. Local political authorities mastih difficulty the corresponding orientations.

Legal framework context needs to facilitate intrciiton of alternative fuels, specifically for gas.

Before going ahead with fleet conversion, praatgics should be careful when suitable legislation is
not yet in force, realize prototypes and carry oost-benefit analysis including possibility of
purchasing new vehicles or at least new engines.

Appropriate fuel supply availability must accompamyrchase of alternative fuel powered vehicle.
The contribution of national or local government@Hlling stations for public transport fleets cdul
facilitate CNG buses fleet expansion.

National or local authorities subsidised most pubtiansport fleets and may so require the
introduction of “environmental friendly” specifidgahs in the calls for tender regarding purchases fo
fleet renewal or expansion. This should be seaamaspportunity for governing bodies to request that
fleet expansion is based on the purchase of budash are CNG powered.

LPG is a viable more sustainable alternative toopéor boats and as such could be promoted by any
Member State, which has a significant concentradfdmoats, such as in the Venice lagoon.

5.1.2 WP6: Access management

Introduction

The management and regulation of access to vehiitldse city hyper centre or a restricted access
zone is a typical problem of quite populated citrgth high density traffic, which intend to adopt
policies for the management of urban mobility witle aim of reducing congestion and pollution due
to traffic.

Eleven measures were relevant for this work packageoulouse, Debrecen, Odense and Venice.
Their content and implementation context vary duditferent initial context, complexity level, area
concerned.

The project-specifigoalsidentified for this technical work package werd@mpw:

* Create and enlarge access-controlled and "cleaai’ zvaas

* Reduce car and boat traffic in inner urban areaméyaging parking space availability and costs
* Provide incentives for the use of clean vehiclesaternative fuels

e Toimprove the acceptance of access restrictioicipsifor sensitive areas.

Process evaluation
The deviations observed, barriers and drivers méhé measures are presented in the following table
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Meas Measure title
ure Deviations
WP 6 |Code barriers drivers
New parking| - _ _Political_ will, Citi;ens'
management policy iancker up-scaling of the _ mformatlon actions,
Toulouse measure professional par.kmg observatory
6.1 (Tou needs actions
strong pollitical support
Public space redesignjextension of the planned| Commercial use|and important
in Toulouse pedestrian area of the  publicjcommunication
6.2 |Tou space campaigns
Public demand of parking
Urban mobility plan in None regulation and  extra
Blagnac parking spaces available
6.3 |[Tou None in the outlying area
corridor building dealy
. . due to public enquiry
CH(')?:: dorsq(lfl'ﬂll?llouseb)us process and delay ir_1 the t_)usnetwork modification
development of priority linked to 2nd underground
6.4 |Tou and information systems |Political changes |line building
Access & parklngslight administrative
management for C'tydelays
6.5 |Deb |centre (Debrecen) None Political will
Accessibility scheme Zl(;)r\;vinistration
for conference centre|Delay to obtain building [0CESS and
& pedestrian zonelpermit ?inancial
6.6 |Deb (Debrecen) shortenings Political will
good acceptance
of new tariffs and|Good transport system in
Delay due to measurelhigh parking feesfthe city centre+
Parking managementleade.r cha.nge _and tofin the inner pitycolaborati_on_ _ betwee_n
strategy for Mestre f[echmcal dlfflgultles _tojzones ; technicalllocal authithies involved in
implement information|difficulties tofthe measure+ targeted
panels update information and
information onjcommunication
6.7 |Ven panels campaigns
After negociations, the
tarrif increases are
Access managementDelay in the new ta_rrif _ ponsidered acceptable by
for the city Centreapproval a_nd mod|f|cat!onhotelle_r_s' important stakehplde_rs;
(Venice) o_f thg implementationjopposition the ~ communication
risponsible campaingns and
dedicated web site have
6.8 |Ven been good supports
Electronic control ofModification of the _ _Political willigness to
the Mestre restricted/Mmeasure leader andT_e(_:hm(_:aI implement an automatic
ACCESS Z0Ne sllght_ de_la_y _due to|difficulties control system to limit
6.9 |Ven technical difficulties acces
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Access and traffic

management in the Strong political support

Grand Canal through None None and police involvment
6.11 [Ven |ARGOS

dedicated website and
Implementation of : administrative strong involvement of
. Implementaion delay . .

environmental zones constraints residents,  stakeholders

6.10 |Ode and road authority

In the MOBILIS project, implementations of accesanagement measures have mainly been
successful. Almost all measures have been strosigbported by politicians. Support from local

authorities, participative working groups, apprafei stakeholders involvement, identification of

citizens’ needs and constrains and good commuaitéi@ve ensured implementation success. Minor
administrative and technical constrains have intced delay in some cases.

Main outputs and results

Meas| Measure title
ure
WP 6 |Code Main outputs Key results
Decrease of free park

New parking management _ _ _ spaces and increase of pay

policy in Toulouse Creation of resident parking rate,|parking, decrease of
extension of pay parking time,joccupation and congestion
preferential rate for somejrates of parking spaces,
professionals (emergency,),lillegal parking rate decrease
development of car parkland high satisfaction rate of

6.1 |[Tou observatory residents

Public space redesign in , L ,

Toulouse Traffic layout modification, urban|Car traffic decrease (-15%),
planning for bicycles, pedestrianjmodification of pedestrian'
zone extension and deliveryland cyclists' habits and
area implementation right in thelcyclists' routes, high

6.2 |[Tou city centre. acceptance level
Better access to the centre
Urban mobility plan in for shops and service
Blagnac Implementation of blue zonelcustomers & decrease in
6.3 |[Tou Aerea long-term parking by 59%;
Segregated bus lanes have
reduced the average bus

High quality bus CorridorsCreation _of t_)us segregatedjtravel timg, average bus

(Toulouse) manes in city centre, ofspe(_ed has increased in bus
dedicated bus corridor linked to|corridors, VP speed is the
underground final stations and ofjsame or slightly higher, low|

6.4 |Tou Park &Ride at this stations occupancy rate of the P&R
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Study for access restriction and

Access & parking|parking management,
management  for  cityjmodification of traffic light cycles|Traffic flow increase during
centre (Debrecen) , implementation of P&R|green cycle, citizens'
6.5 |Deb availability information signs satisfaction
Accessibility scheme for
conference  centre &
pedestrian zone|Drawing up of the extension plan
6.6 |Deb |(Debrecen) of the pedestrain area No short term result
Ten new park and ride car parks
opened with public transport . -
. sgrvices avail%ble and P 4Park & Ride use by visitors
Parking management|: - and commuter increased by
strategy for Mestre m_format!on panels - -+309%' traffic flow increase
differentiated park tarrifs in ’ -
surrounding areas+as been limited .and car
communication campaigns park turnover h.as |mprqv¢d
6.7 |Ven in favour of business activity
New tariff system in favour of
euro IV buses and limiting
Access management forlaccess to city centre+ large|increase of Euro IV buses
the city centre (Venice) information campaigns towards|proportion
towards stakeholders= training
of the check-in employees
6.8 |Ven
Electronic control of the .
Mestre restricted access I_Eff_ectwe enfor(_:ement of the
sone limited traffic zone=>
Implementation of video controlreduction by 10% in the
system in the limited traffic zonejnumber of car accessing to
6.9 |Ven (LTZ) the city
ARGOS system provides
information on the exact number,
types and speed of boats| o
Access and trafficnavigating: ~ Concept  design Police efficiency has
management in the Grand|Paséd on image analysisincreased=>Firstly, fine
Canal through ARGOS software, installation of thefnumber was increasing,
Survey Cells along Grand canalthen decreasing
and Local Police Operative
Centre implementation. Training
6.11 |Ven of control employees
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Implementation of interactive
information system for cyclists in
the city centre and establishment/Car speed decrease by,
of limited 30km/h zones andjaround 20% in residential
street  narrowing in  twolareas and good acceptance
6.10 |Ode residential areas level

Implementation of
environmental zones

Access Management initiatives aimed to limit andswdidate access along major roadways, while
promoting a supporting street system and unifiezks& and circulation systems for development. It
helps provide safety and mobility of the travellipgblic while accommodating the access and
accessibility needs of property owners, and in scases also more attractive corridors.

Most implemented measures have shown positive itapand therefore the efficiency. Access
management can reduce traffic, congestion, anditpmil and can also influence the behaviour of
focus groups.

Some measures will only produce measurable impdiets MOBILIS time.

Recommendations

Measure Measure title
WP 6 |Code Recommendations

Have good knowledge of initial
parking supply and use, firstly|
test pay parking and assess the
experiment before up-scaling,
respect dialogue step with
citizens. Police ongoing
surveillance and appropriate
offer of alternative to car are
6.1 Tou necessary

New parking management
policy in Toulouse

The design of a city centre has
to be combined with the renewal
Public space redesign injof the parking policy and the
Toulouse development of public transport.
The needs of the inhabitants
6.2 Tou must be clearly identified.

Communication between the
different stakeholders is a key
6.3 Tou point

Urban mobility plan in Blagnhac

High quality bus corridors are an

High quality bus Corridorsau‘fordable option to enlarge the

(Toulouse) scope and improve the services
6.4 Tou of public transport

Access & parking

management for city centrelP&R creation around access
6.5 Deb (Debrecen) limited zone

Accessibility  scheme  for|P&R available close to

conference centre &|pedestrian zone and tramline to
6.6 Deb pedestrian zone (Debrecen) [cross the city centre
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It is crucial to avoid local public
opposition by developing
appropriate public
communication campaigns
targeting all groups involved

Parking management strategy
for Mestre

6.7 Ven

Involve all counterparts in the at
all stages of the planning
process; Integrate the tariff
scheme within a general regional
Bus entry charging strategy and
duly inform in time the
concerned stakeholders and all
counterparts to foster debate
6.8 \Ven and avoid opposition

Access management for the
city centre (Venice)

Guarantee a good accessibility
to the affected areas by public
Electronic control of theltransport and alternative mobility|
Mestre restricted access zone [modes and special attention
should be paid to residents and
6.9 Ven people with reduced mobility

Access and traffic
management in the Grand
6.11 Ven Canal through ARGOS

Coherent parking policy and
management package required

Political ~ willingness; citizens’
Implementation ofinvolvement and appropriate
environmental zones communication actions and tools
6.10 Ode are crucial success factors

Access management is a sensitive subject. It carsde as a global instrument or as a focus measure.
Experienced measures show not only the efficierfcpocess management policies but also their
flexibility. A formal policy should be establisticdo give access spacing guidelines to aid in the
planning of future developments and roadways. lim@ortant that the development of public
transport and sustainable modes accompanies tedteccess policy.

Political willingness, clear knowledge of resideatsd or economical actors, active participation of

stakeholders, adequate implementation calendarlaagd communication actions are great success
factors for introducing access management measures.

5.1.3 WPTY: Integrated pricing strategies

Introduction

During the last decades, many advanced ticketirgemys and integrated services have been
developed in Europe.
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Only one measure, implemented in Toulouse, wasvaatefor this work package: “Innovative
multimodal Public Transport contracts, services @edtronic ticketing in Toulouse”.

The project-specifigoalsidentified for this technical work package were following:
* Achieve full integration of tariff and ticketing stems between PT services, but also for car parks
and motorway use,

* Increase Public transport service attractivenedsahance modal shift by integrating other
services and using electronic tools (e-purse, semards),

e Use transport service contracts as a tool for tyuatiprovements and targeted service
development for specific user groups,

« Promote P&R infrastructures and intermodal tramgllio <reduce car traffic in the city centre.

Process evaluation

During the implementation of this measure, the meateader (the public transport authority-Tiss€o)
faced several barriers and benefited of some drivedping to overcome them as showed in the
following table:

WP 7 Deviations Barriers Drivers

Delay in the development
of integrated offer
between car park and
public  transport that
revealed structural and
organisational difficulties

Innovative
multimodal PT - . - .
contracts, Delay in the development Défé'&’gezoﬁ]%%ﬁggn V\:rlll(leng'?esjbﬁ?climmgoge
[ services and and implementation  of bodies for financial and|and to depcrease us?ers’
electronic the new ticketing system technical reasons traud
ticketing in from November 2006 to
Toulouse June 2007 due to
political  willingness to
have an in-depth

knowledge of users’
behaviour in term of
journey practice and PT
contract use

The financial sensitivity, the organisation anchtacal difficulties of the subject revealed to hgher
than it had been foreseen.

The work methodology and the overall objectiveshef measure had to be reviewed because the local
political authorities wished to have at disposalradepth analyse of the users’ practices towahnds t
new ticketing system and especially, towards the rentactless card (PASTEL) before the
development of new multiservice cards. The rexflthe major marketing study were analysed and
delivered in February 2008. The public transporthaxty undertook then only some specific
demonstrations of innovative PT products, consitleas relevant regarding the marketing study
conclusions.

The integration of the Park & Ride use in the ttokg system revealed itself to be complicated
because the wide extension of the offer and usekceted their efficient running.
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Main outputs and results

electronic ticketing in Toulouse

Measure Measure title
WP 7 |Code Main outputs Key results

Interoperability chart

between the different PT

authorities about the

ticketing system

Increase of the users'

satisfaction and of the PT
public image+ increase of
PT use + fraud decrease

Creation of a new contact

less ticketing system and

new mobility card

Innovative multimodal PT
71T Tou contracts, services and

Marketing study taking into
account flexibility for the
development  of new,
services

no impact yet, except for
commuter card (ACTIVEO)

Development and
implementation of
incentive PT  contracts
targeted to specific users
groups (commuter) and
exploiting innovative

functions proposed by the
new ticketing system

High users’ satisfaction

This type of measure contributes to enhance thégontage of public transports.

Recommendations

electronic ticketing in Toulouse

Measure | Measure title
WP 7 |Code Recommendations
Innovative multimodal PT (It is important to define the different marketing and
7.1T Tou contracts, services and organisation requirements before implementing a new

technical ticketing system.
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The ticketing system and tariffs must be easy to
understand and use. Reduced prices for dedicated
users’ groups help to promote PT use.

The main success factor for the development of new
ticketing system is to enhance price integration firstly
between public transport networks and secondly with
car-park services

Appropriate communication campaigns must
accompany the implementation of new ticketing
system and of each new tariff

The main recommendations are:

* The implementation of new ticketing system and ises/requires previous in-depth analysis of
the users’ needs and acceptance level.

e The integration of different service in ticketingstem requires a strong management of its
development, in particular when they involve maratpers. The application of standards and
norms facilitate its implementation.

» Communication towards users is a key factor of esgc

5.1.4 WHP8: Stimulation of collective transport mods
Seven measures were relevant of this work packag@eulouse, Debrecen, Odense and Venice.

The project-specifigoalsidentified for this technical work package were tblllowing:

« Improve the overall availability, quality, acceskitp and attractiveness of PT services

* Remove barriers for using PT through compreherateessibility strategies and targeted service
improvements

< Enhance the intermodal connectivity of PT services
e Improve security in PT for all user groups

e Increase the integration and complementaritiesTaétvices through enhanced cooperation,
coordination and participation in planning

Process evaluation

WP 8

Measure title

[

Deviations

Barriers Driivers
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Measure Political .
X . Commitment of the
Improvement of PT bus|launched late due|misunderstanding .
Tou . . o public transport
lines services to reorganisationjon the measure| oo
8.1 of the PT network|objective P
Willingness of public
Development of proximity Delayed transport authorlt){
) . underground and operator;
Tou services at importantDelay . o
opening and shop|specialised
transport hubs . ) _
implementation marketing  agency
8.2 involvement

Improving the accessibility Financial _Natmnal regulation

Tou of PT services in Toulouse Delay investment level n fa_v_our of
8.3 accessibility
:Qtegrathn of the Demand Transport-on- Willingness of public
esponsive Transport as : .
Tou .~ INone demand runningjtransport  authority
a complementary service conditions and operator
8.4 to PT in Toulouse P
Deb Safety & security for public None None Public transport
8.5 transport drivers operator support
Integration  of  quality|
Ode |improvements of|[None None Political support
8.6 sustainable modes
Introduction of low impact Good cooperation
Ven None None
8.7 access for all waterbuses between partners

The implementation of these measures met few diffees; the main barrier identified concern
financial investment to improve accessibility of Barvices.

The commitment of public transport authority or @ters has been very efficient in main cases;

Main outputs and results

WP 8 Main outputs Key results
Automatic  measurement
and analysis systems for . .
: No results available yet;
Improvement of PT busjroute times and passenger|. :
Tou . . ) ..~ improvement of service
lines services numbers; certification :
.~ _|quality excepted
methodology for service
8.1 quality
Devglo_pment . of . : 51% of underground
proximity services at|Creation of shopping areas| .. ..
Tou : ; satisfied by these new,
important transportjat underground stations .
services
hubs
8.2
. Validation of an
Improving the o |Few results yet except
-~ accessibility master plan:|_,. S
Tou accessibility of  PT| ; o F Islight accessibility,
i . employees’ training; first|:
services in Toulouse ! ; improvement
8.3 actions implemented

02 April 2009

CiViTAS ‘ GUARD ‘ [ Page 245



Project Final Evaluation Report —

Integration of  the Increase of transport-on-
Demand Responsive|lncrease of demand . P
. . “|demand users; decrease of
Tou Transport as alresponsive transport line X
. energy consumption and
complementary service|from 5 to 18 .
8.4 to PT in Toulouse maintenance costs
. Bus Drivers’ training abouthlgh acceptance level; no
Safety & security for| . result available yet on
Deb . : new safety technologies
public transport drivers Use transport energy, economy
8.5 or environment
PT Marketing campaigns,|, ,. . .
Integration of qualitylinstallation of bus priority, :rlr?(r)]n Ps'la'ltllsjfsa;'tslor:jecrlezvseel
Ode improvements ofiticket sale system through of busgtravel time: higher PT
sustainable modes mobile phone and realawareness LY
8.6 time information system
Improvement of transport
facilties for disabled people
Introduction of low|18 new waterbuses injand travel time reduction;
Ven impact access for alloperation with facilities forjnoise reduction;
waterbuses disabled people environmental impact
improved; high users’
8.7 satisfaction level

The project-specific goals for this work packageehbeen mostly achieved.

The most relevant impacts concern improvement of&Vice quality, increase of users’ satisfaction,
higher integration of disabled people. Nowadays, ithpacts on modal shift and thus, on energy,
environment are yet difficult to measure excepttfiernew waterbuses in Venice.

Most measure impacts will be maintained after MOBILime

Recommendations

WP 8 Measure title Recommendations
Use of the methodology|
Improvement of PT bus lines devgloped to define
Tou ; quality strategy and
services . 27
obtain  certification
8.1 as learning practice
Take into account the
oo . specific features off
Development of proximity services at|
Tou ) the transport area
important transport hubs
and the expected
8.2 services by PT users
Necessary diagnostic of
Tou Improving the accessibility of PT the PT  network
services in Toulouse before drawing up
8.3 action plan
Integration of the Demand|.. . I
) Sign a quality-monitoring
Responsive Transport as & .
Tou ; contract with the
complementary service to PT
. RTD operator
8.4 in Toulouse
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Safety & security for public transportjRenew training on regular
Deb . ;
8.5 drivers basis
Awareness campaigns
must be repeated,;
Integration of quality improvements gadgets  motivate;
Ode :
of sustainable modes segregated bus
corridors improve
8.6 bus priority results
Necessary identification of
: . travel needs  of
Introduction of low impact access for| .
Ven disabled people and
all waterbuses L ;
participative project
8.7 management

The recommendations are mainly linked to each tfpeeasure.

The methodology developed in Toulouse to defindityustrategy seems to be a useful tool for other
PT operators.

5.1.5 WP9: New forms of vehicle use and ownership

Introduction

Cities aim to modify car users’ practices to redirtdhe average number of car kilometres. The
expected benefits are less congestion, lower ¢ostisiction of new infrastructure), better access to
economic centres and fewer emissions providingtebenvironment to live in.

Five measures were relevant of this work packag€omlouse, Debrecen, Odense and Venice, two
concerned carsharing, two carpooling and one tlngtion of alternative transport mode. Their
common objective was to promote new approach ofisarand car ownership.

The project-specifigoalsidentified for this technical work package were following:

Reduce the number of car trips and increase thegee/ehicle occupancy

Enlarge service offers for car sharing based otasable marketing strategies

Improve the integration between car-pooling andsBrvices

Provide new car-pooling services for specific tagreups

Limit the circulation of especially polluting capsoviding tailored mobility service alternatives

Process evaluation

Measu Measure title
WP 9 [re Deviations Barriers Drivers
Code
: . _|Existing carpooling
Promotion of carlCar polling firstlyvarlable Workmginitiative, support of local
. . hours and -
9.1 Tou pooling andlexperimented on a authorities and  parallel

integration in PT offer

restricted area

dispersion
residential areas

of

development of commuter,
plan
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. Political changes
Implementation of a . I
. _Delay in theland legislative lack . .
new carsharing|. . , : Carsharing associative
9.2 Tou . . implementation of the(for financial support|.”...~ .
service linked to PT . initiative
. measure by public transport
services
operator
Car pooling service Iggrfwkmunication OfPart|C|pat|on of students in
9.3 Deb P 9 None the development of the
for students about the new, .
; service
service
Recurrent Carsharing integration in
Expansion &|Delay due to the local traffic plan, financial
; e : reluctance of|. :
9.4 Ven |diversification of carjweak commitment of . incentives and local and
. : companies to turn to| . .
sharing scheme gas provider . national promotion of
carsharing .
carsharing
Reduction of the
Creating aIternauvepan.e.I from 400M|sunderstand|ng of .
" . families to 160 to ' ~..[Stakeholders and media
9.5 Ode |mobility options for the campaign title:
make good use of the|, .., |support
owners of old cars Car Free Families
free TV- coverage of
the measure

General approach of civil society, media and prditiegarding car use is evolving; their supports an
sometimes initiatives helped to develop and implartigese measures.

Workers and companies are still slightly reluctenhew approaches in car use, so flexibility of new

services is crucial.

Main outputs and results

WP 9 Measure Measure title Main outputs Key results
Code
. |Increase  of carpooling
Development of carpooling . .
Cor . practice at conurbation level
service in public transport .
. . reducing commuter
Promotion of car pooling andloffer and of a web space|. .
9.1 Tou : o . . journeys and associated
intergation in PT offer dedicated to carpooling onf.
L Impacts on energy
the official page of the .
. consumption and
public transport operator ;
environment
. in-depth marketing study
Implementation of a new , . . .
) L and financial analysis andNone due to late carsharing
9.2 Tou carsharing service linked to PT| . N '
X implementation of|service implementation
services ; .
carsharing service
Development of a web|Few subscribers in the first
Car pooling service forlspace dedicated tojmonths because of the end
9.3 Deb . -
students carpooling on the officialjof the school year, but good
page of the City average satisfaction level
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9.4

Ven

Expansion & diversification of
car sharing scheme

Increase of the carsharing
fleet from 22 to 56
vehicles. Among them 14
modified for  disabled
people 68 car places and 8
new carsharing collections
points and new carsharing
management and tariffs

4,600 users and around 200
contracts with firms
resulting in reducing
emissions by about 79t/y of
CO2, 218 kgly of CO, 19
kg/y of NOx and 18.8 kgly
of HC

9.5

Ode

Creating alternative mobility
options for owners of old cars

160 families joined the
campaign "living without
car' and 132 did it during
2months

On average, each family,
travelled 2,367 km less by
car and saved 427 kg CO?
in 2 months. They mostly
turned to public transport.
Their health globally has

improved. Other results
may appear after the
MOBILIS time

According to the results of the measures, promete approach of car use and occupancy seems to
introduce a modal shift towards more sustainabitenoof transport and away from the private car.

Encourage higher vehicle occupancy rates reduesidimber of car kilometres, associated energy
consumption and emissions provides a better envieorn.
Car sharing and carpooling make automobile use nammessible to students or low-income
households. The acceptance of these solution®lly good among the members. Firstly the car-
poolers have reduced travel costs and in some es&ssimproved social contacts, they no longer
have to drive their cars in rush hour traffic evday

Carsharing does however require initial investmemslapting carsharing vehicles to persons with
physical disabilities presents special challengagaced by traditional car rental, the experinleat
in Venice proved the interest of it .

Recommendations

WP 9 Measure Measure title Recommendations
Code
Integration in transport offer, commuter
. . plan implementation and restricive parking
Promotion of car pooling . . .
9.1 Tou . O policy favourish carpooling development/
and intergation in PT offer !
Adequate management and promotion are
compulsory
Implementation of a new Appropngte urban and transport plgnnlng,
; . interggation of carsharing service in
9.2 Tou carsharing service linked to PT . X
) transport offer and intense promotion of
services .
the new service
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. . Promote the new service through
Car pooling service for . ; X
9.3 Deb awareness and information campaigns at
students
local level
. . P Integration of car sharing in local traffic and
Expansion & diversification - . 20 .
9.4 Ven : mobility plans+ financial incentives and
of car sharing scheme .
awareness campaigns
Close cooperation with the local media is
Creating alternative mobility | highly recommended and crucial for
9.5 Ode options for owners of old | success. Rewards of the volunteers could
cars increase the success of this type of
measure

Companies or local authorities may introduce faedli such as defined pick-up points, preferential
parking and general advices, to encourage privatpooling, often as part of wider transport
programs like commuter mobility plans.

Urban car sharing is often promoted as an alteenab owning a car or multiple cars. Successful
carsharing development should be associated maiily densely populated areas and restricted
parking regulations. The financial investment shali be underestimated.

Central listing facilities through dedicated webges, mobile phones and other software support
systems increase use of these services and usengraess;

Active promotion campaigns and political supporthed new services are crucial.

5.1.6 WP10: New concepts for the distribution of guls

Introduction

Only two measures, in Toulouse and Venice, wereveglt of this work package. The common
objective was to limit the impacts of good trans@ord delivery in sensitive areas.

Measure Code Measure title
101 T Clean urban logistics and goods distribugtatform in Toulouse
10.2V Clean urban logistics in Venice

Firstly, the geographical context of both citiesésy different, but the objectives were also diffe.
Toulouse aimed to:

» improve transport and freight delivery in the vegntre of Toulouse by implementing a new
freight regulation,
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- prepare for the development of a logistics platf@iconurbation level: an urban delivery
centre (UDC) through the implementation and evaunabf a new protocol delivery system
led by Chronopost , a mail and parcel delivery canyp

and Venice:

- to manage the permanent and temporary boat paskiaces along the inner canals in Venice
more effectively, through the creation of a webi#ed information system that integrates
day-to-day administrative acts (requests, authtioiss, etc.);

» to provide support to decision-makers for the irdégd management of boat traffic and
circulation, during ordinary and extraordinary ations.

Process evaluation
Measurc Measure title

WP 10 Code Deviations Barriers Drivers
Financial and
organisation
. constraints  of
Failure of wurban .
deliver centre freight road
=Ty haulers / local
creation .
Clean urban economic
rou logistics & goods context not
distribution favourable
platform Company commitment to
environment and local
authority support to
experiment new delivery
organisation in the city
10.1 centre
Clean urban . .
logistics Commn_m(_ant of t_he city of
Venice in improving
Ven None Permanent and temporary;
boat parking end users
and stakeholders
involvement in definition
10.2 process

In France, the freight delivery sector is subjecaithigh competition level and small margins. This
context makes it difficult to build up a relatiohtoust and carry out a joint project with carrief$ie
city of Toulouse abandoned the project of UDC déosain June 2007, due to the opposition of many
road haulers, and produced a process evaluaticortrapalysing the failure of the project, more
clearly identifying the barriers and giving recomrmdations on how this could be overcome in the
future (cf. Annex C.1- measure 10.1- In depth pssaavaluation).

Main outputs and results
The project-specifigoalsidentified for this technical work package were to

» Rationalise urban logistics and goods distributreducing empty carriages and vehicle
emissions, especially in sensitive areas
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« Promote clean vehicles for urban logistics and gatmlivery services
* Reduce congestion, traffic perturbation and indisieaused by goods distribution
« Enhance participation and cooperation of all stalddrs in urban goods distribution

WP 10

Main outputs

key results

10.1

Tou

Clean urban logistics & goods
distribution platform

Urban freight delivery
centre study/ delivery new
regulation and associated
quality chart about freight
deliveries in the city
centre, video-controlled
delivery areas in the city
centre

Decrease of freight delivery
duration and vehicle
tonnages / acceptance of
the constraints/ dialogue
created between local
authorities and stakeholders

Chronopost Compagny
new delivery organization.

Environmental, economic
and social benefits

10.2

Ven

Clean urban logistics

Redefinition and renewal
of parking management for
boats

Parking management GIS
system

No result yet;

The expected results are:

Traffic and boat parking
improvement; thus, easier
freight delivery

Most goals have been achieved or will be afteretid: of MOBILIS project. For such measures,
results are long term ondscan be expected that the effects on environraedtsociety should be in
most cases although there is no actual proof dleailiReducing the number of kilometres per freight
movement ahs a positive effect on environment awedgy .

Recommendations

WP 10

Measure
Code

Measure title

Recommendations

10.1

Tou

Clean urban logistics
goods distribution platform

&

a public
campaign

Implement
information

with all stakeholders

expected effects + develop cooperation

stakeholder
the

and
highlighting

Example may encourage other companies
to undertake similar changes
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Analyse the parking offer and demand

The GIS Grid system permits an accurate
10.2 Ven Clean urban logistics visualisation of the parking use

A large range of vital functions in city centrespdads on urban freight transport, and public actors
cannot regulate this sector without consultatioth partnership with private actors: retailers, shigp
transport operators.

« Cooperation with the local actors is an efficiemtyto contribute to the optimisation
of urban freight transport,

The most promising way to follow is a step by gtepcedure at the local level: How
to improve the quality of life in city centres, Wwitut impairing the quality of supply
and the activity of transport operators in the pascof urban goods transport ,

Attention should be paid to local conditions:

- contradictory interests in the region (economy,ngport, urban development,
environment) and the commercial sector preveniad#ction

- feedback between planning decisions and the conmmhgnactices increases urban
freight regulation effectiveness

« urban and traffic plans and parking managementyaliould integrate freight
delivery constraints.

« Experiments may help to demonstrate feasibility tanouild consensus between
public and private actors,

Preparing integrated freight traffic plans is agdaarm measure; new technical tools may contriliote
its drawing up, implementation and control.

5.1.7 WP11: Innovative soft measures

Introduction
Many innovative actions were developed in favouswstainable transport.

Twelve measures were relevant of this work packageoulouse, Debrecen, Ljubljana, Odense and
Venice. The content and specific objectives werg ddferent.

Measure Code Measure title

1117 Awareness raising campaign for changing htgtbiehaviour in Toulouse
1127 Promotion of bicycle use and integratiorhvi®l’ services in Toulouse
1137 Set-up of a mobility agency and customisedises in Toulouse

1147 Commuter and school mobility plans in Tos®u
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es

115D Sustainable city-traffic development plan@@brecen

116D Integrated and extended cycling network ébf2cen

11.7L Participatory planning and promotion of airstible mobility in Ljubljana witl
emphasis on safe and increased bicycle use

11.8L Set-up of information points and campaignctean vehicles and alternatiy
fuels in Ljubljana

119V Promotion of safe and increased bicycleind&enice

11.100 Interactive traffic training for childrem ©dense

11.110 Personal transport choice marketing in ©elen

11.120 Mobility management services for Odensbdwar

The project-specifigoalsidentified for this technical work package were to

sustainable mobility, including alternative fueeuend clean vehicles

consultation and participatory planning

cooperative mobility planning

integrated way

between walking, cycling and PT

Process evaluation

Build sustainable mobility into school education

Raise overall awareness and create commitment anitizens and local stakeholders for

Establish a new "mobility culture" in all partneties based on policy integration, stakeholder
Achieve behavioural change through targeted senameketing, information dissemination and
Introduce innovative planning approaches for aduingsmobility and urban development in an

Enhance the use of alternative modes to the proatand improve the safety of and integration

\1/\1|:> Measure title [Peviations Barriers Drivers
Awareness raisin Lack of knowledge of
campaian fO%the size of the panelthe PT users andNew PT ticketing system
11.1 (Tou chanp ing mobilit has been extendednecessary respect ofland extension of the PT
b ging Yifrom 200 to 1000 the “Information  &network
ehaviour ; "
Liberty” law.
. Integration of bicyclejMany responsible levelBad traffic conditions; public
Promotion of ; . gt . . ;
11.2 (Tou bi use in PT ticketing|in cycling policy at localispace resign and strong
icycle use . i
system not realised level political support
Delay in the|Modification of the PT PT authority and local politic
11.3 [Tou [Mobility Agency |development of thejnetwork and political support y P
central agency changes PP
University ~ commuter ... |Methodology developed,;
Lack of communication .
. plan has been .~ _|cooperation between
11.4 (Tou |Mobility plans between companies :
cancelled for . companies and local
- . and PT authority .
administrative reasons authorities
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Involvement of the
Sustainable  city septiscm of the working|stakeholders in the
115 |Deb traffic None group _members at the|participative d§C|S|0n
development plan beginning and somejprocess and continuous
for Debrecen conflicts of interests presence of the working
group advisor
Slight opposition
between the
municipality andThe establishment of the
Intearated and Minor delay to set up|cyclists’ Urban  Mobility Working
9 . ~lthe secured racks duerepresentatives about/Group (see Measure 11.5D)
11.6 |Deb |extended cycling S . o )
to administrativejthe realisation planninglhelped to draw up the
network e )
reason and difficulties  tolbicycle development plan
develop a coherentland the installation of the
cycle network due to|secured racks greatly eased
urban structure cyclists’ peace of mind
Sustainable Changes . of . the Open public debate
- . measure objectives to )
mobility, emphasis . . /Competences of eachjrevealed users’ needs and
. focus an  cyclists L
11.7 |Lju |on safe & ; stakeholders notpressure  of the  civil
. . safety+ evaluation of] . o o "
increased bicycle . clearly identified organization (cyclists
the bicycle racks use
use network)
added
Inffo  points &
11.8 |Lju campaign O None None None
clean vehicles &
alternative fuels
Promotion of safe Political support, schools
11.9 |Ven |and increased|None None and cyclists association
bicycle use involvement
Interactive  traffic Pedagogic priorities Consul_tant o define
- ; . educational part of the
11.10 [Ode |training for|None and minor involvement| . o .
) game; specific bicycle use
children of teachers ; .
in the film
individual marketing
Personal transport realised by students on
11.11 |Ode . POy ehalf of unemployed|Bad weather conditions|Family involvement
choice marketing e
people  difficult to
recruit
nM1(a)12|zlaltyement Delay in the Politic in favour of soft
11.12 |Ode servicge fordevelopment of the[Technical difficulties |mode and urban planning

Odense harbour

traffic model

opportunity

Awareness and marketing campaigns, as traffic eiuned programme meet few barriers; extension
of bicycle network meet some financial one for stveent. For both subject political willingness and
civil society involvement are success factors.

The implementation of mobility plans, electronicnoultimodal mobility services are more sensitive to
political, technical and participative difficulties

Traffic congestion help to turn people to more aimstble solutions than private car use.
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Main outputs and results

WP 11 Measure title Main outputs Key results
Better knowledge of
transport users'pracice and
Awareness raising campaign . needs; possibility to adapt
: .= |Creation of users and non :
111 Tou for changing mobility the PT services, foolow the
. users panel - :
behaviour satisfaction level and
measure the impacts of
promotion campaigns
Production of “how tollncreased integration of
. : promote  cycling”  guide;/cycling in urban planning;
11.2  |Tou Promotion of bicycle use implementation of automaticalldevelopment of cycle use at
bicycle rental service city level
Creation of a mobility
agency inside the public
11.3 Tou Mobility Agency transport autorithy|public awareness increase
structure; dedicated web
site
Development of a
methodology and . .
. . Positive Impacts on
information tool to develop
transport, energy,
and promote commuter| . .
. . lenvironment and society of
11.4 Tou Mobility plans mobility plans; .
) . the implemented commuter
implementation of ; .
plans, increased impacts
commuter plans at
. are expected
company and business
area level
Sustainable city traffic|Proposed development . .
; . INo results available in
115 Deb development plan forprogramme with specified .
. S MOBILIS time
Debrecen action plan and priorities
Overall bicycle network.l_he development  plan
development plan and| il d af
Integrated and  extended|according to it installation'mpaCts will appeared after
11.6 Deb ' MOBILIS time; 60% of

cycling network

of 51

cycle lanes created

secured bicycle
racks and around 4km of

cyclists were satisfied of the
first actions
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Sustainable mobility, emphasis

Preparation and testing of
the public participation

Positive results of the
participative model:
involvement and

satisfaction increase of the
stakeholders + slight

11.7 Lju on safe & increased bicyclejmodel+ installation of 46 .
. increase of the bicycle use
use covered bicycle shelters o hiah
and 424 secured racks _(1,17A)|n one year)+ hig
increase of the new racks
and covered bicycle
shelters
. . Establishment of 3 info
Info points & campaign on|_".
. . .~ |point and of workshops on .
11.8 Lju clean vehicles & alternative . Awareness increase
alternative fuels and soft
fuels
modes
Improvement of quality
and safety level of home- _Cycle lane netw%rk.
school bicycle routes to 3:nmcr<re:\/s:(;j byszrfgltmd SS\r?d’
Promotion of safe and|schools; educational and| "o : y
11.9 Ven . . VR security; no results
increased bicycle use participative programmes|_ ~~. .

: available regarding the
for safer cycling developed|. f d ional
and implemented i Jimpacts o educationa
<chools programme

. . - Web-game  for  pupils
11.10 |Ode Lr;;[itla(;?ecrt:ve traffictraining fortraining and teachers|No quantifiable impact yet
training
Marketing campaigns, web
1111 |ode Personal transport choicelsite dedicated to mobility|No result available in short
‘ marketing and promotion of cyclefterm
trailer
Fully functioning traffic
11.12 lode Mobility management servicemodel including private|No result available in short
' for Odense harbour vehicles, public transportiterm
and cycles;

Promotion of soft modes has a high acceptancesatidfaction level; as for mobility plans, the
impacts of these measures are often difficult tangjfy in the limited time of such a project.

The implementation of bicycle rental service hagkgr visible impacts.

Recommendations

WP 11 Measure title Recommendations
. . |Strong involvement of the commercial and
Awareness raising campaign L
) .~ lcommunication departments of the PT
111 Tou for changing mobility A . X
behaviour operator required; possible common action

with other transport operators
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To define cycling strategy, involve of all

11.2 Tou Promotion of bicycle use appropriate stakeholders and authorities
representatives
11.3 Tou Mobility Agency None
11.4 Tou Mobility plans Mobility shall be included in urban planning
Sustainable city traffic|The representatives should be conscious that|
115 Deb development plan forthey represented their organisation and are
Debrecen committed to working for a common situation.
To design a long-term bicycle development
planning a structured and systematic way, it
Integrated and  extended|is important to collect all the information
11.6 Deb : ” : . .
cycling network about the citizens’ needs, diagnostic
infrastructure, and take in account available
financial resources.
Before launching participative process, it may|
Sustainable mobility, emphasisjbe useful to provide guide and training for the
11.7 Lju on safe & increased bicyclejpublic and civil participants to improve their
use contributions to the identification of users’
needs and to the definitions of solutions
Info points & campaign on|Survey of a panel of citizens is useful to
11.8 Lju clean vehicles & alternativemeasure the impacts of dissemination
fuels actions
Promotion of safe and|Cycling educational programme requires high
11.9 Ven . . . . -
increased bicycle use quality cycling network to be efficient
11.10 |ode Interactive traffic training for(Game situations must be adapted at each

children

city context
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1111 |ode Personal transport choice|Dissemination of brochures and dedicated

marketing web site help individual marketing
Cycle traffic model need to be integrated at
11.12 lode Mobility management servicelthe beginning of urban planning; maintain

for Odense harbour communication towards citizens and
stakeholders is

Urban planning should integrate mobility needs deuelop solutions in favour of soft modes and
public transport.

Develop cycling training at school level would migdhe transport mode of next generations.

5.1.8 WP12: Telematics

Introduction
Transport telematics applications are contributsgnore efficient transports.

Six measures were relevant of this work packag€omouse, Debrecen and Venice. Two measures
concerned mainly the implementation of public tpors priority systems, two others related to
vehicle tracking through a combination of a GNS&ieer and an electronic device installed in each
vehicle.

Measure Code Measure title

1217 Demonstration of EGNOS/Galileo servicesfos¢he control and information
system of public transport in Toulouse

122T Implementation of bus priority scheme in Toulouse

123T Development of an integrated multimodal efker information system in
Toulouse

12.4D Tramway public transport priority scheme amdal-time passenger
information system

125V Satellite control (GPS -GPRS) for water Bivices in Venice

126V Management decision support system for wademe traffic in Venice

The project-specifigoalsidentified for this technical work package were to

« Validate the feasibility of the use of the GNSStegs (EGNOS & Galileo) in support of the
exploitation of the surface public transport
« Touse ITS for PT quality improvements (fleet masragnt, priority scheme) and traffic control

* Provide real-time and reliable traveller informatgervices for PT and road traffic

02 April 2009

CiViTAS ‘ GUARD ‘ [ Page 259



Project Final Evaluation Report —

e Support decision making and policy integration

Process evaluation
wp Measure Measure

12 Code title Deviations Barriers Drivers
Demonstration
of
EGNOS/Galileo
Tou services use forNone None Scientific  and political
the control and favourable context
information
system of
12.1 public transport
Imolementation Renewal of automatic
P .~ ICentralised bus|vehicle detection , , o
of bus priority| = . . Engineers’ conviction in bus
Tou .~ [priority system|system; complex| .2
scheme Nl yelaved ¢ fpr|or|ty
Toulouse elaye management o
12.2 centralised solution
Delay in the
Multimodal :jn(?[\e/elrc;;i[)gjent OfComplexity of
Tou information grate management and|Political willingness
system Information SChemetechnical difficulties
Y between P&R and
12.3 Urban Highway
Trr%';?twagcﬁerz-g Reduction of the|[Technical difficulties to|Cooperation between the
12.4 |Deb g rZaI timenumber of priority|generalise thelpublic transport company)|
‘ assenaer infosystem implementation of PTjand the municipal traffic
Eystemg implemented priority control department
Satellite controlDela in the
(GPS-GPRYS) Y Administrative and|Police needs for new
Ven development of the|. .
for water PT financial control centre
125 services system
Management
decision s
Scientific competences and
Ven support system|None None cooperation
for waterborne P
12.6 traffic

Measures related to this work package have glolbaé&n successfully implemented.

Technical difficulties or complexity of the firstipreseen systems have delayed the implementation o
some of these technical measures.

Regarding multimodality information system, the mg@ment of numerous partners was difficult, but
the political willingness has been dominant.

Main outputs and results

Measure Measure title

wP 12 Code Main outputs key results
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Demonstration of
EGNOS/Galileo services use . Better location of vehicle
Tou . .~ “|Analysis of test results -
for the control and information position
12.1 system of public transport
Travel time  reduction,
Implementation of bus prioritylmplementation of two|regularity increased,
Tou . . I . .
scheme in Toulouse different priority system importance of infrastructure
12.2 context
Installation of PT
: . . Good acceptance of
information; definition of. .
o information panels but low
. . . the  organisation and ) .
Tou Multimodal information system . L use; no results available yet
technical specifications of] . : )
. . . ffor mulitmodal information
multimodal mformatlonS stem
12.3 system Y
Installation of on board
passenger information
o system in tram and trolley|
Tramway.& PT priority schgme bus fleet and at each tram|Effectiveness of  users
12.4 Deb & real time passenger info ha . i
stop, tram priority system|satisfaction
system
set up at one crossroads
and traffic light cycle plan
updated
Development and test of
control system, based on Better location of boat
Satellite control (GPS-GPRS)|GPS/GPRS system, for| .~ .
Ven . i . position; expected results:
for water PT services waterbuses; creation off. ;
. ._limprovement of regularity
joined control centre with
125 police
Development of
ven Management decision support| waterborne trafficExpected decrease in boat
system for waterborne traffic management decision|traffic congestion expected
12.6 support system

Telematic systems offer additional tools to tramtieil transport and access or parking management
instruments and allow developing public transpoidimation towards passengers.

Tangible benefits of Transport Telematics demotetiry the project include:

Improved PT efficiency due to public transport ptiosystems, making public transport more
efficient and more attractive

Improved monitoring of location, movements, statumsl behaviour of a vehicle or fleet of
vehicles (bus or boats) tracking, achieved throagiombination of a GPS(GNSS) receiver
and an electronic device installed in each vehadeymunicating with the users.

User acceptance Travel information is generallyitmes with high scores for usefulness,
reliability and understanding of the information

Future improvement of decision making and multimgubdicy

The impacts of telematic systems newly developédidoniy be effective after MOBILIS time.

02 April 2009

CiViTAS ‘ GUARD ‘

R 5 CVITAS INTIATIVE 1S GO-FINANGED
BY THE EUROPEAN UNION

Page 261



Project Final Evaluation Report —

Recommendations

WP 12

Measure Codeg

Measure title

Recommendations

12.1

Tou

Demonstration
of EGNOS/Galileo services
use for the control and
information  system  of
public transport

Necessary
investment to integrate
GNSS services in
management systems of
PT network

12.2

Tou

Implementation
of bus priority scheme in
Toulouse

Adaptation  of
the chosen system to
identified constraints and
flexibility

12.3

Tou

Multimodal
information system

Strong project
management required; use
of standards and norm for
data exchange

12.4

Deb

Tramway & PT
priority scheme & real time
passenger info system

Necessary
coordinated involvement of
all political and technical
stakeholders to prevent
considerable delays in the
development and
implementation of the
system

125

Ven

Satellite control
(GPS-GPRS) for water PT
services

None

12.6

Ven

Management
decision support system
for waterborne traffic

None

Transport telematics applications, developed in MO8 project, are mainly dedicated tools that
contribute to enhance public transport or traffi@amagement policy. For some of them, no
recommendations may yet be formulated.

We shall underline that:

« Passengers information systems requires the implatien of reliable technical tools

* As a local authority develops a PT priority schemegeds to set up a global process for getting
the maximum benefit for public transport. All sthkéders should be involved in identifying
problem areas; PT operators can provide usefutrirdtion, including PT usage and other non-
commercially sensitive data and help to the reliighdevel required.

Once a scheme is in place, it must be evaluated. cam be modified if necessary, and the local
authority can learn lessons for future schemes.

The most important aspect of bus priority is to mein clearance of the route; bus lanes help
protect buses from the worst traffic congestiotping to make them more reliable and attractive
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5.1.9 Gender issue results

The results are detailed in the attached “gendswe report This paragraph mention the main
conclusions of the research and measures screaning.

The research available in the UK, Ireland, SwedBelgium and the Netherlands, prove that

differences exist between men and women in thetivay travel, their travel motives and the barriers
faced.

* Women tend to use the car less, are more oftepassenger and drive fewer kilometres.
Although car use is very popular amongst women wititddren in order to combine caring
tasks and trip chaining.

* men make more work-related trips than women, wisereamen travel more for caring
related activities (escorting children to schoohomping etc.), mostly accompanying
someone. Further, trip chaining appears to be alfeactivity.

The screaning of MOBILIS measures focused on fenia@eel mode (use of public and “soft”
transport modes) throughout the countries examined.

* The case of Toulouse illustrates wonderfully thad tn three Toulouse PT users are female.
Male are mainly monthly season ticket holders aredn@ore interested in a season ticket with
no validity limit and with direct debit which canebstopped when desired compared to
women. Further, men indicate to be willing to ugewhen it is as fast as using the car and
frequency is high.

Further, when looking at the new carsharing schantbe city of Venice, the average user
appears to be male between the age of 30 and 46echwith children and car owner as well
as a car sharing user. Two in three users of ttehadang scheme is male, one in three female.

* Cycling seems to be more important to men than woriée MOBILIS case of Debrecen
illustrates this.

Literature identifies women’ motives to use priveée are:

» Often bus routes do not meet women'’s needs toltodfspeak, on non-radial routes and trip
chaining.

* Cycling is not seen as a viable mode of transgwitarily due to journey complexity and
safety concerns.

» Car can easily be used to combine trips, carrymgeyies, escorting trips and scores high
regarding personal safety.

Recommendations

Based on the research done in the CIVITAS MOBILISjgct, the following recommendations are
stated:

* In order to assure for a sustainable mobility sysbased on equality, gender should be a
topic of interest for all current and future EU rility projects

* When planning for and developing sustainable migbitieasures, a gender screaning of
these measures should be put into place usingehdds Impact Assessment tool

* When evaluating sustainable mobility measuresgerifices between males and females
should be taken into account
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* When planning mobility measures in the field of P&y attention to specific needs of
both male and female and include facilities to hetie needs of this large user group:
female especially elderly women and women withr@garesponsibilities.

* When planning cycling measures, keep in mind thatrhajority of cyclists are male. To
develop cycle use among women, try to increasestbige room for bike trailers and
carrier cycles; further, introduce a pram rentimgvice to change travel modes when
arriving in the city centre by bicycle or bus.

* When setting up a promotion campaign to get wontenide a bicycle, special focus
should be put on the health aspects of bicyclingddition,

5.2 Lessons learned

The conditions of measure implementation depentthe@iocal context and of the clean uraban
policy field.

¢ Clean vehicle and alternative fuel use mostly negal barriers

e Access management is mostly linked to politicallimginess and quality of
participative decision process

e Integrated pricing management faces financial $gitgiof local authorities and
technical barriers

e Stimulation of collective transport modes benefitk the willingness of PT
authority and operator

« New form of vehicles use and ownership is suppdntetbcal authorities and now
by changes in civil society

« New concepts for the distribution of goods needsidentify the economical
constraints of the stakeholders;

e Innovative soft measures mainly need political suppand appropriate
communication actions

¢ Telematics use mostly meet technical constraints;

This combination of planning issues (technical,neroic, policy conflict/synergy, user assessment),
political-strategic implications (commitment/oppomi, public funds) and cooperation aspects
(partnership and involvement, key individuals) eets the main challenge of designing “innovative”
measures in a context such as CIVITAS. Almost ygles of measure need political commitment,
partnership and user involvement, and user neegss®ent, appropriate communications activities.
Issues of political support, coalition forming aadiministrative structures are specifically releviant
large agglomerations.

The main impacts of the measures by field poiicyterm of transport, energy,
environment, economy and society are summaristteitable below:

‘ Work Package ‘ Transport | Energy ‘ Environment ‘ Economy | Society ‘
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5:Clean vehicles and alternative + + 0 0
fuels
6:Access management * * * 0 +
7:Integrated pricing strategies |+ * * * +
8:Stimulation of collective* * * * *
transport modes
9: New forms of vehicle use and + + + +
ownership
10:New  concepts for the * * * *
distribution of goods
11:Innovative soft measures + * * 0 +
12: Telematics + * * * +

Definition of conclusion table

Improved +

No change or negative impact 0

Situation has worsened -

Results not yet known *

It must be underlined that measure dispatching nanmolicy field was not totally clear, i.e bus
priority implemented in Odense- measure 8.7)

Collective, in particular public transport, and liycare important alternatives to the car in thigesi
and many measures in CIVITAS MOBILIS concentratedtbis theme. The improvement of the
guantity and quality of the public transport systamd bicycle network and services on offer is
important to create a modal shift. Innovative sasi and integration of services can help to
favourishmmodal change, however, without supportingasures or developing a package of
measures, the impact is limited. Related measwmaade marketing, information systems, raising
awareness, measures on restrictions and pricingrdiggy car use, integration of modes within a
chain-based approach and city (re)development.
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6 CONCLUSIONS

6.1 Introduction

This chapter presents the conclusion of the evalua¢sults of MOBILS project.

In MOBILIS, a total of five cities participated t€IVITAS initiative by implementing 49
measures in eight polity fields: development of rgpeefficient clean vehicles and related
infrastructure, management strategies to protecqtiality of life in city centre or sensitive zones
development of integrated pricing in favour of nmatidal journeys, improvement of public
transport quality, promotion of new approachesasfuse, experiment of hew concepts for good
delivery and implementation of telematic tools toprove transport management and related
information systems.

Evaluation concepts in MOBILIS were consistent witie GUARD approach. Evaluation
methodology and tasks have been detailed in thieatia@n plan (D.3.1); it concerned process and
impact evaluation, including gender issue aspects.

The evaluation tasks have involved site evaluatiamagers and measure leaders at city level and
evaluation project managers at project level.

The following paragraphs draw conclusions relatinghe different aspects; process and impact
evaluation and gender issue analysis.

6.2 Process evaluation

At the beginning of the project, the MOMBILIS pagts have established MOBILIS Risk
Management and Contingency Plan, which followeddolew-mentioned steps:

» Identification of potential and actual risks
* Logging and prioritisation of risks
» Determination of risk mitigation and/or contingerggnning actions

* Monitoring and control of assigned risk mitigatiand/or contingency planning
actions

Most measures have been finally successfully implaed.

The evaluation of the measure implementation pdess provided useful insights into the
formulation for policy recommendations. In partenylit has helped to identify typical patterns of
barriers and drivers that characterise clean upmdinies. Moreover, the correlation between basrier
and drivers patterns at work package level, in nitda local and institutional contexts provided
complementary information.

The most important findings concern the relevanteanticular barriers and drivers for measure
implementation processes. The following barrievkiricategories appear as particularly important:

Main barriers:
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» Technical planning

» Economical planning

» Lack of political support

» Legislation and regulation

These barriers were or should have been identfiddcal level and described potential risks and
contingencies in their measure descriptions.

Main drivers:
« Political commitment
« Partnership and user involvement
« User needs assessment
» Appropriate communications activities

The weight of these identified barriers and driwveasy with the policy field concerned.

We may conclude that it is important to identify pabposal level the scientific and technical
documents, the administrative and legal procedtinas are needed to progress successfully
through the measure implementation and to achleelbjectives, in particular for clean vehicles
and related services.

6.3 Impact evaluation

The implementation of the 49 measures has reatiegditial common project objectives:

« alternative fuels and clean energy-efficient vedschre operating and partners have improved
their knowledge on their benefits and constraiRtsther development and increased impacts
are already expected.

« An other approach of car owning and car use, pramadf public transport and cycling,
improvement of sustainable mode offer and of thalityuand efficiency of PT services have
contributed to encourage modal shift towards pullansport and sustainable transport
modes.

* Limited access management initiatives have improvedquality and fair share of public
space or will do it after MOBILIS time.

* Create transport minimising urban structures

* New infrastructures and equipments for soft moded public transports, accessibility
improvement for disabled people have fostered pafcurity, social inclusion and thus,
improved equity in urban mobility

* Restricted access to city centre, creation of enwirental areas, increase use of environment
friendly transport modes and new waterbuses heipedduce noise and improve air quality
in urban areas. Their impacts will be going onratte project.

« Implementation of parking and freight delivery mgement policy, limited city centre access
and commuter mobility plans support economic dgualent and competitiveness.

e Participative working groups and necessary ideifon of users or citzens’needs have
advanced efficient planning, management and imphkatien processes and coordination
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between mobility stakeholders at different admiaiste levels. The culture acquired will
benefit to develop further mobility developmentservices.

« Involvement of citizens and association in workgrgups or demonstrations have increased
participation of citizens and civil society in eraiiment- and mobility-related decision
making

« Marketing and information campaigns have raisedramess for sustainable mobility and
promoted behavioural change

« Development of telematic and intermodal systemsifnasoved the innovation and creativity
capacities of local mobility stakeholders.

The evaluation conducted at measure, city and \wadkage level has revealed that most horizontal
and thematic goals have been reached.

Due to the short time of the project and sometirteesodifications of the city context, precise fésu
of the impacts on transport, energy, environmert society have been difficult to quantify. The
evaluation sometimes indicates expected resulfsadts of some measure will only appear in next
years.

6.4 Conclusions

The evaluation of the MOBILIS project provides infation on the likely results that can be achieved
when implementing integrated packages of sustaenatlan transport measures.

The project has in many cases provided assessmoetite introduction of a variety of innovative
measures and has also highlighted some of the inguitation difficulties and unexpected results that
have been achieved for some measures.

CIVITAS MOBIILIS project has allowed these five iei$ the opportunity to promote themselves by
implementing innovative and sustainable measuras.implementation of such measures does not
only influence the quality of life for citizenspbalso provides kknowledge and methodological or
technical tools for other European cities to use.

One of the main feedbacks of the cities is thatsuealifetime will go beyond MOBILIS and it will
therefore be interesting to have further evaluaiiofew years. It is recommended that data colbecti
and analysis is continued over the lifetime of mahthe measures to identify the sustained effetts
the measure and to identify whether the measuceriinuing to meet its objectives and/or identify
areas/opportunities for improvement in the future.
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