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1 Agenda
Wednesday, 14 of May 2014
From

11:45

Registration of Participants

12:00 – 13.00

Lunch

13.00 – 14.00

Welcome and presentation by the City of Copenhagen

14:00 – 14:15

Introduction: Background and objective of the workshop
- Henrik Gudmundson, Danisch Technical Universtiy
- Jens Schippl, Karlsruhe Insitute of Technology

14:15 – 15:00

The Urban GOAL: plenary discussion along key-questions

15:00 – 15:30

Break

15:30 – 16:45

BULDING BLOCKS for the Roadmap: Group work

16:45 – 17:00

Break

17:00 – 18:15

BUILDING BLOCKS for the Roadmap: Report from group work
and discussion along key questions

20:00

Dinner at the restaurant Cap Horn in the Nyhavn area

Thursday, 15th of May 2014
08:30 – 9:30

CONTEXT: Roadmapping exercise for different types of cities

09:30 – 10:15

Presentation and discussion of results along key-questions

10:15 –10:30

Break

10:30 – 12:00

FRAMEWORKS FOR ACTION: Presentation by project team and
discussion along key questions

12:00 – 13:00

Lunch

13:00 - 15:00

Guided site visit on bicycle
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2 TRANSFORuM and the workshop in Copenhagen
2.1 TRANSFORuM
The TRANSFORuM project is facilitating a discussion forum of relevant actors and stakeholders
about the implementation of and progress towards achieving goals in four areas set in the 2011
European White Paper on Transport:






Clean Urban Transport and CO2 free city logistics (goal 1)
Shift of road freight to rail and waterborne transport (goal 3)
Complete and maintain the European high-speed rail network (goal 4)
European multimodal information, management and payment system (goal 8)

TRANSFORuM provides a platform for stakeholders of all areas of the European Transport sector
to develop a common view and strategies of how four key goals of the 2011 White Paper on Transport
can be achieved. Our underlying assumptions are that policy making should be based on an in-depth
understanding of all stakeholders' positions and that co-ordinated action is more effective than solo
attempts.

The stakeholder workshop in Copenhagen will focus on the first of these four goal areas, while
other workshops address the remaining three. The final outcome of the TRANSFORuM process is to be
a series of roadmaps and recommendations for achieving the European goals in the four areas.

The workshop in Copenhagen will built on previous TRANSFORuM event to address Clean Urban
Transport:


a two day workshop held in Gdansk in June 2013, which provided basic identification of key
policies, actors, funding mechanisms and trends in regard to Clean Urban Transport and



Mobility, as well as an identification of barriers, challenges, and ways to overcome them;
a two day workshop on best practices lessons and on learning processes in urban transport
was held in Oslo in autumn 2013. In accordance with the location the electrification of urban



passenger and freight transport was of particular interest in this workshop;
a two day workshop with a particular focus on cross-cutting issues between the 4
TRANSFORuM areas which was held in Vienna in January 2014. Further, a preliminary urban
roadmap 1.0 was discussed at this event.
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Copenhagen was selected for TRANSFORuM’s thematic workshop on urban transport which is
known for its advanced transport policy in particular in the field of cycling.

2.2 The workshop in Copenhagen: objectives and approach
Based on the previous TRANSFORuM events1 and on literature analyses, some key-challenges for
the urban roadmap were developed identified and distinct building blocks developed. The interim
result thus far is summarised in the background paper which you will receive together with this
document at hand. The overall aim of the two-day workshop in Copenhagen will be to validate and
enrich the material so far.

For this reason, we will structure the workshop along the following 4 topics, which can as well
be found in the background paper:
1.

The urban goal: perceptions and relevance

2.

Building blocks towards the target

3.

Context: differences between EU cities

4.

Towards frameworks for action

Following these 4 topics, the workshop will be split into 4 sessions. At day one we will work on
topics 1 and 2. At day two we will work on topics 3 and 4. At the beginning of each section, the project
team will give a brief presentation of the inputs described in the background paper. The discussion will
then be guided by key-questions and take place either in the plenary or in smaller thematic groups.
Key-questions for topic 1 are:






Is the urban goal achievable?
To what extent is the goal clear?
Is it useful as a “vision” for urban policies?
Should countries and cities be encouraged to debate and adopt it in their own form?

Key-questions for topic 2 are:





1

Does the background paper cover the most relevant building blocks?
What additional issues should be addressed?
Who is responsible for the actions proposed in the various buildings blocks?

See http://www.transforum-project.eu/events.html
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Which policies need to be implemented by whom and by when (timing)?

Key-questions for topic 3 are:





Which measures should work everywhere and which measures would only work in
specific conditions?
How can differences between urban areas be addressed in a common roadmap?
Is it useful to differentiate between starting cities, advancing cities and advanced cities
(different distances to the target)?
Do the same stages apply for technological substitution, mobility and logistics?

Key-questions for topic 4 are






Which policy frameworks can accelerate action?
Which processes can be initiated by cities themselves to get stakeholder commitment?
How to create cultures of transition?
What is the role of the national level? What is the role of the EU?

In addition, we will present to you our understanding on how the TRANSFORuM roadmap could
look like (not included in the background paper to avoid any influence of your creativity during the
workshop)

2.3 From the background paper to the urban roadmap 2.0
Together with this briefing document you receive a background paper for the workshop. It is
based on the previous work carried out in the projects and it contains crucial building blocks for the
roadmap. The elements of the background paper will be the basis for the discussion in the workshop.
After the workshop, the results of the discussions in Copenhagen will be used to finalize the urban
roadmap 2.0. A draft version will be send out to the participants of the workshop to ask for comments.
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3 Logistical information
Timing of the workshop
The workshop will start on Wednesday, 14 May at 13.00 with a presentation from the city of
Copenhagen of their present traffic strategy, and then the workshop will start around 14.00. Lunch will
be available at the venue from 12.00.
The workshop will focus on discussions how to reach the goal set in the European Commission’s 2011
Transport White Paper “Halve the use of ‘conventionally fuelled’ cars in urban transport by 2013; phase
them out in cities by 2050. Achieve essentially CO2-free city logistics in major urban centres by 2030.” A
background briefing paper will be circulated about a week before the event.
Wednesday evening we will have dinner at a local restaurant in the Nyhavn area.
The second day of workshop will begin at 08.30 and end at 12.00 with lunch. After lunch at 13.00 we
offer a guided site visit, on bicycle, to experience different traffic solutions in the city. The tour is
planned for around one hour and we will be back no later than 15.00.

Workshop venue
Københavns Rådhus (the Copenhagen City Hall), Rådhuspladsen 1, Copenhagen. The meeting room
is called Hovedkassen, suite 103, and is located on the ground floor.
Use the main entrance from Rådhuspladsen into the building, and there you are welcome to ask the
guards for location of the venue.

Accommodation
Palace hotel, Rådhuspladsen 57, 1550 Copenhagen. www.palacehotelcopenhagen.com. The hotel is
located across the street from the City Hall and just 20 meters from the venue entrance. We have made
a room reservation for everyone attending the workshop for Wednesday night and TRANSFORuM will
cover the accommodation costs. Note that you will not receive any confirmation directly from the hotel.
If you need extra nights ahead or after the workshop please contact Ulla Kaisa as soon as possible.

How to reach the hotel and venue from Kastrup airport
From Kastrup airport to København H
When you arrive at Copenhagen airport Kastrup you will most likely arrive in Terminal 3. In Terminal 3
you will find a DSB office (the train operator) where you can buy a ticket to the main train station
København H (Hovedbanegården). You can enter the train track from Terminal 3 close to the DSB office.
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The train runs 5-6 times per hour and takes 14 minutes. A single ticket is 36 Dkr (4,80 €) and can NOT be
purchased on the train.
Please note: Do not take the Metro! The Metro do not arrive at the main train station, so you should
choose the regular train.
Walk from København H to Rådhuspladsen
When you arrive at the København H, look for exits to Bernstorffsgade and Tivoli amusement park. Take
left on Bernstorffsgade and turn right on Vesterbrogade. See the map below.

Travel reimbursement
TRANSFORuM will reimburse your travel expenses up to EUR 500. Please let us know if this is
insufficient for your special circumstances. We will cover the travel expenses in accordance to EC rules
(economy class on flights etc.).
Unfortunately we are unable to cover per diem rates or working time.
We will send you a reimbursement form ahead of the workshop and it will also be available at the
workshop.

More questions?
Please feel free to contact us for any questions at helpdesk@transforum-project.eu or by phone at +46
13 20 43 18, or +46 709 430 437 (for text messages), Ms. Ulla Kaisa Knutsson.
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4 Informed consent agreement
A conversation about a topic with the strategic dimension of the 2011 White Paper on Transport
might, almost inevitably, include sensitive, potentially also controversial issues. Nevertheless, we believe
it is not only crucial but also possible to conduct such a conversation in a fair, transparent and open
atmosphere if all participants follow some basic rules. We therefore suggest and promise the following:
Every part of the Copenhagen meeting (including the plenary session, the break-out sessions,
even meals) will be held under the well-established Chatham House Rule which stipulates:

When a meeting, or part thereof, is held under the Chatham House Rule, participants are free to
use the information received, but neither the identity nor the affiliation of the speaker(s), nor
that of any other participant, may be revealed.

By attending this event you declare that you understand …




… that your participation is voluntary, and that you are free to withdraw at any time, for any
reason, and without any personal detriment.
… that any information about you personally will be used only to facilitate the logistical
aspects of this event and will not leave the consortium.
… that the purpose of the discussions is not necessarily to achieve complete consensus. Try to
keep in perspective, whether (dis-)agreements are at the level of big concepts and values or at






the level of technical details.
… that whatever you say gains meaning if you contextualize why you are of a certain opinion. In
other words, it is always helpful to disclose your underlying interest.
… that TRANSFORuM may use anonymous quotations from statements you make during the
event.
… that photographs will be taken during the event. You agree that TRANSFORuM may
publish some of them in print and digital form even if individuals can be recognised on them.
… TRANSFORuM will not record extended video footage of any part of the event. However,
we might record brief video footage and conduct short video interviews with a few individuals



and some others might be visible in the background.
… that this event is financed through public funds, which comes with certain restrictions
about reimbursable costs. For example, where TRANSFORuM provides catering no extra
subsistence costs should be claimed.
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Belgium
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Belgium

Schön

Kevin
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Germany

Rasmussen

Ulla
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Austria
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Mikkel

City of Copenhagen

Denmark
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Ana

The Association for Urban Transition -

Romania
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Beckmann
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Swiss Mobility Academy
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Magnus
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Mark

European Commission
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Birgitta
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Karen

University of Oxford
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Ralf
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Germany
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TOI, Institute of Transport Economics,
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Gudmundsson

Henrik

DTU, Danish Technical University

Denmark
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Claus

DTU, Danish Technical University
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Ulla Kaisa

VTI, Swedish National Road and Transport
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TRANSFORuM:

Sweden
Research Institute
Schippl

Jens

KIT, Karlsruhe Institute of Technology

Germany

9 of 10

Further Questions?

Logistical questions about the
Copenhagen meeting
Ulla Kaisa Knutsson
Direct: +46 13 20 43 18
Email: ullakaisa.knutsson@vti.se

Technical questions about the
background paper and the
Urban Mobility Thematic group:
Henrik Gudmundsson –
Direct: +45 45256543
Email: hgu@transport.dtu.dk

General questions about TRANSFORuM:
Ralf Brand
Direct: +49 221 60 60 55 - 18
Email: r.brand@rupprecht-consult.eu

RUPPRECHT CONSULT - Forschung &
Beratung GmbH
Clever Str. 13 - 15
50668 Köln (Cologne)/ Germany
Tel +49 221 60 60 55 - 18 (direct)
Tel +49 173 7263683 (mobile)
www.rupprecht-consult.eu
www.transforum-project.eu

www.transforum-project.eu

May 2014

Preparatory
Survey

TRANSFORuM Thematic Workshop:
Clean Urban Mobility
14 / 15 May 2014
Copenhagen, Denmark

Answering the survey will take about 10 minutes. Answers will be analysed anonymously and will
only be used by the TRANSFORuM project team for the purpose of developing the TRANSFORuM
roadmaps.
You may use the PDF form functionality and fill in the questionnaire directly on the computer.
Please save the file afterwards (this should work at least in Adobe Reader, but as well in many
other software products) and return the filled questionnaire to max.reichenbach@kit.edu at
your earliest convenience. If you have technical problems filling out the questionnaire, you may as
well print it and send a scanned copy.

www.transforum-project.eu

The White Paper goal on Clean Urban Transport
“Halve the use of ‘conventionally-fuelled’ cars in urban transport by 2030; phase them out in cities by
2050; achieve essentially CO2-free city logistics in major urban centres by 2030.”

Question 1: The goal
Yes

Partly

No

Yes

Maybe

No

Were you aware of the White Paper goal
before you were invited to the workshop?

Is the passenger target achievable?
Is the freight target achievable?
Comments (optional):

Question 2: The strategies
Which is the most feasible way to achieve the White Paper goal?
For achieving the passenger target,
the focus should be put on:

For achieving the freight target,
the focus should be put on:

Main focus on electrification, less focus on
change in transport activity (demand and
modal split)

Main focus on electrification, less focus on
change in transport activity (improved
logistics / freight consolidation)

Focus both on electrification and change in
transport activity (demand and modal split)

Focus both on electrification and change in
transport activity (impr. log. / freight consol.)

Main focus on change in transport activity
(demand and modal split), less focus on
electrification

Main focus on change in transport activity
(improved logistics / freight consolidation),
less focus on electrification

I do not agree with any of these options.
(Please comment below.)

I do not agree with any of these options.
(Please comment below.)

Comments (optional):

2 Of 3

Question 3: Responsibilities
Please assess the relevance of the following actors:

I don't know.

low

medium

high

I don't know.

low

medium

high

Relevance for achieving the Relevance for achieving the
passenger target
freight target

EU Commission
Comment (optional):
Cities
Comment (optional):
Regions
Comment (optional):
National government
Comment (optional):
Vehicle and energy producers
Comment (optional):
Transport operators
Comment (optional):
Commerce in cities
Comment (optional):
Social interest groups
Comment (optional):
Others:
Comment (optional):
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Overview
The Background Paper provides material and building blocks for the discussion of how to create a
roadmap for the Urban Transport goal in the European Transport Policy White Paper form 2011.
The content is based in ideas, inputs and results from previous events and stakeholder conversations in
the TRANSFORuM project.t
It is recommended to consult the paper in preparation for the Copenhagen workshop, but it need not
be read from end to end.
The paper:







Sets the scene by introducing the EU urban transport goal in its wider context (section 1)
Revisits and proposes interpretations of the goal, (section 2)
Outlines key strategic building blocks for a roadmap towards it, (section 3)
Pinpoints conditions and diversities of importance for pursuing it, (section 4)
Suggests key action frameworks and processes that could be employed (section 5)

The TRANSFORuM team thanks you warmly for your kind interest!
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1 Introduction
The TRANSFORuM project is charged with conducting a stakeholder-driven process to develop a
roadmap for fulfilling four European Transport Policy White Paper goals, including the goal for clean
urban transport and commuting namely,
To halve the use of conventionally-fuelled cars in urban transport by 2030; and to phase them out by
2050; To achieve essentially CO2-free city logistics in major urban centers by 2030.
This goal specifies an unprecedented high level of ambition for change in urban transport and
mobility; no goal of this kind has been formulated on a continental scale before.
Yet, the goal in fact corresponds well to emerging visions and ongoing efforts already underway
in numerous cities in all member states of Europe, as well as with policies and goals formulated by
stakeholders, governments, and the European Community itself, in areas such as energy; climate
change; innovation and technology; urban planning; health; environment, and safety.
European transport ministers recently expressed their support to stronger efforts and more
cooperation to tackle mobility-related problems and improve quality of life in European cities. The
European Council and the Parliament has also reached an agreement to jointly promote the
deployment of alternative fuel supply across Europe. However, these announcements do not refer
directly to the urban transport goal, and it is not well known how urban transport stakeholders and
policy makers across Europe in general believe it could be fulfilled in practice.
A roadmap towards the urban transport goal could be based on the following observations:


the goal must to be seen as an element in wider approach to promote sustainable
transport in Europe, such as also indicated in the Commission s communication of



December 2013 Together towards competitive and resource-efficient urban mobility .
the introduction and adoption of non -conventionally fuelled vehicles and CO2 free
logistics in European cities currently moves ahead far too slowly, and needs to be



accelerated, if the goal is to be reached;
efforts to control the volumes of traffic by cars and trucks and provide for alternatives,
are just as important for sustainable mobility in cities, as is replacing existing



conventionally fuelled vehicles with ones carrying other propulsion systems;
significant additional actions at all levels of policy will be needed; including actions to
exploit conducive trends in technology, behavior, and governance, and others to counter



undercutting conditions and tendencies;
political visions and leadership at city, national and European levels will have to guide
these transitions; the goal could not be fulfilled in a way that corresponds to top-down
implementation of a master plan; the context and conditions vary across Europe, and
one size does not fit all.

Taking into account the above observations and other contributions made by stakeholders. the
TRANSFORuM roadmap will strive towards supporting comprehensive sustainable urban transport
efforts, with the urban transport as a lodestar and key focal point.
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2 The goal
2.1 The EU White Paper goal and its rationales
The goal reads a follows in the Transport Policy White Paper (EC 2011),
To halve the use of conventionally-fuelled cars in urban transport by 2030; and to phase them out in cities
by 2050 ; and, To achieve essentially CO2-free city logistics in major urban centers by 2030.
The goal is placed under the headline Developing and deploying new and sustainable fuels and
propulsion systems , and it thus points directly towards a need to transform the technical basis for
motorized transport in urban areas. However, the scope needs to be set in a wider context.
The goal in fact unites several major challenges faced by the transport sector in Europe (and
beyond). These challenges are identified in the 2011 White Paper as well as in related documents such
as the urban mobility package ”CEC 2013). Meeting the goal should simultaneously help to,





reduce CO2 emissions from urban transport, as part of Europe s contribution to avoid
dangerous interference with the global climate system
reduce the oil-dependency of the European transport sector, and reduce an oil import
bill of currently around € 210 billion every year.
significantly reduce the emissions of pollutants (particulate matter, NO x) and noise and
thereby improve the quality of life in European cities
support the introduction of new technologies and the creation of lead-markets for
innovative vehicle concepts, helping improve the global competitiveness of the European
transport sector.

According to the White Paper this is to be achieved without sacrificing the efficiency of the
transport system and compromising mobility. It should not be overlooked that the White Paper has the
clause towards a competitive and resource efficient transport system in its subtitle.
The overall targets and timelines are strict: 2030 and 2050; 50% and 0 ”or essentially 0 ). Details
beyond those rather sharp figures are left for the roadmap to define.
The text provides no direct definition of what counts as cities , urban areas , or major urban
centres . These distinctions could be further clarified in connection with the roadmap. Conventionally
fuelled vehicles are understood in the White Paper s vehicles using non-hybrid, internal combustion
engines . This seems to imply that no hybrid cars are to be counted as conventionally-fuelled .
Essentially CO2 free city logistics is not defined, but could be understood as sufficiently selfexplanatory. We will return to some interpretations further below.
Specifications of underlying purpose as well as technical delimitations are important for the
design of a roadmap. The elements of the roadmap need to be assembled in a way that allows to aim
for the target, while also embracing the underlying rationale beneath the visible tip of the iceberg.
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2.2 Embracing the goal
A goal that is formulated by a single entity on behalf of a continent of cities may carry little
legitimacy and clout on its own. One way to consolidate it is to ensure that it is appreciated, interpreted
and continuously deliberated by those it is meant to inspire as part of a strategic discourse. In a process
of appreciation and assimilation, it is important to bring forward and confront any ambiguities, rather
than ignore them. The goal will more likely gain traction though critical reflection than trough mindless
canonization .
On the other hand an objective with a thousand different interpretations may no longer work as
a shared goal on a common playing field. A popular management philosophy teaching is that to be
effective and useful, goals need to me SMART ”Specific, Measurable, Attainable, Relevant, Timely). In a
market context, diverse interpretations of technical specifications may create deadweight losses.
The existing formulation of the goal reflects a balance between rigour and flexibility and it is in
this regard well suited as a starting point. However, a reflection could be needed on whether rigour and
flexibility is administered in the proper does to the proper items.
To orchestrate such a reflection should be an integral of a goal-based roadmap, and it is
therefore also is part of the TRANSFORuM agenda.

2.3 Stakeholder s perspectives on the goal
In previous fora and workshops TRANSFORuM has collected stakeholder s feedback on the
appreciation of the White Paper goals. The key thematic workshop on the urban transport goal was
held in Oslo, Norway in the autumn of 2013. This workshop was attended by 9 stakeholders (2 policy
makers / 2 from industry / 1 consultant / 4 from civil society organizations).
One element was a survey, which had the following main results:
All participants were aware of the White Paper goal and most of them stated that the goal is of
relevance for their daily work; on the question whether the White Paper goal is achievable half of the
participants answered a clear yes and the others said partly . None of the participants said no .1
However, individual comments and the discussions in the workshop revealed that the perception
of the White Paper goal was somewhat less homogeneous. There is room for different understandings
on what is exactly addressed by the goal.

Addressing activity as well as technology
A majority of stakeholders support the view that the goal cannot be reached only by substituting
an old technology by a new one (e.g. by electrification of road transport). Modal shift and changes in
mobility demand need to be considered as well.

1

The UITP recently conducted a survey among its members in Central and Eastern Europe, if they expected cities in the
region would be able to reach the halving goal. 53% responded yes ; 36% no . http://www.ceec.uitp.org/ceec-pollresults-february-2014
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This was further indicated by the preferences among stakeholders for a variety of policy options
to pursue the goal. The highest ranking option was found to be Promotion of urban development
favouring compact cities and the use of public transport and non-motorized travel modes . Other liked
measures included a dialogue with civil society to gain acceptance for urban mobility measures , a
close collaboration between authorities and businesses in the area of city logistics , and national
support for investment in public transport infrastructures . EU guidance on Sustainable Urban Mobility
Plans was seen as somewhat important.
Similar views were put forward even stronger by a similar group of urban transport stakeholders
at another TRANSFORuM event, in Gdansk, Poland. The roadmap should not only focus on electric
vehicles, but also involve other technologies, travel demand management, more efficient public
transport, and operational aspects of city logistics. It was pointed out that a broader bundle of
approaches and measures is needed and available.
We consider this and other input as indicating a quite wide stakeholder support for the view that
a roadmap for the goal needs to emphasize the notions of use and logistics just as much as those of
the non-conventionally fuelled vehicles and essentially CO2-free aspects. Stakeholder consultations so
far advise that the roadmap must involve technological as well as non-technical transformations to
urban mobility.

Diversity of cities
Another important contribution from the involvement of diverse groups of stakeholders was to
make clear that there are huge differences between European cities, in regard to the composition of
transport systems and travel patterns, as well as in regard to conditions and resources for transforming
them. Many cities, particularly in Western Europe, are taking significant steps towards more sustainable
transport and show promising developments, for example in the fields of cycling and public transport.
Meanwhile, urban areas in some Central and Eastern European countries are in a different situation,
struggling with growing motorization, aging transport networks, and low motivations for change. It was
argued that the point of departure for mapping a road towards the goal is highly in-homogenous across
the European Union and so is the perceived distance to target for different cities and states.
It was even questioned by some stakeholders whether it makes sense at all to use same goal and
timeframe for all European cities or whether it is more meaningful to accept a difference between
frontrunners and latecomers.
Both of these points strongly endorse the view that there is no silver bullet or one-size-fits-all
approach that can be applied to all cities across Europe, even if the goal itself is read as sharp and
focused. There are huge differences between the cities and it is crucial that a roadmap will allow taking
specific local contexts and actor constellations into account.

Additional considerations
Some stakeholders argue that the goal to halve the use of conventionally-fuelled cars is more of a
means to an end, or as one among several different tools – to face the abovementioned challenges and
reach the underlying real goals; the outcomes of interest.
It was most widely agreed that first and foremost different actors engaged in urban transport
need to cooperate more in order to allow a genuine shift towards sustainable urban areas. The goal
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must also be recognized in this context; in terms of its ability to nurture a productive cross cutting
dialogue on the means necessary to obtain such wider objectives as well.
At a more technical level stakeholders expressed concerns with respect to the unconditional
inclusion of hybrid cars as non-conventionally fuelled . The group of hybrids is diverse in terms of
technical design and fossil fuel independence. So-called mild hybrids may for example not even have
an alternative fuel engine. Hybrids in general are expected to become so widely adopted via normal
market mechanisms, that counting them all in could remove any teeth from the goal and result in only
limited additional reductions to environmental impact. It seems important to adopt a more stringent
distinction in terms of hybrid vehicles.
With regard to the various denominations of city and urban , stakeholder consultations have so
far not led to more specific distinctions. Some stakeholders find this important, especially if the goal is
to be monitored and enforced in some way, while others are not so concerned. A point made iwas to
focus not only on core urban areas; for cities included in wider metropolitan or commuting zones these
whole areas need to be embraced.

2.4 Interpretations of the goal
In line with the feedback received from stakeholders so far, TRANSFORuM intends to apply a
broad interpretation of the urban transport goal. It acknowledges that the substitution of conventional
fuels is a key strategy to achieve the goal, that is however only necessary but not sufficient. Applying a
broader conceptualization implies that the urban goal addresses also the principle organization of
transport activity in urban areas; A roadmap need to embrace strategies for both dimensions
TRANSFORuM also acknowledges the significant diversity of cities, which could suggest not only
that different emphasis is placed on technology and activity strategies, but also that goals for specific
cities could be more or less ambitious than the EU goal, assuming a kind of common but differentiated
responsibility philosophy as adopted in the United Nation s Rio Declaration on sustainable
development2, to accommodate differences between north and south. However, even if cities are
differentiated, the roadmap itself may not need to deviate from the goal at the overarching level
With regard to rigour and flexibility in general, TRANSFORuM assumes that the goal is meant and
to be taken seriously, and therefore in principle to be monitored and managed, e.g. with the use of
indicators. However it is clear that methodology, data sources and procedures for such an effort are not
fully available today. The topic of data needs is discussed further in section 5 of this report
Section 3 will touch upon the topic of vehicle types, and section 4 looks into the delimitation of
cities or urban areas to be included. However, these are clearly topics for a wider discussion, and
possibly actions by the European Commission.
Finally, the input from stakeholders in the TRANSFORuM process so far highlight three basic
aspects that should be considered in defining the goal the goal:





2

Knowledge on specific circumstances (availability of data and knowledge);
Broad stakeholder agreement on a shared vision for urban areas;
Broad stakeholder agreement on an implementation strategy.

http://global.britannica.com/EBchecked/topic/1917951/common-but-differentiated-responsibilities-CBDR
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2.5 Further actions regarding the goal

The following actions with regard to the further definition, interpretation and appreciation of the
goal could be proposed at the following point in time:


Member States and cities should be encouraged to more actively debate, interpret and
adopt the urban transport goal in the context of their own strategies; and revisit the goal




a regular intervals
The Commission could launch an initiative inviting such a debate and process,
The Commission could provide additional interpretations and precisions of the goal, in
regard to technical and urban area delimitations, and include these in the process
leading up a coming mid-term review of the White Paper in 2015.
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3 General options and strategic levers

3.1 Overall perspective
As noted, reaching the urban transport goal will require fundamental changes in the
development, adoption, and use of vehicles and propulsion systems, and in the provision of logistic
services in cities all over Europe. The goal implies substantial transformations to technologies, services
and behavior within the entire area of urban mobility and transport.
Although markets and technologies are constantly evolving he goal is not likely to be
accomplished unless multiple actors at different levels from city to state to EU level, and across public,
private and civil society undertake a broad variety of actions to change the current conditions, systems
and developments. Inaction is not an option , as one could perhaps paraphrase the White Paper.
As also noted there is not one, or a single set of actions of measures or initiatives that are likely to
be sufficient. A broad range of actions need to be taken over the over the next decades.
A roadmap of actions to be taken should consider the following broad strategic areas:





The supply and demand for non-conventional vehicles and fuels, and associated
infrastructure ” substitution electrification , etc.)
The demand for using private passenger cars for transport in cities, and the supply of
alternatives (shifting and changing mobility)
The supply and demand for low carbon city logistic technologies and practices

Changes in supply and demand need to supplement and reinforce each other within and across
these domains, to transform the production and consumption of urban mobility; It is for example not
viable to increase the supply of alternative fuel vehicles, if consumers are not able or willing to demand
them; and it is not sufficient to nurture a demand for green logistic services for certain niche products,
if dependence of fossil fuels is expanding much more strongly in other areas of delivery.
How to develop and match supply and demand in order to foster change towards sustainable
transport systems, while ensuring viability for social and economic development in cities is an
important question for local, state and European governments and stakeholders.
We propose to use the strategic areas mentioned above as the basis for developing a roadmap
for the urban transport goal. Each of these areas suggest different strategic levers to be addressed and
activated as part of the implementation of the roadmap The next section will explore these areas and
the associated levers further.
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3.2

Strategic levers as building blocks
First a fundamental strategic matrix is proposed, distinguishing the two main domains of what is

being transported, namely passengers and goods, respectively, and the two basic aspects of what need
to be changed, namely transport technology, and transport activity, respectively.
This outlines a matrix of four strategic areas as illustrated in the figure,




Technological substitution for passenger and goods transport (vehicles, propulsion
systems, infrastructures)
Activity changes for passenger and goods transport (demand, modal split and
organization of transport)

The matrix shows a series of key strategic levers that will be discussed in the next section.

Strategic matrix
Passenger

Goods

Alternative fuel cars

Technology
substitution
Alt. fuel infrastructure

Alternative fuel trucks/vans

ITS

Public transport systems

Human powered transport

Activity
change
Goods consolidation

Shared cars

Spatial development
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A differentiation between passenger and goods is relevant because of the different character of
the transport functions and services, and the different types of vehicles required. Goods transport, for
example has an issue of empty running due to the one way character of the supply chains that does not
apply equally to passenger transport. There are however also overlapping and common elements, such
as the need for similar infrastructures and fuel supplies and the (as of yet) manual control of vehicles in
traffic. Passenger cars are also sometimes used to transport goods (e.g. groceries), and goods vehicles
to move passengers (e.g. co-workers). These factors allows for strategic levers that bridge the two
domains,
A differentiation between technological substitution and activity changes is relevant because of the
different types of policy measures and scales of intervention required to influence them. Technologies
need to some extent to be standardized over a wide scale to become efficient, while activity changes in
transport to a higher degree needs consider local or regional context of demand and supply, in order
not to affect mobility and access negatively. Also in this area there are nevertheless overlaps and
correspondences, where for example changes in costs, prices and taxation may influence both the
demand for alternative vehicles and the ways the cars are used.
The point is that there is likely to be a need for pushing or pulling levers affecting all four areas to
achieve the urban transport goal, in different combinations and balances in individual cities and
Member States.
The literature sometimes refer to this as three strategic approaches to obtain low carbon
transport, namely to, avoid transport, meaning the elimination of the need for movement altogether
(e.g. via compact urban development planning); to shift car or air transport to lower emitting modes
such as walking, cycling, rail, or public transport, and to improve the efficiency of the transport
systems, either in terms of capacity utilization, energy efficiency, or carbon content of the fuels. These
approaches are well contained within the strategic matrix
It is clear the strategic areas are related, overlapping and could be mutually supporting. For
example the establishment ofurban consolidation centres may also suppert a wider deployment of
electric freight vehicles, at least with the current technology.
In the following we introduce sets of strategic levers under each of these three categories:





Technological substitution and electrification of passenger cars and fuels
Changing passenger transport activity by reducing and shifting the demand for driving
Supply and demand for low carbon city logistic technologies and practices

It is definitely not to be assumed that the levers need to be pushed or pulled in the same way
everywhere; only that they represent main building blocks for a general roadmap towards the goal. The
different conditions and challenges in cities across Europe will be addressed in the following chapter 4.
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3.3 Technological substitution and Electrification of passenger transport
Electric cars
There are several alternatives to conventional gasoline and diesel (fossil fuel) cars, primarily
centered around electromobility, or electric drive vehicles (EDV). Key types include Battery Electric
Vehicles (BEV); Plug-in Hybrid vehicles (PHEV) and Fuel Cell Vehicles (FEV) using hydrogen or gas as
propulsion.
Mild hybrids are basically fossil fuel cars with an electric helping device to save fuel while
breaking or stopping. It could be considered to exclude mild hybrids from being counted as nonconventional , because of its low effect on the underlying rationale for the urban transport goal.
Various kinds of biofuel represent another non-conventional propulsion source, not considered
here, because of uncertainties with regard to the sustainability of this alternative,3 and the actual fuel
purchased by car owners
Many see the EDV as the key technology to replace conventional cars, although it is still uncertain
whether they will become a fully viable and competitive alternative. Supply of electric car models is still
limited and in general the demand is weak across Europe. Hybrids, electrics, biofuel and gas cars only
constituted 3% of European vehicle sales in 2012, and the share of the fleet is much smaller (0,04% for
EVs only in 2012) . In contrast hybrids (all types) constituted 20% of sales in Japan in 2012.
However sales are accelerating in some markets, like the Netherlands for hybrids and Norway for
BEVs. In Norway there are now more than 25.000 BEVs, based on a steeply rising sales curve.
Main issues obstructing wider adoption are range, costs and charging times for batteries. Even if
range is not so critical for short urban trips, it is perceived as an obstacle by many consumers. However
models are available where the range issue is overcome (ranges 3-400 km) although at a high costs.
One of these models was the most sold car among all available cars models in Norway in March 2014.
Also in Norway sales are not only rising in the Capital city of Oslo, but increasingly also in other urban
areas. (see more in section 5,4 of this note)
An interesting possibility is to introduce EDV is though car sharing and rental services. In a city like
Paris, for example the Autolib sharing system constitutes a major part of the EDV fleet of that city. This
may serve to familiarize a much larger share of travelers to non-conventional fuel driving than via
conventional ownership. Electric drive is often suitable for typical urban car trips, and is beneficial for
the environment compared to conventionally fuelled cars. However the benefit may be smaller if the
shared EDV cars replace trips made by bicycle and public transport.

Electric public transport
Public transport is already widely based on electricity in many cities, notably by metros, trams,
suburban rail, and trolley buses, the latter typically central and eastern European cities, like Gdynia,
Poland. An estimate is that 40 -50% of public transport in Europe is based on electricity today.

3

Bailey, Rob (2013) The Trouble with Biofuels: Costs and Consequences of Expanding Biofuel Use in the United

Kingdom. Energy, Environment and Resources EER PP 2013/01. Chatham House, London
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Many cities are introducing or extending their rail based systems, sometimes closing parallel bus
lines. In smaller cities and more dispersed areas the majority of public transport is provided by diesel
buses, although examples also exist of entire bus fleets based on gas (e.g. Toulouse, France), and (more
experimentally) buses using electric or hydrogen propulsion. The electrification of public transport is
not directly included in the urban transport goal, but it can help achieve some of the associated goals,
such as to limit CO2 emissions, and to reduce the attractiveness of cars.

Infrastructure
Electric forms of transport need electricity supply though wires or charging options and systems.
EDVs need Electric Vehicle Supply Equipment - (EVSE) FCVs need hydrogen supply, and biofuel based
cars need a distribution systems for ethanol, biodiesel or similar. The impact on CO2 emissions depends
much on the power sources used to supply the electric grid. In the best case reduction potential at the
operational is near 100%; in the worst cases between 20% and 0%. In practice comparisons must be
made on a comparable full well-to-wheel or Life cycle basis. In reality the savings are often and .
Some alternatives like hydrogen require investments in fundamentally new infrastructure, other
require extension and modernization to become fully viable, such as high speed chargers, and the
deployment of smart grids allowing EVs to interact with the power supply system in an intelligent way.
Apart from slow or semi-fast AC charging at the home or distribution company there is a need for
additional fast DC charging and/or battery swapping options if EDVs are to serve as full alternatives to
conventional cars. It is important that systems are standardized to ensure interoperability and avoid
duplication of systems and costs.
The European Community institutions have recently agreed on standardised plugs for electric
vehicles and re-fuelling equipment for other some alternative fuels. Agreement has also been reached
on a strategy to roll out alternative fuel infrastructure such as charging points. It will now be up to
Member States to develop and deploy such plans. The government of France has for example recently
announced the adoption of a regional framework for EV charging, this will enroll the Autolib scheme for
Paris with over 5,000 existing charging terminals, that will become partly open to third parties.
Some private operators like oil companies and car retail or charging services roll out EV charging
systems on a commercial basis. It is not yet clear exactly what types of systems provided by whom
would be needed to fulfill the urban transport goal in the optimal way.
Countries, regions and cities employ a range of measures to promote the supply of and demand
for EVs, including, support to research and development; financial incentives to purchase EVs; Provision
of fuelling and charging systems away from home, Transport advantages (e.g. free parking for EDVs,
driving in Bus lanes, etc.) and other measures. It is generally acknowledged that the success in Oslo and
Norway is due to the particularly broad and generous measures, which is the only country where
subsidies directly make BEVs economically more attractive than comparable conventional cars. The
costs of the program in terms of forgone taxes etc. are substantial, but not known in detail4.
Also programs such as the 1,5 billion Euro Electromobility Model Regions in Germany with aim of
aim of getting 1million electric vehicles on the road by 2020 are seen as promising due to its cross
cutting character and large scale. Many countries and some cities offer more or less comprehensive
incentives. Some programs provide support to build up the whole ecosystem around electromobility.

4

Figenbaum, Erik (2013) Elbiler i Norge. Arbeidsdokument 50347, Oslo. www.toi.bo
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3.4 Changing passenger transport activity
It is unlikely that halving the use of conventionally fuelled cars by 2030 - or eliminating them
complexly by 2050 - can be achieved alone by technological substitution of existing cars and fuels with
alternative ones in all cities, at least at the current rate of change. An additional option is to obtain
transport activity changes in the form of a shift in the model split towards other modes, and to reduce
the need for travelling in cars due to more compact or well-designed urban areas.
Such changes in transport activity can potentially contribute to reduce the use of cars without
significant impairment to overall mobility, while also support several other aims underlying and
ultimately justifying the urban transport goal, namely to improve accessibility, health, safety, quality of
life and urban economic development.

Land use development
Land use and urban form have long lasting impacts on factors such as location choices,
commuting patterns, travel distances and mode choice. Changes in land uses patterns can therefore
together with urban (re)development and new infrastructure help reduce the need for travel and the
use of cars. A global estimate by the Intergovernmental Panel on Climate Change suggests that over the
medium‐term (up to 2030) to long‐term (to 2050 and beyond) such measures could potentially help
reduce GHG intensity of transport by 20–50% below 2010 baseline by 2050, through more compact and
integrated transit, improved cycling infrastructure, and walking‐oriented urban planning.
However, the figure is likely to be lower in Europe, where such an approach is already
widespread. Many cities and states directly apply land use policy measures as part of planning
frameworks and policies to limit CO2 emissions, a prominent example being compact city strategies.
The interactions between transport and land use are highly complex and despite decades of
research there are many unanswered questions, on how much transport demand and associated
effects can actually be influenced by intervention in different spatial parameters such as density,
diversity or design, and by using planning instruments such a zoning, investments, restrictions on
development, densification, and other measures. The results of planning efforts are likely to be unique
for each city and different also between cities in for example mono-centric, versus policy centric
regions.
Nevertheless, it is important to include land use policies and measures to at least avoid that
reduction in emissions from cars are nullified by urban sprawl. Integrated land used and transport
development to maximize benefits of public transport investments should be seen as an essential
element in sustainable urban transport planning.

Public transport systems
Shifting passengers to public transport (PT), and investing in new and improved PT is one of the
most obvious ways to help reduce the use of cars in cities, conventionally fuelled or not. Surveys of
citizens and professionals often show that improving public transport is seen as the most important
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measure for sustainable urban transport of all.5 Public transport can provide comparable service
comfort and cost to using a car for many urban trips, not least commuting. However for less densely
populated or sprawled areas, public transport is not always a viable alternative.
Promoting and investing in modernized, integrated, clean public transport systems can provide
cities and societies with a range of other benefits, in terms of mobility, accessibility, economic
performance, safety, quality of life and environmental improvements; or may at least help keep growing
use and dependence on cars at bay, even if the contribution achieve the specific urban transport goal in
some cities could be limited.
Customers have come to expect that mobility solutions are fast, safe, convenient, reliable, clean,
comfortable and affordable, and with clear information. Many European cities invest in modern public
transport systems, such a light rails, driverless metros, cost saving Bus Rapid Transit (BRT), as well as
electronic, integrated ticketing and Smart cards
In many cases it is a significant challenge to secure funding for investments, and sometimes also
for the subsequent maintenance and operation. Financing public transport is seen by some as the most
crucial factor for succeeding in increasing its attractiveness and use 6. There are growing efforts to
attract private capital to invest in public transport systems and services, for example through PublicPrivate Partnerships. There are examples of significant successes, were PPPs have managed to deliver
PT infrastructure at lower cost and/or shorter time than though public funding However not all PT
projects are attractive from a private investor point of view, and not all examples have led to a
reduction in the use of cars.7

Human powered transport
Cities are essentially made for walking, and in many urban areas it remains the most widely used
mode even if it is often ignored in planning. Without excellent facilities for pedestrians, it is less likely to
attract car drivers to other modes such as public transport. Comparable Data on walking remain
limited.
Cycling represents a real alternative to driving for many shorter urban trips. In some cities like
Amsterdam and Copenhagen cycling has obtained truly significant shares of passenger transport, as a
result of historical conditions, cultural factors, and many years of planning and investments to improve
conditions and safety. In most cities the share is below 5%, while Copenhagen has 25% and Amsterdam
33%. The gap between these extremes bear witness to a significant potential contribution to the
halving goal, if car users could be motivated to shift to cycling for at least parts or all of their travel.
A recent study by the World Health Organization concludes that investing in cycling solutions
could entail significant economic benefits in regard to improved health as well as jobs created, even if
an overall quantitative figure could not be provided. It is estimated that, if measures were taken to
achieve the same modal share of bicycling as in Copenhagen, in a city like Dublin, 29 lives could be
saved and 550 new jobs could be created. For Bucharest the result would read 230 lives saved and 2200

5
6

Rodier et al (2010) Report on Policy Issues based on the experiences of CIVITAS II. GIVITAS Guard
Austin et al (2012). MOVING PEOPLE: TOWARDS SUSTAINABLE MOBILITY IN EUROPEAN METROPOLITAN REGIONS.
INTERREG IVC Catch-MR project. Joint Spatial Planning Department Berlin-Brandenburg, Berlin. November 2012
7
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new jobs. To obtain such results would likely require significant measures to improve safety and
facilities for cyclists. 8
The potential could be even larger, as for example Copenhagen does not even consider to have
plateaued yet but aims higher. It is particularly a challenge to attract longer distance commuters, who
have the most extensive use of cars to cycling. A possibility is to improve interchanges and integration
between public transport and cycling

Car sharing
An important option and lifestyle trend is sharing, especially car sharing in voluntary format or
through commercial car clubs. Car sharing is continuously growing in several European countries.
Many see car sharing as a way towards a more sustainable mobility, since a shared car can
eliminate the need for several individual cars, depending on circumstances. Some also see it as one of
the best ways to introduce alternative fuel vehicles to a wider audience. Some car sharing clubs and
companies include EVs or are - like Autolib in Paris - fully focused on e-mobility. It is likely that car
sharing under some forms will increase in the future, considering current growth trends.

3.5 Low carbon city logistic technologies and practices
Alternative fuel freight vehicles
Nearly all trucks and vans used in cities are conventional diesel driven. There are currently no
fuel or CO2 efficiency limits or target for trucks in Europe. A growing range of electric vehicles are
nevertheless becoming available on the market and they are being deployed for various distribution
and delivery functions. A recent report from the ENCLOSE project lists more than 40 different models of
different sizes and types.
Electric freight vehicles (EFVs) provide benefits in terms of opportunity for significantly reduced
emissions and noise, as well as some advantages of driver satisfaction. There is also an image factor for
the companies. Like for passenger transport the CO2 effect depends on the fuel mix in the grid. EFVs are
most suitable for so-called last mile deliveries involving short distance distribution. Costs associated
with purchase, fuel price, battery durability, operational constraints etc. are important for the economic
viability of using EVs for freight distribution, and the scope for their use is so far limited.
Often electric vans and trucks are implied as part of subsidized experiments and research,
although also increasingly as part of commercial operations. Many mail companies are for example
introducing EV s as part of company efforts to reduce CO2 emissions. The Norwegian Norway Post
operates a diverse range of vehicles including EVs (ca 600 in total) differentiated according to
distribution areas and tasks.9
There are dozens of examples of electric trucks, vans etc being used for last mile distribution to
inner city retailers, restaurants etc. This is usually in connection with the operation of an urban freight
consolidation center (see below). Such systems were initiated in Dutch cities like Nijmegen Now

8
9

WHO (2014). Unlocking new opportunities; Jobs in green and healthy transport. World Health Organization, Copenhagen
Gunnar Inderberg, Presentation at Transforum – Oslo, 24 Oct 2013
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distribution systems using one or more EV exist in cities in Germany, Belgium, France, the UK, Sweden,
Spain, Italy and many other countries, although the fleets are generally small.
Bicycles is emerging as an alternative distribution mode for certain types of urban deliveries.
Bicycles have the potential to become a viable last-mile vehicle, particularly in high density and
congested areas. Electrically assisted bikes and tricycles have been introduced successfully in cities in
France, tha UK, Denmark and elsewhere. It is an obvious opportunity to promote cargo bikes for central
urban areas, where car traffic and truck deliveries are restricted 10
Municipalities themselves can often use some alternative electric vans and service vehicles in their
own fleets, or via contractors, for example for street cleaning, garbage collection and other functions.
Waste gas is also sometimes used. In some cities the public use this make up the majority of alternative
goods and service vehicles.
The European Union has adopted Directives and guidelines to support the promotion of clean
and energy-efficient road transport vehicles, e.g. for green public procurement. Some cities like Oslo
have recently adopted procurement rules that will require the use of electric vehicles for transport
services to the municipality.
All in all, electric and other alternative distribution vehicles could contribute significantly to
provide essentially C02-free city logistics for at least some parts of urban distribution and delivery.
However for other parts of incoming and outgoing transport (long distance without local sourcing or
consolidation) it is so far a less viable option.

Freight consolidation
Trucks with little or no load may cause excessive driving and emissions, which is a problem
especially in large congested cities and urban areas. There are several ways to consolidate goods in
order to improve capacity utilization and eventually save road space and emissions. The optimal
methods depend much on the size of the flows and on the type of commodities and supply chains
involved. Planning, management and optimization of freight flows, is primarily a matter for the industry
(shippers, receivers, carrier), operating under market conditions.
Urban Consolidation Centres ”UCC s) are facilities that are used to enable the concentration of
multiple deliveries of goods and parcels into more consolidated flows, and thereby limit the traffic and
environment pressure in cities.
At UCC s streams of goods from multiple sources and consignors are unloaded, consolidated and
distributed to urban destinations (retailers, construction sites, offices etc.). The consolidation allows
reducing the number of vehicles entering the streets and the number of deliveries each destination
must handle. Often less polluting and intrusive vehicle types can be used for the distribution rounds, for
example EVs or cargo bikes. UCC s have been set up in an increasing number of cities in Europe mostly
with support from public authorities.
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Illustration of a consolidation centre versus conventional distribution
(cited from a Tansport for London slide)

Often such facilities are established at the initiative of municipal government, seeking to
minimize the negative impact of goods transport on the urban environment. There are however also
many example of consolidations centers operating on a pure commercial basis (e.g. to serve airports or
specialized markets) Recent research count around 75 UCC initiatives in European cites, of which 30
were operational in 2010.
Some supply chains (e.g. supermarkets) are already operating with a high degree consolidation
and optimization internally. In such cases adding an extra handling step (such as an urban
consolidation centre), may increase costs and reduce the efficiency of delivery. In some cases urban
consolidation centres can help retailers save costs for personnel and store space, while in others this is
not the case.
It is notable that many city logistics initiatives have disappeared again or never made it beyond
the experimental stage once public subsidies are withdrawn. It is also interesting that innovative green
solutions may attract significant attention, while more general trends like logistic sprawl that may
outweigh the positive effects for CO2 by orders of magnitude go unnoticed. demonstrated this for the
field of parcel delivery in Paris.
Urban consolidation are therefore far from being a panacea for sustainable low carbon urban
freight transport, but is an option that could play a positive role, not leat to support the introduction of
low CO2 logistic distribution options.
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4 Conditions and context
4.1 Starting points
Cities across Europe are widely different in terms of their current transport situation, the
pressures they face, the resources they command to influence transport, and the conditions they
operate under. Geography, history, economy, lifestyle, planning tradition and politics all matter. This
means that although the cities face many common challenges the cities need to pursue different
avenues towards the goal.
The diversity does however not disqualify the ambition to steer in a common direction. Cities
share many features and conditions. For example, no known city of any size is viable without ample
supply of motorized as well as non-motorized mobility, and no known city thrive complete selfsufficiency of goods and services: and if they did, there would still be a need for distribution. Sharing
goals despite substantial diversity is possible and can support positive change, as for example by the
United Nations Millennium Development goals, agreed to by nearly all countries in the world.
Moreover, cities share the benefits of common European standards, regulations, guidance and
initiatives, in areas such as competition rules for public transport service; fuel quality standards; vehicle
emissions; urban mobility planning and many others. These initiatives provide a background and
frameworks for national and local initiatives.

4.2 Key common features of urban transport
Cities are areas with dense levels of population and activity; many are experiencing growth, some
are sprawling, while others are in decline; their design and shape often bear witness to the rapid
historical expansion of transport systems.
Transport systems in cities are characterized by:


Fine grained networks of roads and pathways and often networks of rails and waterways
that serve the entire city and are owned and controlled mostly by municipal and other



public authorizes or entities.



reconstruction.

Some of the infrastructure designed and built for over 100 years ago and needing
Multiple supply chains providing for a plethora of goods and products with endpoints in
the city, which simultaneously generates waste volumes moving the other way, out of the



city.



strains on transport systems.



More or less integrated public transport systems under varying degrees of public control.



regional, and national bodies and multiple amount of stakeholders.

Large diurnal fluxes of commuters contributing to economic vitality while putting peak

Governance arrangements with a complex array of bodies including local, municipal,
Transport development plans of some kind, established by local authorities
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4.3 Different conditions
Having noted this, some key differential characteristics include the following.

Size and form of cities
The urban goal of the EU White Paper addresses three different spatial contexts: urban , city and
major urban centers . According to a recent definition11 there are 806 cities in the EU. These cities host
40 % of the EU population, with towns and suburbs covering another 30 % of the population. So the
urban goal is of direct importance for a very large proportion of the population. These cities differ
considerably as regard size and density. The largest European cities are London and Paris. But the large
majority of the city population inhabits smaller cities.
The notion of major urban centers seems to come from the TEN-T program where construction
and upgrade of transport infrastructure aims to link the major urban centers of Europe. Obviously
other cities not included directly by TEN-T program might also be relevant for efforts in the field of city
logistics. It may be relevant to focus on the urban nodes first in terms of general support programs
Large cities are complex with massive commuting, extensive public transport systems,
international business, tourism, diversity of goods delivery, and often with horizontal and – multilevel –
governance structures. Smaller cities are usually less complicated, although many of the above features
can also be present. The population density of cities provides different conditions for public transport,
cycling and walking. Larger cities and dense cities typically have higher shares of public transport,
walking and cycling than smaller and less dense cities. Transport fuel is generally understood to reduce
when urban density increases.12

East and West
A particular distinction can be made between the conditions in Eastern/Central European cities
and Western European cities. Most of the cities in Eastern- and Central Europe had originally highly
developed and effective public transport systems. However, since 1989 car ownership exploded,
whereas the use of public transport decreased substantially, and the infrastructure and equipment of
the public transport are in poor conditions.
While cities in Eastern and Central Europe are characterized by a higher share of public
transport, a very small share of cycling and growth in car transport, the modal shift of the Western
European cities features a higher share of cycling, high and stable share of car and a small (or medium)
share of public transport. There is still a strong position of electric traction in many Eastern/Central
European cities, such as trams and trolleys, within the public transport market, while car-pooling and
car-sharing services are less, and are still mostly seen as a measure of the future.
However, local politicians in Eastern and Central European cities seem to pay increased attention
to the transport problems of the cities they represent. More Eastern and Central European cities are
currently involved in sustainable urban mobility planning, e.g. Budapest, Krakow and Zagreb, and in
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preparation of strategic documents needed for urban planning and development, transportation
problems currently play a crucial role.
The figures below illustrate significant differences with regard to modal split, between Western
and Central/eastern cities - but also within the two groups. Such differences provide distinct challenges
- and opportunities - for reaching towards the goal. Cities that are car dominated may for example
harvest some low hanging fruits in terms of shifting transport to other modes, while cities with a
balanced share, may need to push harder for technological substitution.
In terms of freight transport and logistics cities obviously face diverse realities too. However, here
differences will be much depending on a city s role in supply chains and as a hub for e.g. rail or sea
networks. In some cities significant relief can for example be obtained by relocating terminal out of city
centres, whereas in others, such measures have already been undertaken.

Modal spilt for Amsterdam 2008, (upper left), Torino, 2011 (upper right), Tallinn 2011 (lower left), and
Maribor 2002 (lower right). 13

13

Source: EPOMM TEMS database. http://www.epomm.eu/tems/index.phtml
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Governance arrangements
Having appropriate political goals and knowledge of relevant measures is hardly enough to make
a city attain the goal. Effective, innovative and adaptable governance is a necessary condition. New or
enhanced governance capacities are needed, and among these, integrating land use planning, transport
policy and other sector policies; improving citizen participation; aligning policies at various levels; and
making and implementing choices effectively and adaptively.
However, the governance of transport in cities experience significant challenges due to a large
number of public and private stakeholders, and often fragmented governance structures, with several
municipalities and various city departments involved in transport related issues, and with EU, state,
regional, city and municipal authorities involved. In addition, increasingly scarce funding for
infrastructure improvements is expected in the near future.
During the last 25 years, so-called new public management reforms have marked the
organizational shaping of the cities, and not least the transport sector by unbundling of public sector
organizations, competition, performance measures, output controls and private sector styles of
management, and sometimes contributing to silo thinking and fragmentation, while in other cases
increasing governance capacity. What can perhaps be interpreted as new modes of governance are a
diversity of experiments in sustainable urban mobility, sometimes initiated by citizens or by municipal
political or administrative bodies, and sometimes supported financially by local or national authorities.
To increasing extent the cities participate in different networks enabling them to exchange experiences
and information internationally on specific topics including transport.
Governance arrangements differ significantly across Europe since the above mentioned trends in
governance arrangements vary across the continent. Some cities are governed by strong entities
encompassing the entire city; some cities are able to raise their own revenue or loan, while others are
heavily dependent on central government to support investments through earmarked state funds;
management reforms have been carried out in different shape and extent; and the governance
capacities and abilities differ as do the amount and level of local experiments.

4.4 Key trends
Urban transport development is a highly complex phenomenon. Demand for and supply of
urban passenger and freight transport are driven, influenced and balanced by a wide range of
interacting factors. Like transport in general it is influenced by economic activity, organization and
prices, socio-demographic and cultural factors, technology changes, as well as institutions and policies.
This makes it difficult to establish clear trends on how these factors will precisely affect volumes of
transport, modal split or shift to cleaner vehicles and fuels in a particular way in the future. The
combined outcome across several areas may be even harder to predict, especially when taking into
account the diversity of urban areas across Europe.
The table below shows a number of drivers and trends considered in the TRANSFORuM project
so far. Each of them will be able to influence European urban transport and the realization of the urban
goal in an enabling (positive) as well as a constraining (negative) way

22

Examples of key trends, and their potential impact on the urban transport goal

4.5 Stakeholder groups
Manifold stakeholders of relevance for the urban goal inhabit the city: Political and administrative
bodies, citizen groups, local industry and NGOs. In addition to these local stakeholders, the urban goal
is dependent on stakeholders outside the city, operating at national or international levels, from
industry as car manufactures, fuel industries and battery producers to interest organizations, networks
and authorities at national and international levels, e.g. operating at the EU level.
No individual authority or stakeholder possesses all relevant information for the necessary
transformation to attain the urban goal. Knowledge of technical possibilities, funding, citizen
acceptance and local contexts are needed. Sharing of knowledge and cooperation is necessary, and it is
important to obtain broad acceptance of political visions, goals and measures.
The groups of stakeholders of particular importance for the urban goal are:



Green vehicle and fuel industries



Public transport operators and authorities



Providers of smart mobility solutions



Cities and city networks



Soft modes representatives
Logistics providers

23




Retail and urban business



National and EU authorities



Citizen organizations and NGOs
Visionaries like planners, architects, researchers

The number of stakeholder groups is very wide and will vary from one city to another, dependent on
e.g. national industry, local organization and modal split.

4.6 Barriers for change
To achieve the White Paper goal on urban transport different strategic levers are required as illustrated
in section 3. Thus, the barriers to achieve the White Paper goal on urban transport are to some extent
related to technical issues – this is the case for instance when it comes to the need for a more rapid
development of technologies that may function on a broad market.
However, the main difficulties are not about technology but about politics, institutional conditions and
public acceptance and the uncertainty about how to engage with the public and stakeholders and get
them on board in the more fundamental transformation that is necessary in order to reach the goal. A
general impression is that more could be done within the political-administrative system to decide on
joint strategies in relation to the goal, mostly at the national, regional and local level, and to a more
limited extent at the EU level. Such strategies should include both matters related to what types of fuels
and technologies to go for, but also the more general idea of a sustainable urban transport system for
the future.
The goal requires more fundamental transformations of the way cities and regions are being planned.
Thus, the key barriers and challenges here are closely related to policy and planning as such. There is a
need for policy makers to develop a more strategic and visionary capacity to tackle the barriers and
challenges related to the goal. This will probably include new models for planning and decision-making
and also new ways to interact with the public and other stakeholders. It is critical that policy makers
manage to interact with citizens and other stakeholders and develop suggestions that are acceptable,
attractive and effective. The coordination between different administrative levels and across different
political fields is an important matter in relation to this task.
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5 Action frameworks and processes

5.1

Overview

This chapter will describe a range of what can be called action frameworks and processes that
previous TRANSFORuM workshop and studies have identified as being of overarching importance for
the development and not least implementation of a roadmap for the urban transport goal.
Frameworks refer to procedures for planning and policy making at a conceptual level or applied in
practice at EU, national or local level. Some frameworks will likely be essential elements in the
realization of a roadmap, such as Sustainable Urban Mobility Plan adopted by cities, while other may be
more supportive, like national innovation strategies.
Processes are more generic types of mechanisms that may need to be activated to initiate and
generate momentum; for example the provision of knowledge for urban planning, or the collaboration
taking place among groups of cities that are addressing the same issues and inspire one another.
Some processes may become condensed as frameworks, as when for example public transport
investments decisions shift from an ad hoc mode, to follow a particular support scheme with criteria.
An example could EIB loans for sustainable urban transport. The framing adds more rigour and
transparency to a process, and may thus serve as a somewhat predictable element in roadmap.
The purpose of introducing these frameworks and processes is to provide addition building
blocks for discussing the development of the roadmap, but here more oriented toward action then in
case of the identification of strategic levers and conditions in the previous sections. The selection of is
based on discussions at previous workshops, and interviews with selected stakeholders.
Readers are advised to browse the descriptions and consider if these frameworks and processes
are important and how they may be applied as key or more supporting elements in the roadmap.

5.2

Improve knowledge about local transport systems

It was discussed in previous TRANSFORuM workshops that good knowledge and data on the
specific local situation is crucial for enabling reasonable planning processes at the City level and
beyond. It varies across cities as to what extent they have data on local passenger transport and urban
freight and whether lack of such knowledge creates a barrier to implementing measures. There are
regional differences when it comes to availability of local and national data, and data sets are not
always comparable across areas.
The impact assessment of the EU Transport White Paper 14 considers insufficient data and
information as a barrier for bringing products and services that have been identified or developed in

14

European Commission (2011). Commission Staff Working Paper Impact Assessment. Accompanying document to the
White Paper Roadmap to a Single European Transport Area – Towards a competitive and resource efficient transport
system. SEC(2011) 358 final. Brussels. P. 201
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research to the market. The Commission also mentions several initiatives (e.g. 20 actions in the Action
Plan on Urban Mobility adopted in 2008) that are supposed to increase the knowledge about urban
mobility issues and how to share such knowledge. In particular in urban freight transport there is a lack
of a sufficient data. This is related to the fragmentation of the sector, as urban freight transport is
largely operated by and for private businesses. There is a need for transfer of knowledge between
private businesses and public authorities (see co-ordination part below) as well as further
demonstration projects.

5.3

SUMPS and national urban planning frameworks

A Sustainable Urban Mobility Plan (SUMP) is not a single measure or technical intervention, with
direct unilateral and measurable impacts. Rather, it is primarily a new mode of thinking about the
interconnectivity of very many parameters and actors in the wider context of urban development and is
therefore often referred to as Sustainable Urban Mobility Planning.
Its slogan is Planning for People – as opposed to planning for traffic – and one of its key features
is therefore also the proactive involvement of citizens and various stakeholders into the whole planning
process. The main focus of SUMPs is, accordingly, on quality of life, health benefits, the effective
fulfilment of legal obligations (e.g. air quality regulations) and, very importantly, various direct and
indirect economic benefits for a city. The latter accrue through the increased competitiveness over
other cities and attractiveness for investors and inhabitants thanks to a higher degree of planning
security and political reliability, work force attraction and retention, increased freight efficiencies and
improved city logistics.
Also many public administrations have come to realize the advantages of SUMPs because of the
heightened legitimacy of political decisions and accordingly the increased likeliness of long-term public
and political commitment beyond single election periods. SUMPs also have the potential to trigger an
improved co-ordination of technical/infrastructural and social/behavioural change, which is often
described as a process towards a new mobility culture .
A well-managed SUMP process follows the systematic step-wise procedure developed in the
special SUMP Guidelines, which are available in 17 languages at http://mobilityplans.eu/. A State of the
art report from 2011 identifies the situation in terms of SUMP adoption in Europe and differentiates
between the following country categories:


Seven countries – among them Germany, the UK, France and Italy – are listed in the top
category countries which have a well-established transport planning framework
”combined with a legal definition and/or national guidance on SUMPs) .



Eleven countries are listed in the category countries which are moving towards an
approach to sustainable mobility planning . Together, these countries represent the vast
majority of the European population which indicates the strong trend towards a nearuniversal adoption of SUMPs.
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SUMP is strongly endorsed and supported by the European Commission, most recently through
the 2013 Urban Mobility Package.
Causal evidence about SUMP s direct impacts are very difficult to specify. aa recent report
Quantifying the Effects of Sustainable Urban Mobility Plans tries to build an evidence base for SUMP s
benefits. It reports substantial CO2 saving potentials for several individual measures such as congestion
charging zones, the reallocation of road space, the increased use of telecommunications and of ICT in
city logistics, improvements in public transport and communication campaigns.
The study also concludes that apart from the environmental benefits a SUMP can provide,
improved mobility and accessibility for citizens can enhance the international reputation of a city, and
contribute to noise reduction, cleaner air and improved road safety. A well-executed SUMP also has the
possibility to use land previously reserved for transport and make it a more social, publically useable
space
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A host of qualitative evidence, testimonials and best practice experience is available from several
leading cities with a long tradition of SUMP(-like) planning such as Ghent, Vienna, Zurich and all winner
cities of the annual SUMP award such as) Rivas Vaciamadrid, Spain, Ljubljana, Slovenia; Aberdeen, UK;
Ljutomer, Slovenia and Toulouse, France 16

5.4

Financing schemes

Making optimised use of the broad portfolio of financing schemes was identified as another keyissue in previous TRANSFORuM stakeholder workshops. Differing financing mechanisms have different
benefits. Mechanisms include subsidies and market-based measures aiming for changing prices in such
a way that industrial and/or consumer behaviour changes. Travellers choices are dependent on existing
travel alternatives, which depends on where they live, access to car and public transport, and fare level
versus the costs of driving a car. Whether car owners purchase a car with a conventional combustion
engine or an electrical vehicle is also dependent on the costs of purchasing, owning and using the
different types of vehicles (TCO= Total Cost of Ownership). In the freight industry, price changes are
likely to have large effects, as the sector is highly competitive and the margins small.
Regarding electrification of urban transport, Figenbaum and Kolbenstvedt (2013)17 give an
overview of different purchase and tax incentives for electric vehicles across countries in the EU. They
explain why such vehicles have become so popular in Norway. Incentives that have been important
include VAT exemption when buying and leasing, access to bus lanes, exemption from registration tax,
free parking, free toll roads, reduced annual vehicle licence fee, reduced rates on ferries, reduced
company car tax and financial support for charging stations. These special conditions have great impact
on the decision to buy such vehicles.18 The most important consumer incentive is the VAT exemption as

15
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Eltis Mobility Update – April 2014
See: www.dotherightmix.eu/award/winners
17

Figenbaum, E. and M. Kolbenstvedt (2013). Electromobility in Norway – experiences and opportunities with

electric vehicles. TØI report 1281/2013. Oslo: Institute of Transport Economics. p 40-41
18

Hjorthol, R. (2013). Attitudes, ownership and use of Electric Vehicles – a review of literature. TØI report

1261/2013. Oslo: Institute of Transport Economics.
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it evens out the purchase price as compared to other vehicles (Figenbaum 2014).19 Early adopters are,
as in other countries, technology interested. They are also people with high time cost, who can save
money by taking advantage of free toll roads and who do not have free parking at work.
In the area of modal shift, there are several ways of aiming to achieve such a change. One way is
by introducing measures of integrated land use and transport policy: introducing restrictive measures
such as parking fees, toll rings and congestion charges, thereby increasing the number of public
transport passengers and thus the customer funding. Another way is to focus on the market and the
users of public transport, including commercially run services, net contracts and other market-oriented
approaches. There are also possibilities to make advantage of traditional ways of funding public
transport for example via Public-Private-Partnerships or extraordinary tax. The mentioned measures
have different advantages and disadvantages. Some are more expensive than others: for example,
positive measures that improves the quality of public transport services or other infrastructure
investments may fail due to the lack of funding. In contrast, revenues from restrictive measures against
car traffic may provide funding for infrastructure for public transport, bicycle and walking lanes. In
general, restrictive measures are perceived as unpopular among citizens and certain interest groups
(see also urban freight transport below). Yet studies from Sweden suggest that the resistance may
decrease after initiation (Eliasson et al 2009)20. However, if such measures are politically unfeasible and
there is a lack of public funding, planning measures may provide a solution, but such measures are
usually only effective in the long run.
In urban freight transport, different measures such as road pricing, congestion charging,
tradeable permits and mobility credits as useful market-based measures that may impact the
behaviour of the freight industry.21 On the one hand, such market based measures have advantages as
compared with regulatory measures due to their relative effectiveness and flexibility in implementation
and their potential use by public authorities to raise funds . One key advantage is the price signals that
such measures send to the private freight operators to adapt their behaviour. Another advantage is
that they may be independent of other measures. On the other hand, an important disadvantage is that
they require considerable political courage, as they tend to encounter strong opposition from citizens
and affected private operators (e.g. freight transport associations and major retailers).
Another measure is direct or indirect provision of subsidies by local authorities. A disadvantage
of direct subsidies is that they are expensive and anti-competitive. Indirect incentives, which provide
cost advantages for the relevant private operators, share similarities with those for electrification of
passenger vehicles: indirect subsidies provide exemptions from regulatory provisions like congestion
charges for low and zero emission vehicles or allowing certain vehicles to operate in zones or time
windows where less green vehicles are prohibited. According to MDS Transmodal ”2012) such policy
differentiation is likely to be the most cost-effective way of creating incentives to change freight
transport behaviour, as long as road pricing is not adopted full-scale in Europe.
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Available at: http://hybridfordonscentrum.se/presentationer-fran-roads-to-the-future-2014/
20

Eliasson, J., L. Hultkrantz, L, Nerhagen, L.S. Rosqvist (2009). The Stockholm congestion – charging trial 2006:

Overview of effects. Transportation Research Part A: Policy and Practice, 43(3), 240–250.
21

MDS Transmodal (2012). DG MOVE European Commission: Study on Urban Freight Transport. 210041r4_final report_v7.,

p 64 - 75

28

5.5

National Innovation policies

It is acknowledged, that innovation is a necessary (but not sufficient) prerequisite for achieving
the White Paper goal. Innovation polices that are relevant for urban transport are usually not governed
by the urban or regional levels but by the national level or the EU. In particular for the substitution of
conventionally-fuelled cars European as well as national innovation policies play a significant role, to
support the ecosystem involved in electromobility . Progress in battery technologies and/or hydrogen
and fuel cell technologies is high on the research agenda in Europe. But it is crucial that innovation
policy is also taking into account the environment in which advanced technologies should be
embedded. This means to carry out large scale demonstration projects and to test new applications in
real-life environments. Furthermore, it means to take also into account the interrelations with societal
trends and dynamics and their relevance for the societal adoption of new technologies. The roadmap
towards the urban target needs to claim for such a broader perspective of national and European
innovation policies.
Innovations are surely needed to provide better transport services and to increase the
sustainability of the transport system. But, of course, innovations and their diffusion is also necessary to
guarantee the global competitiveness of the European transport industries. Achieving the urban goal
might as well be relevant for the latter. It can be discussed to what extent environmental regulations
and standards or regulation to combat climate change can be subsumed under the heading national
innovation policies . However, it should not be overlooked that there is the thesis that policy measures
are necessary to stimulate the development as well as the adoption of environmental innovations. 22 The
lead markets thesis argues that such policy measures can have positive impacts on the innovativeness
as well as on competitiveness. Zubaryeva et al. 23 discuss the relevance of lead-markets for the diffusion
of electric vehicles in Europe. Also President of the European Commission Jose Manuel Barroso in a
speech underpinned the relevance of environmental regulations for competitiveness. 24
Related to the European energy and climate change package he states: It will encourage
innovation and it will increase competitiveness. It is a mistake to oppose the fight against climate
change to the competitiveness of European industries. The Union should lead the global efforts to
tackle climate change. And European industries should continue to be world leaders. At the same time,
we will also create new markets and new jobs, and make sure that we have the "first mover advantage"
in many sectors.

5.6

City networks and collaborations

To build up networks of Cities for creating or accelerating political momentum for achieving the
urban transport goal was identified in previous TRANSFORuM workshops as a highly crucial but often
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Beise, M., & Rennings, K. (2005). Lead markets and regulation: a framework for analyzing the international diffusion of
environmental innovations. Ecological Economics, 52(1), 5–17.
23
Zubaryeva, A., Thiel, C., Barbone, E., & Mercier, A. (2012). Assessing factors for the identification of potential lead markets
for electrified vehicles in Europe: expert opinion elicitation. Technological Forecasting and Social Change, 79(9), 1622–
1637
24
Barroso, José Manuel (2008), Presentation of the priorities of the Slovenian Presidency of the Council of the EU, Speech at
the European Parliament 16.01.2008, Strasbourg.
29

underrated process. Whilst other levels of government and organisations will be involved, urban areas
will be primarily responsible for implementing the urban mobility goal. Facilitating knowledge transfer
and sharing between cities is likely to play an important role as all cities contribute to achieving the
targets set. City networks can foster this knowledge, but also create the political momentum needed to
commit to targets and keep progress towards them on track.
ICLEI and the C40 are international examples of membership-based networks where large cities
commit themselves to reducing their environmental impact more generally. In Europe, the Covenant of
Mayors, with over 5,500 member cities is working to move Europe s urban areas towards a more
sustainable energy future. Similarly the POLIS network is working with 60 cities on innovative transport
solutions. Recognition of success from these networks has played an important role in promoting
initiatives that contribute to the goal being deployed effectively, such as the BeAgueda electric bike
scheme in Portugal.
It could for example be envisaged that a new collaboration among cities committing to the urban
transport goal or a local adaptation of it was created, or perhaps more relevant that existing city
networks could be engaged in providing a formof commit and advance scheme as part of the overall
roadmap.
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