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Response to the European Commission's Green Paper 

'Towards a New Culture for Urban Mobility'

The World Carfree Network welcomes the consultation phase initiated by the European Commission with the publication of the Green Paper 'Towards a New Culture for Urban Mobility'. With its response it wishes to underline the importance of taking firm action to control the growth of private motor vehicle use in Europe’s cities and the associated increases in pollution, CO2 emissions, injuries, noise levels and loss of public space and community cohesion. It is of great concern that on March 3rd 2008 the European Environment Agency reported once more that the European Union is failing to curb greenhouse gas emissions from transport; this should spur the EU on to implement rigorous measures to improve the situation. 

Given the number of journeys undertaken in Europe’s cities, a sustainable urban transport policy should form an important part of these efforts, with consistent policy and financial support for the least polluting forms of transport and support for measures to minimise the amount of travelling needed. The European Commission should recognise and act on the fact that sustainable transport and urban design form a circle. In other words, that urban design affects the need for mobility, and that transport affects how a city is designed. So, a sustainable transport policy starts with a good urban design policy, and vice versa.
The World Carfree Network brings together organisations and individuals dedicated to promoting alternatives to car dependence and automobile-based planning at the international level and working to reduce the human impact on the natural environment while improving the quality of life for all. The Network currently has 76 member organizations worldwide, 35 of which are located in Europe.
***

1) Should a “labelling” scheme be envisaged to recognise the efforts of pioneering cities to combat congestion and improve living conditions? 

The World Carfree Network strongly supports the creation of a European "labelling" scheme that will recognize the efforts taken by pioneering cities to promote sustainable transportation. Such a scheme would send a strong message that the European Union supports initiatives taken at the local level to that respect and applauds all action aiming to make cities more habitable.

A labelling scheme would provide a framework of cooperation between those cities that have certifiably attained a high status on living conditions and those wishing to achieve it. The establishment of an official scheme would lead to a pan-European exchange of knowledge and information through fora, conferences etc. Such interaction between interested parties would also promote informal emulation and initiation of measures taken to promote the wellbeing of European citizens. It would further the process of European integration. 

Moreover, official recognition by the EU would create regional centres of innovation that could spread the principles of sustainable transportation across Europe. It would facilitate awareness of European citizens about sustainable transportation and capitalise on the pride one would feel by being part of a city that has officially been recognised to be pioneering.

While it could be argued that cities can pursue measures to combat congestion and improve living conditions without a European labelling scheme, creating the scheme would also establish a European set of guidelines that would be the outcome of sufficient expertise gained at a pan-European level. Such a scheme could act as an endorsement of a set of values revolving around sustainable transportation. A set of criteria possessing the prestige stemming from the European Union's official support would provide a sense of direction for cities across the continent and perhaps outside of it as well.
2) What measures could be taken to promote walking and cycling as real alternatives to cars?

The World Carfree Network believes firmly:

a) That walking and cycling are the most sustainable forms of transport in the city, and as such they should be prioritised, primarily though encouraging dense development and safe and lively walking/cycling environments, while integrating those with public transport.

b) That the external costs of private vehicle use must be internalised and the amount of space available to private vehicles in cities must be reduced. 
Cities should develop pedestrian and cycling plans in co-operation with relevant civil society organisations, independent experts and in consultation with the general public. Urban plans must also be assessed to ensure pedestrian-oriented development rather than transport-oriented development. Pedestrian areas and bicycle paths and lanes must no longer be seen as something to be fitted in where there is space after vehicular traffic has been accommodated, and under no circumstances should pedestrians and cyclists have to compete for the same space, which is currently the case in many EU Member States.

These plans should include a direction to prioritise bicycle and pedestrian infrastructure development in the city, as well as outreach, education and promotional plans for encouraging more people to commute by bicycle and by foot. Each city council should develop its own programme to ensure that its own employees are enabled to commute by bicycle or by foot through financial incentives and the provision of e.g. secure bicycle parking facilities, and other employers in the city should be encouraged to do the same, through a consistent outreach programme and incentives such as council tax reductions or special prizes. One such example exists in Lund, Sweden, where companies have agreed with the city council that for people commuting to work by bike the time this takes counts as working hours. Walking and cycling should also be made more pleasant and safe by increasing the amount and quality of space dedicated to these modes and decreasing the amount of space available to private vehicles. 

Cultural changes also need to be made, not only through promoting cycling and walking themselves but also in reducing people’s exposure to direct and indirect advertising for cars, which often gives misleading impressions. On the local and national level it is essential to ensure that progressive transport policies are not undermined by misleading car advertisements, local authority events offering cars as prizes, television programmes promoting cars without showing their detrimental side etc.

Although the principle of subsidiarity dictates that these plans should be developed on the local level, the EU can assist in the following ways:

· Setting policy objectives promoting modal shift, the expansion of walking and cycling and the need to limit the growth of transport (decoupling transportation growth from GDP growth). In this respect the mid-term revision of the 2001 White Paper on transport was a large step backwards as it watered down the White Paper’s most environmentally useful policies and took transport policy out of step with the EU Sustainable Development Strategy and the 6th Environmental Action Plan.

· Promoting best practice through guidelines, a labelling scheme, funding of pilot projects, education, and workshops, or other methods - in this respect the CIVITAS Initiative, STEER and LIFE Environment are useful and could be expanded.

· Developing dedicated sources of funding for pedestrian and cycle infrastructure (perhaps through an expansion of the CIVITAS Initiative or other appropriate channel), as existing financing channels, such as European Investment Bank (EIB) loans, have a high minimum cost threshold which encourages the development of large infrastructure rather than pedestrian or bicycle facilities. This could include financing for promotional campaigns, as people may not automatically make a switch unless a promotional campaign makes them think about it.
· Ensuring that EIB loans given for the improvement of pedestrian and bicycle infrastructure can be measured. Currently this financial support is invisible as it is subsumed within larger loans for ‘urban renewal’ or ‘urban infrastructure’.

· Taking action to ensure that environmental information appears on car advertisements, and that car speed is technically restricted so that cars cannot exceed speed limits, as proposed by the European Parliament in 2007.

One policy objective the EU must push for is the immediate legalisation of bike racks for the front of urban buses. The recently adopted EU-wide regulations for bus and coach design are welcome, since they will help to keep costs down, encouraging operators to purchase cleaner and modern vehicles. However, they also prevent the installation of a simple and inexpensive solution widely-implemented on urban and rural buses in Canada and the USA which has had significant positive impact on public transport and bicycle intermodality: bicycle racks for the front of buses.
 

These front-racks are user-operated, and hold two or three bicycles. A cyclist simply places their bicycle on it (folding it down first if necessary), secures the bicycle with a simple holder on the rack, which clamps the front wheel of the bicycle, and then gets on the bus. The process – both to put the bicycle on the rack and take it off – takes seconds, and does not increase the dwell time of the bus. The three-bicycle racks cost about EUR 1,300, which is not more than the price of one or two bus tyres.
In regards to implementation, in the United States, as of 2005, over 40,000 buses (of the 75,000 active buses) of over 300 transit agencies were equipped with bike racks.
 The number of fleet vehicles of an individual transit company equipped with bike racks ranged from just 47 to over 1,600.

In the EU, bus and tram operators have a difficult time providing buses with sufficient space inside for bicycles, even though it is allowed in many systems. This decreases public transport and bicycle integration, as bicycles can therefore generally only be taken on vehicles in non-commuter hours. A rack on the front of buses helps solve this problem, as it does not interfere with passengers inside.

Moreover, many urban areas in the EU are served only by bus; these racks would greatly aid intermodal travel, especially in hilly and mountainous areas. As most regional railways allow bicycle carriage, improving bicycle carriage on buses lengthens and strengthens sustainable mobility chains.

The World Carfree Network would like the European Commission to support the implementation of these racks via initiatives like STEER and research programmes, in order to permit their use, ideally via an exemption on the aforementioned bus regulations. It is our opinion, based on our knowledge of how this solution works in North America, that the racks also increase road safety and fitness in city dwellers, and do not cause additional risks for vulnerable road users, and we are optimistic that this can be established via a comprehensive cost-benefit analysis.
3) What could be done to promote a modal shift towards sustainable transport modes in cities?

Besides the internalisation of external costs into the price of cars, road and fuel taxes, and parking facilities, the following integrated measures should be undertaken:

· Ensuring that public transport services adequately cover all parts of cities and run at times corresponding to users’ work and social needs.

· Providing public transport at a reasonable price for users which would ensure a clear saving over using a car, even if a whole family is travelling together. 

· Ensuring access to public transport for people with physical disabilities, people with pushchairs and those with bulky baggage.

· Ensuring that the public transport network is made up from dedicated lanes which are adequately enforced to prevent buses and trams having to wait in queues of cars.

· Ensuring that public transport has priority at traffic lights.

· Where multiple modes of public transport exist, ensuring that tickets or passes are transferable between bus, trolley, tram, underground, urban rail and public bicycles in the cities, where this is not already the case.

· Providing information to public transport users such as announcements in the vehicle about the next stop and announcements at the stops about the arrival of the next bus/tram, where this is not already done.

· Halting the provision of new parking spaces in cities and gradually removing the existing parking spaces therein, while simultaneously increasing the number of private/public bicycle and carshare/public car parking spaces and encouraging both sufficient public transport to outlying areas and park-and-ride schemes.

· Restricting the construction of large superstores on the edge of cities where it is difficult to have access without a car.

· Halting investment into the provision of new road infrastructure and increasing the number of dedicated bus or tram lanes by decreasing the amount of space available for private vehicles.

Although most of these measures should be taken on the local level, the EU can assist in the following ways:

· Setting policy objectives promoting modal shift, the expansion of walking and cycling and the need to limit the growth of transport. In this respect the mid-term revision of the 2001 White Paper on transport was a large step backwards as it watered down the White Paper’s most environmentally useful policies and took transport policy out of step with the EU Sustainable Development Strategy and the 6th Environmental Action Plan.

· Setting policy objectives to ensure that public transport offers value for money for users in all EU countries.

· Promoting best practice through guidelines, a labelling scheme, funding of pilot projects, education, and workshops, or other methods - in this respect the CIVITAS Initiative, STEER and LIFE Environment are useful and could be expanded.

· Ensuring that Cohesion and Structural Funds and EIB loans are not used to expand the amount of space available for private vehicles in cities.

· Ensuring that national action plans on meeting the EU’s climate change objectives include substantial measures on reducing private vehicle usage in cities, including promoting modal shift.

· Supporting financially and politically the implementation of ‘public-public partnerships’ for co-operation in the transport sector between cities. In order to ensure convergence in the sustainability of urban mobility in the EU, those cities with a high level of sustainable mobility should assist cities with low levels but high willingness to change.

· Increase investment on research and development for public transportation, with the aim of reducing the capital and operational cost of public transit.

· Taking action to ensure that environmental information appears on car advertisements, and that car speed is restricted according to speed limits, as proposed by the European Parliament in 2007.
4) How could the use of clean and energy efficient technologies in urban transport be further increased?

The World Carfree Network strongly believes that a move towards greater energy efficiency and use of cleaner technologies can only be effective when it is supported by a modal shift giving precedence to clean modes of transportation, such as walking and cycling. Walking and cycling are the only forms of transport that are virtually harmless for the environment. They also benefit the health of European citizens, alleviate the occurrence of road accidents, and lead to the creation of greener environments that foster community cohesion.

As far as vehicular traffic is concerned, the World Carfree Network deems that the European Union should capitalise on public transportation and support it to the fullest extent possible. When energy efficiency is conceptualised as the amount of energy required to transfer an individual, private vehicles are automatically exposed as inefficient ways to travel. The energy required to move a bus with 80 people is much less than the energy required to fuel 80 automobiles. 

Moreover, the European Union should integrate fully in all of its calculations a lifecycle assessment of the different modes of transport. Even if cleaner technologies are promoted, the energy expenditure required for the construction and disposal of vehicles must be taken into account. Again, the construction of vehicles that cater to the needs of the mass populace is more energy efficient in that extent than the construction of private vehicles. The EU should not aim for end-of-pipe solutions but can integrate the wisdom stemming from systemic thinking into its decision-making.

The EU must also take substantial steps in calculating the external costs of polluting fuels and internalise them into their market price. Not doing so creates a competitive advantage for fuels that leads to the emission of pollutants and greenhouse gases, against the 'polluter pays' principle. Without such a measure, renewable energy sources cannot possibly compete against conventional fuels when for years an entire system of production and distribution has been based on fossil fuels provided on much cheaper prices than they ought to. 

As far as most biofuels are concerned, the World Carfree Network believes that at this level they form an unsustainable solution, mostly since the vast land use change required for a massive shift into their consumption would boost food prices, leading to further nutrition problems, especially in developing countries. The World Carfree Network adheres to a systemic thinking and the lifecycle assessment of energy usage and emissions of pollutants and greenhouse gases during the production of a specific fuel. 

To that purpose, the European Union should also invest more resources in research on energy production and storage from renewable and local energy sources, meanwhile pushing for the creation of sufficient distribution networks to promote stored energy coming from renewable sources. It should take into consideration the overall effects of renewable energy production over the lifecycle of the procedure. Biofuels from agricultural, consumer and industrial organic waste, such as biomethane/biogas from anaerobic digestion, should be strongly encouraged, provided that they meet guidelines regarding energy yield and emissions. Biofuels made from organic waste can make a city energy independent, at least for its owned fleets (public transport, sanitation, pool cars of city halls), keeping fees lower than with imported energy. 

Moreover, until the energy used in vehicles is 100% renewable, and tailpipe emissions are close to zero, focus should be given to electrical collective modes of transport, which create source points of pollution that can be filtered using appropriate technology. Such modes, such as the tram, light-rail, the trolleybus and the metro, are not only more energy efficient than ones using conventional fuels, but do not fill the ambient air of European cities with polluting particles. The European Union should make use of its Structural and Cohesion Funds as well as European Investment Bank loans by promoting first and foremost public transportation and not the use of the private vehicle.

Finally, the European Union should commission research on the social well being of people/cities with clean transport versus cities with noise, congestion and pollution and fund promotional campaigns publicising the well being of people who choose to bike/walk. It should initiate a thorough education programme of European citizens regarding the energy they use in transportation, where it comes from, the outcomes of energy use and waste thereof, and the possible alternatives. Also the issues of stress and road rage should be underlined and taking up residence closer to one’s place of work should be promoted. The World Carfree Network holds that informed European citizens should form the backbone of every public policy that aims to create a sustainable transportation system.

6) Should criteria or guidance be set out for the definition of Green Zones and their restriction measures? What is the best way to ensure their compatibility with free circulation? Is there an issue of cross-border enforcement of local rules governing Green Zones? 
Criteria for restriction measures in Green Zones need to be made, including air quality, noise levels, road congestion and road safety. Any urban area failing to satisfy the criteria should use one or more of the following measures to solve the problem: low-emission zones, congestion charging, pedestrianisation or speed limits.

The definition of criteria for Green Zones would ensure clarity of the goals set by local authorities and that the quality level of Green Zones would not fall below a certain level. Such a development would be part of a wider agenda of convergence between different cities around Europe. If there are funds involved for the establishment of Green Zones, then the EU could create specific standards that would ensure compliance and make monitoring of implementation possible.

While the approach regarding the introduction of Green Zones cannot be absolutely the same in each urban area, the EU should nevertheless set the aforementioned criteria – air quality, noise level, road congestion, road safety – that should be followed by local authorities.

Whenever possible, expanding pedestrian zones and closing streets to private motorised vehicles has to be the measure with the highest priority.

The World Carfree Network believes that the best way to ensure the circulation of transport when introducing Green Zones is to create dedicated bus and tram lane/corridors, bring forth financial incentives for people to shift to other transportation modes and upgrade bus and tram systems. If a transport analysis shows that on the edge of the Green Zone motorized vehicles would cause a very high level of congestion that would affect even public transport, then an alternative route for motorized vehicles has to be ensured. However, the capacity of the alternative route does not have to be sufficient to accept all motorized vehicles currently passing through the area of the future Green Zone. As Transport for London reported 6 months after London’s introduction of its congestion charge scheme, the number of vehicles was reduced by 30%. Just 20%-30% of cars within this percentage were avoiding the zone. Most people had started to use alternative modes of transport.1
7) How could eco-driving be further promoted? 
The World Carfree Network considers that although more efficient methods of driving should be introduced through driving schools, speed restrictions and restrictions on leaving engines running while stationary, the results of such measures do not justify such measures becoming a European-level priority, particularly as any gains made would soon be overtaken by the rise in the overall number of cars if insufficient other policy measures are taken. 

Whilst more careful driving is desirable, it cannot be considered an adequate response to the problems of climate change, pollution, space wastage, accidents and noise caused by private car use.

11) How can the quality of collective transport in European towns and cities be increased? 

The World Carfree Network believes that the quality of collective transport in European towns and cities could be improved by the following measures:

· Ensuring that public transport services adequately cover all parts of cities and run at times corresponding to users’ work and social needs.

· Providing public transport at a reasonable price for users which would ensure a clear saving over using a car, even if a whole family is travelling together. 

· Ensuring access to public transport for people with physical disabilities, people with pushchairs and those with bulky baggage.

· Ensuring that the public transport network is made up from dedicated lanes which are adequately enforced to prevent buses and trams having to wait in queues of cars.

· Ensuring that public transport has priority at traffic lights.

· Where multiple modes of public transport exist, ensuring that tickets or passes are transferable between bus, trolley, tram, underground, urban rail and public bicycles in the cities, where this is not already the case.

· Providing information to public transport users such as announcements in the vehicle about the next stop and announcements at the stops about the arrival of the next bus/tram, where this is not already done.

12) Should the development of dedicated lanes for collective transport be encouraged? 
The World Carfree Network strongly supports the development of dedicated lanes for collective transport. A single bus or tram caters to the needs of more individuals than does the private vehicle, and therefore should be offered precedence and its own dedicated lane. Spatial equity dictates that a single driver in a personal vehicle should not have more rights on the land covered by road than people on a bus or tram.

The World Carfree Network moreover holds that dedicated collective transport lanes should be established on all roads with two lanes through which such modes of transport pass. The issue is not whether such a move would take space from cars, but the creation of a space where more people (e.g. in a bus) will be able to move. Managing transportation should be about the number of people moved, not about vehicle flow.

The development of dedicated lines for collective transport would constitute bus and tram traffic faster and more reliable, since no congestion would lengthen the travel time. This would enhance the share of public transportation in cities. When coupled with other improvement to the public transportation system, where needed, it would lead to an increased percentage of the population choosing collective transport. More funds would be channelled into public transportation, more dedicated lines would be established and this would lead to decreased congestion and an overall improvement in the living conditions of European citizens.

Various studies have suggested that the implementation of dedicated collective transport lanes provides significant time savings for users (e.g. Pfaffenbichler & Mateos 2005).
 Moreover, cost-benefit studies have indicated that such time savings have a positive impact on the economy, greater than the cost of establishing and maintaining dedicated collective transport lanes, while they also promote equity among travellers (Tsamboulas 2006)
. 

It is essential to comment that in order for those benefits to occur, such lanes should be truly dedicated to collective transport and ideally should be supplemented by overall upgrades on the collective transportation system, where needed.

Support provided by the European Union for the creation of such lines could come from the appropriation of funds through actions such as the Community Support Framework or through Directives that would require Member States to give precedence to public transport infrastructure in their road networks. Moreover, the EU should include in the aforementioned labelling scheme high percentages of dedicated lanes for collective transport in the cities wishing to benefit from inclusion. Through such actions the European Union would indicate to all regional and local parties the importance it places on public transportation as a sustainable means of travel in relation to private vehicles.

14) What measures could be undertaken to better integrate passenger and freight transport in research and in urban mobility planning?

In order to integrate passenger and freight transport, wider co-ordination has to take place between all stakeholders in the whole process from the production to the consumption of goods. This should include the local, regional and interstate EU level. 
In urban areas with an existing railway, a reloading terminal on the edge of the city is necessary, where goods can be transferred from long-distance train to urban freight vehicles, including both trucks and cargo trams. City councils should have more control over investments in the railway sector, which would increase their influence on urban and suburban railway passenger and freight transport. City councils should gather all stakeholders - railway, freight transport companies, public transport companies, its own department for transport, distribution centres, its department for spatial planning and department for construction – to make a Strategy for better integration of freight and passenger transport. The strategy should determine the routes of heavy goods vehicles passing to their destinations, as well as the locations of the new freight transfer terminal and distribution centres. The routes should not disturb the existing transport system, public transport especially, even if that means that heavy goods vehicles will not take the shortest route to their destination. If there is a need for new freight transfer terminals, they should be built at locations where the railway is the closest to the distribution centres, but paying attention not to slow down passenger railway transport.

In addition, it is necessary to have freight distribution centres at strategic points in cities, paying attention not to disrupt the architectural and transport balance of the surrounding area. The distribution centres have to be well connected with each other, with the reloading terminal on the edge of the city and with large market places, through the allocation of “multi-use lanes”. These can be used for different purposes over the course of the day.

For example, if the distribution centre is connected with a two-lane road with another strategic point, named above, one of the lanes would be used as a normal transport lane that can be used by everyone. The second lane would change purpose, depending on the time of day. For instance, between 5.00 and 7.00 am it would be reserved for freight vehicles only, so they could deliver goods to shops, before rush hour begins. After 7.00 am, the lane could be used by both public and private transport, or – preferably – as a bus line. If necessary, it could be possible for trucks to use the lane again in the middle of the day, between the two rush hours.

The other method is inner-city night delivery, in which deliveries to shops in city centres are done during night-time when road congestion is significantly reduced, mostly after 10.00 pm. Night delivery can be done by specially equipped low-noise vehicles, using CNG as in Barcelona, or a similar system, as in Dublin.

Regarding maximization of cargo space, currently, there are several sizes of pallets and containers used in the transport process. Because of that, the space in containers and trains is not used maximally. In order to change this, the EU should promote the creation of common loading units for different companies. Many trucks deliver goods to a destination and then return to the point of origin with no cargo. Better co-ordination, through advancements in IT, could help alleviate that waste.

Cargo tram schemes should be promoted and supported. Dresden and Zurich have working schemes and Amsterdam is currently initiating a project that would be the most extensive in all of Europe. Vienna is also testing a similar system. One requirement of these systems is that they do not interfere with public transport vehicles using the same tracks. Cargo trams, even more so than zero- or low-emission lorries, do much to lessen chaos in the streets, meanwhile improving safety and comfort for pedestrians, cyclists and other road users. The Amsterdam system uses small, electrically-powered delivery vehicles for the 'last mile', and even without the trams energy efficient and clean small delivery vehicles should be promoted. Clean and quiet cargo bicycles are also useful for short-distance and 'last mile' deliveries and deserve promotion and support. They are widely-used in Denmark and the Netherlands and can be useful in other areas, also in New Member States. But, as with passenger bicycles, cargo bikes can have a 'poor' image and this must be countered.
Finally, the external costs of different modes of transport should be calculated and included in the marked price to deal with artificial demand. This measure would encourage the usage of more sustainable modes during transportation of merchandise. Another effect would be reducing the amount of long distance transportation of goods. This would also ensure that the price of goods includes the harmful effects caused by transportation – especially long-distance transportation. The internalisation of costs of urban road vehicles will have positive effects on the implementation of cargo tram systems.

15) How can better co-ordination between urban and interurban transport and land use planning be achieved? What type of organisational structure could be appropriate?

The World Carfree Network deems that during the process of making a new land use plan, urban transport development planning must be an integral part.

Journey intensity in a specific area is determined by the level of attractiveness of content of the target of the journey. If a location has several cultural institutions and/or office buildings, lots of people will travel to that location. Because of that, it is highly recommendable to construct theatres, cinemas, clubs and offices in locations with good public transport connection to the rest of the city. During the land use planning process, construction of facilities with such attractive content must not be planned in areas with poor public transport accessibility, because it generates additional car usage. If attractive content has already been built on a location with no connection with public transport, a new public transport line has to be introduced. Therefore land use planning which aims to “put the right business on the right place” causes significant reduction of car usage. 

When a new land use plan is being made, all stakeholders have to be involved in addition to the city's Department for Spatial Planning: the Department for Transport, Department for Construction, Environment Departments, Cultural Heritage Department, NGOs, Transport Institutes, Geology and Geodetic institutes, Tourist Board and residents. This should avoid situations in which each of the institutes and departments fosters its own pet projects in reciprocity with others, which are often harmful for citizens, the environment or the public transport system.

During land use planning, the mobility characteristics of a new building planned for construction in a given location need to be matched with the accessibility characteristics of the location. The mobility characteristics of a building are: the number of residents, work intensity (the number of workers by surface area unit), mobility of employees (dependency on the private vehicles while doing business activities), visitor intensity (the number of visitors by surface area unit) and dependency on the transport of goods. For instance, if a location is planned to be a residential area, it is absolutely essential that there is a mass public transport line passing through the area.

The process has to aim in both directions: the mobility profile of the planned building has to be matched with its accessibility by mass public transport. If a company wants to construct a building with a high dependency on goods transport, and low work and visitor intensity, then the building must be located in an area with good accessibility by railway and road transport. If there is just one storage depot at that location (which should be avoided as much as possible), accessibility by public transport is not crucial, but it is recommended for the company to organize a bus to take workers from a point in the city to the working place and back. If there is a whole area with storage and distribution centres, then the public transport company should organize a bus line to the location. If a building will have high work and visitor intensity, and low dependency on transport of goods, then the building has to be located in an area with high accessibility by public transport.

A similar principle has been used in the Netherlands for the last two decades, under the name “ABC location policy”. This means that each urban area is divided into three zones, “A”, “B” and “C”, according to their accessibility by public transport. Companies are also given mobility profiles, depending on their access needs and modal shift potential. For example, “A” zones are highly accessible to public transport and it is expected that 90% of the people coming to this location will use public transport or bicycles.

The EU could urge member states to incorporate this kind of policy in the land use planning for each urban area.

16) What further actions should be undertaken to help cities and towns meet their road safety and personal security challenges in urban transport?

a) The European Commission is fully empowered to regulate the design of automotive vehicles used on roads inside the European Union. Most of these vehicles spend all or most of their lives inside cities, and therefore their design can have significant impact on road safety.

While EURO standards and carbon emission limits may have beneficial effects on the immediate environment, other features of cars can also be significantly improved. In some cases the European Commission is working on this, but its programmes need to be accelerated.

While no automobile is safe, the following additional design elements – in some cases combined with ITS – should form the basis for design of all automotive vehicles as soon as possible:

· Active-pedestrian protection, including so-called external airbags on the bonnets of cars.

· Passive-pedestrian protection, namely the safer design of bonnets. Some manufacturers are already implementing these features, but generally only in their more expensive models.

· Doors which do not swing open but only slide open. A commercially-available vehicle, the Peugeot 1007, already includes this feature. This design will prevent many accidents where a car door is opened into a cyclist riding by. It also makes entry and exit into vehicles easier for older/disabled people.

· On-board speed limiters with limits set based on the particular environment they are being driven through, including a maximum setting of 140 kph (in conjunction with a European top-speed limit – see below – the differential is to take into account technical factors, emergency situations, etc.). This will necessitate the installation of fixed communication systems and networks which should be paid for by road use taxes.
In addition, the so-called “bull bars” which are attached to the fronts of vehicles must be strictly forbidden, meaning that new installations must not be allowed and also that existing equipment must be removed. We appreciate the efforts of the European Commission in this area, but moves toward a ban must be accelerated.

The European Union should strive for total prevention of traffic accidents, following the example of the Swedish Vision Zero.

b) There must be a European speed limit that is as low as possible depending on the kind of area (for instance, 30 kph generally in cities and walking speed in residential areas), connected with the receipt of EU funds for road-construction. Any EU member state that has posted speed limits over 120 kph should receive no EU funds for any transportation infrastructure. This will hopefully encourage all EU states to follow the recommended limit.

The reduction of top speeds in the EU will have positive effects in cities, as it will make cars lose one advantage over railways. While trains operate at higher speeds, they do lose time overall due to having to stop frequently – particularly in the New Member States. A reduction of top speeds will lead people into buying smaller and less-polluting cars, as there will be no reason to acquire a vehicle with a top speed in some cases nearly twice the national speed limit. This will also partially discourage people to own a car, as intercity travel will always be faster by railway. It will also create an advantage for trains over intercity coaches.

19) Is video surveillance a good tool for safety and security in urban transport?

While the World Carfree Network recognizes that a secure, orderly and clean public transport system is a pre-requisite for high utilisation, it firmly believes that video surveillance is not a good tool for ensuring safety and security in urban transport. Video surveillance has been widely employed with the intention to increase safety and security, yet its effectiveness has not been proven. For example, a UK study reviewing a sample of the CCTV projects set up under a 1998 Home Office scheme with the broad objective of reducing crime did not find glowing results from the GBP 170 million programme: “Assessed on the evidence presented in this report, CCTV cannot be deemed a success. It has cost a lot of money and it has not produced the anticipated benefits.”
 Although there seemed to be some successes, there were also failures, and the overall impact on crime was unclear: “The report has avoided claiming that if all the shortcomings in the implementation of CCTV schemes are overcome, the result will be a favourable impact on crime. That cannot be shown to be the case.”
 

Regarding CCTV in public transportation, a survey of 22 studies carried out by Welsh and Farrington (2005) found that “there was again a mixed message; overall there was a reduction in crime in experimental areas, but it was not significant, and of the four studies, one found no effect and another an undesirable effect.”

Significant civil liberties concerns also exist regarding the use of CCTV and these have not been adequately addressed. Indeed, as surveillance technology becomes more sophisticated the likelihood increases of personal profiling and data collection without consent.

The World Carfree Network believes that the best security system is other people: the community. As an alternative to CCTV, there should be support for projects which encourage people to recognize that urban transport – even if privately owned and managed – is theirs by virtue of its government subsidy, and to equip them with skills necessary to help fellow public transport customers feel safe and to also reduce the amount of vandalism in vehicles and other public transport facilities.

20) Should all stakeholders work together in developing a new mobility culture in Europe? Based on the model of the European Road Safety Observatory, could a European Observatory on Urban Mobility be a useful initiative to support this cooperation?

The World Carfree Network agrees with the development of a new mobility culture that is based on consultation with all relevant stakeholders. Cities should be encouraged to establish 'round tables' where local transportation stakeholders (such as bicycle clubs, pedestrian NGOs, PT-companies etc.) and administration work together on transportation planning. Such schemes are already existent in some European cities, like Berlin, and provide beneficial results. Thus, they should be promoted even further.

The knowledge that would stem from such co-operation could be useful in a pan-European level through the establishment of the proposed European Observatory on Urban Mobility, in which local and regional expertise could be exchanged, promoting even further the process of European integration. 

21) How could existing financial instruments such as structural and cohesion funds be better used in a coherent way to support integrated and sustainable urban transport?

The World Carfree Network supports the recommendations laid out by Friends of the Earth Europe and CEE Bankwatch Network in their 2007 reports on the Structural Funds and European Investment Bank:


Concerning the EU Structural Funds grants to the New Member States, the recommendations particularly relevant to urban transport are:

· At least 75% of all transport funding in each member state should be allocated for environmentally more friendly transport investments:  

· Public urban transport systems 

· Integrated regional and suburban public transport systems 

· Railways (infrastructure and passenger rolling stock) 

· Inter-modal infrastructure for shifting freight from road to rail 

· Bicycle lanes and paths 

· Traffic management systems 

· Investments in public transport should cover improvements both in infrastructure and rolling stock and be part of integrated transport strategies including enhanced accessibility, frequency, quality, safety and environmental performance of the public transport services. 

· Each Member State should demonstrate how it will finance the necessary modernisation of its public transport from EU, national or other sources, using appropriate indicators. 

Concerning the European Investment Bank:

· The EIB’s project eligibility criteria must promote transport-sector-specific policies and address transport growth, modal shift, internalising external costs and limiting climate change impacts. 
· The EIB needs to set year-on-year limits and targets for reductions in the greenhouse gas emissions of its projects and carry out annual audits of its projects’ GHG emissions, both individually and cumulatively. 

· The climate impact of a project must be assessed separately from economic costs. 
· EIB projects must be based on a thorough local or national transport strategy. 
· Financing for an EIB project should be dependent on the degree to which its external costs will be paid by users. 
· Projects limiting transport growth need to be prioritised. These may include: urban pedestrianisation projects, the construction of urban cycle path networks and other urban cycling facilities, or projects which specifically reduce the need for transportation of certain goods, for example local food schemes.

· Investments in rail, urban public transport and inter-modal transport must continue to increase and must make up the vast majority of the EIB’s transport investments in each country. These projects may include:

· Railway infrastructure and passenger rolling stock, particularly that which is aimed at improving cross-border interoperability. 

· Integrated urban public transport systems, including innovative pricing systems such as all-in-one intermodal travel-pass cards.

· Suburban and regional transport systems.

· Non-physical infrastructure and transport management projects such as the ERTMS (European Rail Traffic Management System) and IT solutions to improve the efficiency of logistics chains.

· Inter-modal facilities.

· In Public Private Partnership (PPP) projects, the EIB needs to be much more rigorous in its assessment of project quality:

· As with other projects, the bank needs to ensure that the project is based on real transport needs and has been developed as part of a coherent transport strategy subject to public consultation and strategic environmental assessment.

· The bank must ensure strong public scrutiny over PPP projects and contracts. This is the most difficult criterion to achieve, as PPP arrangements are often extremely complex.

· A thorough and fair analysis needs to be made on whether a PPP represents the best value for money compared to public procurement, and the EIB needs to be much more active and rigorous in ensuring the quality of this.

· The EIB needs to scrutinise the quality of the PPP negotiations and contract, and, given its mandate to use money as rationally as possible in the interest of the European Community, must refuse to finance projects in which excess profits for the private sector seem likely.

· The EIB must develop criteria for excluding underperforming companies

In addition, loans should not be given for road transport in urban areas except where projects involve the transformation of a road previously used by private vehicles into one with less capacity for private vehicles and more capacity for pedestrians, cycling or public transport.

We suggest that EIB loans given for the improvement of pedestrian and bicycle infrastructure should be measured and should show a year-on-year increase. Currently this financial support is invisible as it is subsumed within larger loans for ‘urban renewal’ or ‘urban infrastructure’.

The World Carfree Network further recommends developing dedicated sources of funding for pedestrian and cycle infrastructure (perhaps through an expansion of the CIVITAS initiative or other appropriate channel), as existing financing channels such as EIB loans have a high minimum cost threshold which encourages the development of large infrastructure rather than pedestrian or bicycle facilities. This could also include financing of ‘public-public partnerships’ in the transport sector in which cities with a high level of sustainable mobility assist cities with low levels but high willingness to change.

22) How could economic instruments, in particular market-based instruments, support clean and energy efficient urban transport?

The World Carfree Network strongly supports economic measures that foster clean energy production and increases in energy efficiency. In order to promote those, the World Carfree Network proposes first and foremost that the European Union should conduct a thorough analysis of externalities and negative economic impacts on climate change, health, housing etc. caused by the use of private cars that emit pollutants and greenhouse gases and by the process of energy production. These external costs should be included in the market prices of private vehicles, fuels and energy as soon as possible, thus dealing with the distortion of the market that has been created through years of indirect subsidies that have been provided to energy companies, car manufacturers and road construction companies.

Such internalisation of external costs can occur through efficient carbon taxes and increases in petrol price. Appropriation of funds for road construction should take into consideration the cost coming from allocation of land for such a use. Such costs should be paid only by personal vehicle drivers through appropriate fees and not by taxpayers who may not use a private car. Congestion charges are desirable and should be promoted, supplemented by ‘land use charges’ and ‘pollution charges’ to indicate that the irrational use of the automobile results not only in congestion and loss of productivity time, but also to health effects for the entire society and the allocation of land use that could be used differently.

The World Carfree Network believes that clean energy coming from renewable energy sources that is stored in an efficient manner can be profitable and can acquire an edge in the market when state intervention does not provide a competitive advantage to actors that produce harmful pollutants. In order to deal with this unfair competition, the European Union should provide economic incentives for the development of clean technologies, constituting their consumption more profitable for the producer. 

25) What added value could, in the longer term, targeted European support for financing clean and energy efficient urban transport, bring?

World Carfree Network members within the EU have observed a wide variation between Member States concerning the availability of clean and energy efficient urban transport and believe that targeted European financial support with strict criteria to ensure its environmental integrity could help to level out the situation. Particularly in the EU New Member States formerly effective public transport services are suffering from underinvestment, as local authorities struggle to accommodate the growth of private car use rather than taking measures to limit it. 

Therefore if EU financing consistently supports not only infrastructure for cycling, walking and public transport, but also education campaigns, sound ticketing and pricing policies, transport management systems and exchange of best practice, this will help to ensure compliance with a host of other EU policies. 

The achievement of EU GHG reduction targets is threatened by the continuing growth in road and air transport, which far outstrips improvements in efficiency. Consistent action across the EU is needed to ensure that emissions from urban transport are reduced. This is not possible unless walking, cycling and public transport facilities are improved and the number of private vehicles in cities is reduced. This is confirmed by successive EEA TERM reports, including the latest one published in March 2008, which states that: “To achieve emission reductions, measures and policy instruments must therefore also address demand for transport in a serious way. Achieving ambitious targets in line with the ‘Bali roadmap’ would require that transport volume growth is limited to +4 to -2% over the period 2010-2020 compared to a growth of 15% in a business-as-usual scenario.” (p. 8) 
. Without action on a European scale, action taken in one city is likely to be undermined by a lack of progressive transport policy in another city. 

Air and noise pollution is still a serious problem in many cities, as are road collisions; action on the European level can help to ensure that local authorities increase their effectiveness in dealing with these issues. Too often these are seen as a matter needing technological improvements, however such single-minded measures cannot fully address the problem: an absolute decrease in the number of vehicles in cities, as well as a decrease in their speed and an increase in carfree areas are needed. Particularly in the New Member States local decision-makers are unprepared to take significant action to reach sustainable transportation goals, as the right to a healthy environment is seen as optional rather than absolute, whereas individual liberties such as driving a car are perceived as untouchable. If the EU wishes to promote the health and well being of its citizens, it is imperative that it acts to reduce external threats to health, such as pollution and accidents, to a minimum level so that people in every city enjoy equally their right to a healthy environment.

Ensuring clean and effective public transport and pedestrian and cycling areas is also a matter of social and economic cohesion and justice, as those not able or willing to own a car must also enjoy the same rights to move around safely and enjoyably in their place of residence. This is not always recognised on the local level, where more affluent car drivers are often in a better position to influence decision-making than public transport users and cyclists. In the more progressive EU Member States cycling and public transport are relatively well recognised as effective transport forms, however elsewhere carfree people are somewhat looked-down upon. Waiting for progressive ideas to catch on naturally is not sufficient and action at the EU level is needed to help facilitate and speed up the adoption of good public transport, pedestrian and cycling systems.

Clean and effective public transport integrated with walking and cycling also promotes a convivial street and city culture. When walking, cycling and riding public transport is safe, efficient and desirable, barriers between people are reduced.

Within each city it is also important for those advocating progressive transport policies to be backed up by EU measures and financial instruments in order to strengthen the feasibility of implementing sustainable transport action. This is particularly true in the New Member States where decision-makers are often reluctant to take appropriate policy measures for sustainable transportation because there is a poorly developed understanding of the value of public and sustainable transport and little or no understanding of the need to limit the growth of car traffic. It is therefore imperative that both EU policy and EU financing consistently support only sustainable means of transport.

� See for examples�HYPERLINK "http://www.samtrans.com/bikes.html"�� http://www.samtrans.com/bikes.html �and http://www.hrtransit.com/BikesOnRacks/BikeRackMain.htm
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