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0. EXECUTIVE SUMMARY 
 
The main aim for working groups during the second year of the Urban Transport Benchmarking 
Initiative was to develop the findings established during year one of the project, as well as continue 
to try and identify interesting practices through the analysis of both quantitative and qualitative 
data.  In year one of the initiative this working group chose to cover a broad range of demand 
management issues to answer the following research questions; 
 
·  How do cities currently perform?
·  Which is the potential of demand management?
·  How can cities enforce demand management regulations?
·  How can cities make demand management measures acceptable?
 
In Year Two, the group narrowed its focus to concentrate on the relationship between land use 
planning and transport planning.  
 
Conclusions from Quantitative Data Collection 
 
The following general conclusions and observations can be drawn from the data collected by the 
working group; 
 
·  Again, the working group has encountered difficulties in obtaining parking data.  Even though 

the group made a determined effort to re-define the area for which parking data is collected, 
the different data collection regimes and administrative structures in the working group cities 
have made comparison between cities difficult.  Even after the re-definition of the parking 
indicator to focus on parking spaces accessible to the public in the Central Business District, 
all cities could not provide complete data although the data collection proved more successful 
than in year one.  To implement schemes to manage demand in cities, city planners require 
detailed information on parking supply but this seems to be lacking.  The demand 
management working group has found that city planners tend only to have access to 
information on public parking areas and that obtaining such data often requires collection of 
information from a number of sources, usually local authority / district councils.  Information 
on the number of private parking spaces is not generally available.   

 
·  The working group discussed the impact of urban density on transport performance in depth 

as there was a mixture of high and low density cities in the group.  By comparing population 
density and job density with the modal share for car journeys (from the common indicators), it 
was found that car use was lower in the most densely populated areas whereas less densely 
populated cities had higher levels of car use. The same trend was observed for job density; 
where the density of jobs was higher, the use of cars was lower. 

 
·  The length of journeys by private modes was longer in cities with smaller populations. 
 
·  Trips by public transport modes in the least densely populated city, Oulu, are longest.  In The 

Hague and London, public transport trips are quite short at 3km and 5km respectively. 
 
·  The working group discussed the role of Park & Ride in cities.  In the Ile de France, the Park 

& Ride network at rail stations has historically grown without a strategic plan to develop it 
but now the regional authority sees it as a good way of intercepting car trips from the outer 
region.  Similarly, in Dublin and The Hague, Park & Ride is viewed, in planning terms, as a 
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transport mode for trips being made from the region into the metropolitan area.  Such new 
Park & Ride sites are ideally situated at the edge of the metropolitan area or outside it.  City 
authorities in the working group prefer a policy of encouraging “walk and ride”  trips on 
public transport in the metropolitan area, rather than encouraging Park & Ride by 
metropolitan residents. In The Hague, Park & Ride sites within the metropolitan area, closer 
to the centre of the city, are seen as being a useful way of intercepting journeys made by 
visitors to the city, particularly tourists.  The Hague provided a good example of targeted 
dynamic travel information to encourage tourists travelling to the beach resort in The Hague 
to use Park & Ride within the metropolitan area, to relieve congestion at the resort. 

 
·  The priority given to encouraging Park & Ride for trips made from the region to the 

metropolitan area in the Ile de France is clear; there are 12 Park & Ride spaces per 1000 
inhabitants, easily the highest of all the cities. 

  
·  The Hague imposes charges on all its parking spaces in the Central Business District, 

followed by Dublin where 90% of on street parking spaces are charged (100% of publicly 
available off street parking spaces are charged). 

 
·  There was a variety of different types of residents’  parking schemes across the cities and the 

charges for residents ranged from €133 per year in London (Islington) to a free scheme in I le 
de France. 

 
·  On street and off street parking charges differ between the cities but all have a policy of 

higher parking charges towards the centre of the city. 
 
·  Data collection for average trip lengths proved to be a problem; public transport trip lengths in 

some cities are sometimes only available from “stop to stop” ; in some cities only certain types 
of trip are measured (for example trips to work / education). Also, trip length measurement 
may only take into account trips made within the metropolitan area or from the region into the 
metropolitan area.  Information on different types of trip, for example those made from one 
side of the region to the other side of the region, via the metropolitan area, is lacking in most 
of the cities. 

 
·  The length of journeys by private modes is longer in cities with smaller populations 
 
Conclusions from Qualitative Data Collection 
 
·  In all of the cities, parking policies are linked to development so that parking limits are 

imposed depending on factors such as proximity to the centre and accessibility of public 
transport.  Parking policies are explicitly linked to public transport in three of the five cities 
although none of the cities has public incentives for developments to locate close to public 
transport.  

 
·  Most of the cities either already have an integrated land use and transport plan implemented 

by one authority responsible for strategic land use and transport planning, or are in the process 
of introducing this structure.  The frequency with which cities review these plans varies from 
1 year in London to 10 years in Oulu. In all cities, the integrated land use and transport plan 
covers the “travel to work area”  of the city. 
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·  All cities have policies aimed at increasing the extent of cycling facilities in the Urban 
Administrative Area.  London is most active at promoting cycling through marketing and 
awareness raising campaigns.  In cities where cycling is already established as a popular 
mode, the emphasis is on developing and maintaining cycling infrastructure.  

 
·  Many cities already have pedestrianised areas in the urban centre so cities are looking at other 

ways of improving the urban environment for pedestrians, particularly where road space is 
shared with other modes.  Improvement of pedestrian facilities in cities now focuses on 
improving existing pedestrian areas by widening footpaths, creating quiet zones and 
improving the pedestrian environment through the use of street furniture and making 
footpaths more accessible to wheelchair users and people with reduced mobility.  The larger 
cities of the group have the greatest focus on promotion of walking as a transport mode; in 
Paris this is achieved through the “Paris Respire”  event when, on Sundays and public 
holidays, pedestrians, rollerbladers and cyclists are permitted to use roads closed for vehicles.  
In London, initiatives promote the benefits of walking by focusing on walking to school and 
work and encouraging walking rather than driving for short journeys. In four of the cities, 
children are actively encouraged to walk and cycle to school though cycle training, safer 
routes to school and walking buses. 

 
·  In four of the cities, there is an active policy to increase the cost of car parking within the 

Urban Administrative Area of the city; in London and Dublin, the policy is the responsibility 
of individual boroughs rather than a city wide policy.   

 
·  Cities tend to have active policies to restrict parking supply for new developments and/or to 

link it to public transport access but these are often applied in different ways and can vary 
between local authorities within the metropolitan area. 

 
·  The criteria for the selection of land for development in coming years tend to focus on the 

protection of open spaces and devising policies to ensure that developments are located close 
to transport infrastructure although this includes, in some cities, proximity to motorway 
junctions and access by road in the outskirts of the metropolitan area.  

 
·  None of the cities offers financial incentives to encourage private enterprises to locate close to 

existing/planned public transport links. 
 
·  Assessment of the success of the land use and transport strategy is undertaken in four of the 

five working group cities. All working group cities acknowledge that there is a need to 
improve the way the strategy is assessed and analysed. 

 
·  None of the cities could state clearly whether the land use and transport strategy targets had 

been met but generally, in each city there had been some good examples of successful 
strategies (London congestion charge zone) but also some examples of a continuation of 
planning policies that favour car travel (such as urban sprawl and location of developments 
close to motorways on the outskirts of cities).  

 
Cross Analysis of Quantitative and Qualitative Indicators 
 
·  The two cities where parking policies are not linked to public transport policies (Oulu and 

Dublin) had the highest modal share for car journeys 
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·  London has a strong cycling promotion policy but at present the smallest modal share for 
cycling. The Hague – a city which already boasts a high modal share for cycling - also has a 
strong cycling promotion policy. This shows that to retain high levels of cycling, promotion 
may still be required. 

·  London is the only city which was considered to be polycentric at present.  The length of private 
motorised trips and public transport trips was lower than average in London. 

 
Conclusions from Site Visits 
 
The most valuable benchmarking has been at the site visits where working group members have 
observed various city planning policies and innovative demand management measures.  The 
experience of discussing demand management issues in depth and receiving presentations from 
local city experts on demand management measures such as bus lanes, Park & Ride and integrated 
land use and transport planning has been extremely useful for participants to inform their strategic 
planning processes.  This section summarises some of the best practice examples observed during 
the site visits and some of the barriers encountered by the cities in planning the urban transport 
system. 
 
Best Practice: Funding Transport Improvements 
 
In France, companies with more than 9 employees must pay a transport tax to fund transport 
improvements.  This tax is applied as a fixed percentage of staff salary, dependent on the location of 
the company with higher levels of tax in central areas than in outer areas.  For example, companies 
within central areas of major cities would pay 2-6% of salaries, companies based in outer areas pay 
1% of salaries. 
 
In Dublin, development levies allow for local authorities to collect levies on developers who profit 
from the implementation of the light rail lines (or any public infrastructure). Developers may be 
required to contribute up to 50% of the funding of future extensions to light rail lines.  In the case of 
Luas Line B1 (the proposed extension to Luas Green Line, that the group travelled on), these levies 
are to be collected for 20 years helping the Railway Procurement Agency  pay towards the costs 
incurred in constructing the line 
��
 
Best Practice: Combating initial opposition to schemes  
 
The examples of Quality Bus Corridors and the implementation of new tram lines in Dublin support 
the findings of the year one of benchmarking where good planning and political will have helped to 
combat public opposition to new schemes.  Quality Bus Corridors were met with strong opposition 
from traders and car users initially but are now widely accepted by the public and are very popular.  
Additional Quality Bus Corridors have been introduced and they are now generally accepted by the 
public. The perception amongst traders that all customers arrive by car is being gradually 
challenged by the introduction of Light Rail (LUAS) and Quality Bus Corridors.  In year one of 
benchmarking, the group saw how such opposition was also combated in London (congestion 
charge) and Barcelona (pedestrianisation). 
 
Best Practice: Combining functions at transport interchanges 
 
Central station is a key transport node in The Hague and is surrounded by high density office 
buildings where 50% of the staff travel to work by sustainable modes, many traveling through 
central station.  It is planned to increase this modal share to 70%.  This area has been developed to 
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include a variety of land use so that buildings are used for business, residential and commercial 
purposes. 
 
In some areas of Paris, especially where stations are situated close to town centres, there can be a 
conflict between developing Park & Ride facilities, (retaining low density) and developing housing 
or commercial sites (increasing density).  It was noted that a combination of commercial services 
and parking at Park & Ride sites can offer added value to users, for example locating launderettes, 
shoe repairs and other shops at the Park & Ride site. 
 
Best Practice: Achieving high density without compromising quality of life 
 
The Hague proposes to increase the density of housing along public transport corridors so that a 
greater proportion of the population lives close to a tram stop/rail station. In Dublin, national 
Residential Density Guidelines also do this.  
 
Best Practice: Minimising the impact of transport infrastructure  
 
The Hague has reduced the impact of the motorway through the city by using the space above the 
road for office and housing development.  This enables the city to retain a high density of 
development and reduces the community severance effects of a high speed road passing through the 
city centre. 
 
In Dublin, at locations where LUAS light rail lines were expected to have potentially negative 
effects in terms of higher noise levels, sound barriers were constructed to protect adjoining 
residential units from the sound of the trams.    
 
In the Ile de France, the STIF has learnt from best practice examples of Park & Ride sites in other 
parts of France, for example in Nantes, a long walk from the car park to the station platform has 
been made more pleasant by planting trees and plants. 
 
Area for Improvement: Institutional problems 
 
Dublin: Although Quality Bus Corridors are now well established and accepted by the Dublin 
public, there is no formal agreement between the bus operators and the city/county councils, which 
means the bus lanes could be removed if the council decided to do so, or bus services removed if 
operators wished.  The two LUAS lines have been constructed separately without joining in the city 
centre.  This has increased costs as there are two depots, two separate fleets of trams and trams 
cannot easily be transferred from one line to another unless transported by a lorry. There are plans 
to join these lines in the future. 
 
I le de France: The STIF has a problem of lack of control over private operators in the outer areas of 
the region so potential for passenger growth is dependent on the co-operation of these operators.  
 
Area for Improvement: Changing Public Attitudes towards High Density Living  
 
The Hague: Architects have been contracted to ensure that the designs of the high density housing 
remain attractive and complement the local environment.  However, the demand for housing 
amongst local people is divided into people who want to live in a city centre apartment and those 
who want to live in a suburban house with a garden.  There is a reluctance to embrace the concept 
of high density living in suburban areas. 
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Dublin: It was not thought possible in the past to construct building to the same height in Dublin as 
has been achieved in The Hague as it may spoil the character of the city.  The perception of high 
rise, high density building amongst the population in Dublin was generally negative but the 
imagination and design of new buildings has helped to change this perception in recent years. 
 
I le de France: “High density”  was often a “taboo”  subject in discussing urban planning in France as 
it was seen to have negative connotations, but the example of The Hague proved that this need not 
be the case, as high density development can be achieved without compromising quality of life. 
 
Comparisons with the working group research from year one of the initiative 
 
·  In year 1, the data collection revealed variation in methods of collection, presentation and 

definitions of existing data obtained by the participants in the working group.  This continued 
to be the case in year two but re-definition of indicators proved that comparable results can be 
obtained although the extent of the city covered by the data suffers as a result. 

 
·  In year 1, the group observed best practice of encouraging cycling in Oulu - the city boasts the 

highest modal share for cycling amongst the working group participants thanks to an 
investment in cycle routes and storage facilities and the development of a cycle-friendly 
culture.  In year 2, similar policies to promote cycling were observed in The Hague. 

 
·  In year 1, the group visited Barcelona, and observed a new tram system that had been 

implemented without any integration with private modes (park and ride), but as an urban 
public transport system designed to be easy to access by walking.   In year 2, the group 
observed a similar policy being pursued in Dublin, where the light rail system is being 
designed to encourage citizens to transfer from private car to public transport for their entire 
trip (although some Park & Ride site have been introduced). 

 
Next steps and future intentions for the working group 
 
In the larger cities of the group, (London and Paris), public transport operates close to capacity and 
in most cities, overcrowding on public transport can occur at peak times.  However, the demand 
management group has not yet addressed the issue of overcrowding on public transport. This topic 
could be explored in Year three, possibly in conjunction with the public transport working groups. 
 
Also, the group contains two cities in particular (Oulu and The Hague) where cycling is a popular 
mode and best practice in providing cycling infrastructure has been observed.  It would be 
interesting to explore the role of cycling in demand management further and to learn from the work 
of the public transport and cycling groups as to how cycling can be integrated with public transport 
to promote intermodality. 
 
A brief cross analysis of qualitative and quantitative indicators was undertaken for this report but 
was constrained somewhat by data collection difficulties.  This provided an indication of the type of 
analysis that could be useful in year 3 of the Urban Transport Benchmarking Initiative.   
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1 INTRODUCTION 
 
1.1 Project Background 
 

The Urban Transport Benchmarking Initiative has sought to apply the concept of benchmarking to 
the urban transport systems present in cities across the EU, including the New Member States.  This 
is in keeping with the European Union©s policy approach which places considerable importance 
upon the role attractive, efficient local and regional transport systems can play in the economic 
development and social cohesion of the EU.  In the field of urban transport the exchange and 
promotion of best practices is one of the main policy tools that the European Commission 
possesses. The Urban Transport Benchmarking initiative has therefore compared the differences 
between the participating cities© transport systems in order to identify and promote interesting 
practices in urban transport. 

The benchmarking concept has great potential when applied to urban transport systems.  A range of 
previous initiatives have provided this project with the opportunity to deepen the focus of the 
benchmarking process and, by learning from previous experiences, provide more comparable 
results.  The development of more practical data indicators has aided the learning process for the 
organisations involved in the project and this has greatly helped to improve the robustness of the 
data collected for the project. 

The Urban Transport Benchmarking Initiative has adhered to the European Commission©s 
subsidiarity principle by including as many urban transport stakeholders as possible.  The process of 
the Urban Transport Benchmarking Initiative has been a fluid one, responding to the issues which 
were raised by participants in the project, rather than following a rigid, predetermined process.  In 
this way the subsidiarity principle has been fulfilled, because the recommendations of interesting 
practices are coming from a network of urban transport operators, user groups, local authorities and 
municipalities, rather than a single centralised institution.  It is therefore hoped that the project©s 
findings will provide a useful resource for other urban transport stakeholders and help them to 
implement innovative solutions to commonly experienced urban transport problems. 

This round of reporting covers the second year of the Urban Transport Benchmarking Initiative, 
which began in September 2004.  During the first year of the initiative a total of five themes were 
pursued, for which data was collected by the participating cities. These themes were organised as 
working groups and are listed below:  

·  Behavioural and Social Issues in Public Transport  
·  City Logistics  
·  Cycling  
·  Demand Management  
·  Public Transport Organisation and Policy  
 
During the second year of the Urban Transport Benchmarking Initiative the working group structure 
was retained, although due to insufficient interest in the City Logistics theme this group did not 
continue. 
 
This report presents the findings of the Demand Management Working Group, outlining the 
methodology used by the working group, the data collected and analysed and the recommendations 
emanating from the analysis.  The Urban Transport Benchmarking Initiative will be re-launched for 
a third year in September 2005 and it is hoped that more cities will become involved in the working 
group in order to benefit from the benchmarking process.  The recommendations at the end of this 
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report illustrate the ideas currently being developed for the second year of the Urban Transport 
Benchmarking Initiative. 
 
1.2 Methodology of the working group 
 
The Demand Management working group has continued to develop during year two of the 
initiative.  At the start of the second year of the project the representatives from Barcelona, 
Southwark and Warsaw indicated that they would not be able to continue their participation in the 
initiative.  The cities of Brussels and Southampton joined the Demand Management working group 
at the start of year two of the Urban Transport Benchmarking Initiative, but neither was able to 
participate fully in the group’s activities and could not collect data for the group’s thematic 
indicators. 
 
As a result of these changes the following five cities and regions have constituted the Demand 
Management working group during year two of the project (see also Figure 1.1): 
 
·  Dublin (Dublin Transportation Office) 
·  London (Transport for London) 
·  I le de France (STIF – Regional Transport Planning Authority) 
·  The Hague (City Council) 
·  Oulu (City Council) 
 

Figure 1.1: Cities and regions represented in the working group 
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The working group broadly followed the timetable that has been adhered to by the other working 
groups (see Table 1.1 below) and used the meeting time available at each of the three site visits to 
discuss each stage of the benchmarking process.  The core aim of the working group was to try and 
identify interesting practices through the use of both quantitative and qualitative data analysis in 
order that the participants in the group may learn from each other’s approaches to urban transport. 
 

Table 1.1: Working group time-plan 
 

Event Date Progress 

Launch 
Conference September 28th 2004 Review of year one themes and indicators 

Site Visit 1 
November 25th and 

26th 2004 

Agree year two research question and ratify 
data indicators.  Agree a plan for data collection 

and agree units comparable within the group. 

Site Visit 2 
April 14th and 15th 

2005 

Collation of data and identification of any 
problems at this stage.  Discussion of 

problematic indicators. 

Site Visit 3 
May 26th and 27th 

2005 

Interpretation and presentation of data in draft 
format, working towards group’s findings in 

preparation for the final conference 

Final conference June 29th 2005 
Presentation of final results and case studies of 

good practice 

 
In his role as expert for the working group, Luca Persia (La Sapienza University, Rome) was 
responsible for overseeing the discussions at each of the working group site visits as well as 
assisting the group with technical issues such as the data collection and analysis processes.  The 
group was supported by Ian Bewick (TTR) who, as the rapporteur for the group, has been 
responsible for the organisation of site visits, the preparation of reports and co-ordination of the 
working group. 
 
1.3 Definition of the working group theme 
 
Demand Management is defined as “a broad set of policies and measures aimed at 
reducing/rationalising transport demand on a network or part of it, in order to reduce traffic 
congestion and externalities” .  The working group’s theme; “Demand Management”  was chosen by 
the participants at the first working group meeting in year one of the project.  The theme represents 
the varying interests of the working group members and continued to be used as the title for the 
group during year two of the initiative.   
 
This overarching topic allowed the working group to consider issues of land use, transport, parking 
policies and the environmental impact of demand management.  Although the working group’s 
theme remained unchanged from year one of the project, the focus of the research question, which 
shapes the activities of the group, did alter and this is explained in more detail in section 3.1 of this 
document.   
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1.4 Site Visits 
 
As described above, the working group attended a total of three site visits over the course of year 
two of the Urban Transport Benchmarking Initiative.  The venues for the visits were: 
 
1) Dublin (December 2004) 
2) The Hague (April 2005) 
3) Paris (May 2005) 
 
As well as providing a very useful insight into demand management practices applied in cities from 
outside the group the visits were also used to structure the group discussion time and phases of 
progress in the initiative.  The main outcomes of these site visits are presented in section 6 of this 
report.  A summary of these visits is also available on the project website 
www.transportbenchmarks.org.   
 
1.5 Learning from previous initiatives 
 
As well as the recommendations from year one of the Urban Transport Benchmarking Initiative, the 
Demand Management working group has been able to refer back to the achievements of the 
Citizen’s Network Benchmarking Initiative working group reports.  This has enabled the group to 
try to further refine the process of benchmarking urban transport and to learn from previous 
experiences.   
 
The second year of the initiative has largely represented an evolution of the group’s previous 
activities and, where possible, the recommendations from the reports produced at the end of the 
project’s first year have been heeded.  The key lessons which the group have taken on board during 
year two are outlined in detail in section three of this report. 
 
1.6 Contents and Purpose of this report 
 
This report is Annex A4 of the Urban Transport Benchmarking Initiative Year Two final report and 
describes the approach taken by the Demand Management working group.  In addition, the findings 
from thematic data indicators collected by the group are presented and analysed along with the 
recommendations of the working group. 
 
The remainder of the report consists of a description of the cities and regions that participated in the 
working group accompanied by relevant background statistics derived from the common indicators 
(section 2).  Section 3 of the report outlines the methodology for defining the thematic indicators 
and the process of data collection.  Section 4 of the report contains the analysis of the quantitative 
thematic indicators and the section 5 discusses the qualitative indicators collected.  Section 6 of the 
document outlines the case studies of good practice observed through the site visits, the conclusions 
made by the group and the recommendations for further developing the theme of the working group 
into year three of the project. 
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2 WORKING GROUP PARTICIPANTS 
 
This section of the report provides an overview of the cities that have been represented in the 
Demand Management Working Group during year two of the Urban Transport Benchmarking 
Initiative.  Section 2.1 lists the participants, while section 2.2 contains descriptions of each city that 
has participated in the working group.  Section 2.3 provides background data from the common 
indicators, which provides some context about the size and situation of each of the cities 
represented in the working group and section 2.4 provides details of the modal split statistics from 
the common indicator report. 
 
2.1 Working Group participants 
 
Four cities and one regional authority were represented in the Demand Management Working 
Group.  Table 2.1 outlines the organisations participating in the group, and the cities and regions 
they are representing in the project. 
 

Table 2.1: Summary of working group participants 
 

Area Organisation Country 

Dublin Dublin Transportation Office IRE 

Ile de France Syndicat de Transport Ile de France FR 

Oulu 
Oulu Municipality 

Koskilinjat (local bus operator) FIN 

The Hague 
City of the Hague Department for Urban 

Development 
NL 

London Transport for London UK 

 
The cities and regions represented in the working group cover a wide geographical area and offer a 
range of varying practices and experiences which were shared over the course of the project.  The 
key interest shared by all members of the working group is a desire to manage transport demand in 
the city and to study how to integrate land-use and transport planning.   
 
2.2 Description of cities represented 
 
London (Transport for London) 
 
Transport for London (TfL) was set up by London Mayor Ken Livingstone to provide an authority 
to oversee all modes of transport in Greater London. TfL combines some of the roles which were 
previously undertaken by the metropolitan borough councils and some which were previously the 
responsibility of the National Government.  There has been much interest in the London Congestion 
Charging scheme which TfL is keen to share with other partners.  
 
I le de France 
 
Although obviously dominated by the city of Paris, the Ile de France is a large region which is 
actually 80% rural.  This results in a range of transport needs, from high density urban routes to 
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sparse rural areas with few public transport services. STIF is the regional transport authority for the 
Ile de France region, responsible for planning public transport routes and infrastructure and has 
recently moved from being under national government control to more devolved regional authority.   
 
The Hague 
 
The Hague is the political and administrative centre of the Netherlands although Amsterdam is 
officially the capital.  The Hague is part of the Ranstad which is a highly urbanised area comprising 
Rotterdam, Amsterdam, Utrecht and The Hague, the most significant cities in The Netherlands 
(along with Eindhoven to the south).   The city offers good practice in cycling, public transport 
priority schemes and integrated land use and transport planning. 
 
Oulu 
 
Oulu, situated on the North West coast of Finland, is Finland’s 6th largest city and celebrates its 
400th anniversary in 2005.  The city is experiencing population increase, including the surrounding 
municipalities, which is expected to continue. Traditionally the city has been a major port, 
exporting reindeer fur and the city’s most famous product, tar.   Now, hi-tech industries are more 
important in a more service sector based economy.  The city boasts high quality facilities for 
cyclists and a high cycling modal share – even in the harsh winter months! 
 
Dublin 
 
Dublin is the capital of Ireland. The Dublin Transportation Office was set up in 1995 and is 
responsible for Strategic Transport Planning for the Greater Dublin Area, which covers the 4 Dublin 
Local Authorities and 3 Local Authorities in the Mid East Region. There are currently in excess of 
1.5 million people living in the Greater Dublin Area. The public transport network consists of 
Suburban Rail (3 lines) and bus. Two new light rail lines opened in summer / autumn of 2004. 
Demand Management is seen as an integral part of the current Dublin Transportation Office 
strategy. The Dublin Transportation Office are undertaking a demand management study, and this 
study, which will propose measures including a preferred package of measures for future 
implementation and was completed in 2004. 
 
2.3 Background data from the common indicators 
 
This section of the report uses data from the common indicators and background data from the 
group’s thematic indicators in order to provide some basic information and comparisons for each of 
the cities and regions represented in the working group.  Table 2.2 outlines some of the key 
statistics for each of the cities and regions in the Demand Management working group.   
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Table 2.2: Background statistics for cities/regions in the working group 
 

Statistics 
(2003) Dublin I le de France London Oulu The Hague 

Area of city 
km2 433* 2,370 321 84 85 

Population of 
city 

1.084m* 9.64m (Paris) 2.89m 93,161 463,754 

Population 
density 

(people per  

2,505*  4,069 4,623 1,109 5,456 

Area of 
region km2 

6,987 12,070 1,579 411 420 

Population of 
region 

1.5m 11.26m 7.38m 126,000 1m 

GDP per 
capita in € 

42,852 32,000 34,127 56,784 28,000 

 
*  Refers to the built up part of the Metropolitan Area. The full Metropolitan area covers 

969km2 and has a population of 1.18 million 
 
The cities compared throughout this report range widely in terms of size, population and income 
levels.  The following key observations can be made in order to bring some context to any 
comparisons that are made later in the report: 
 
·  In terms of urban administrative areas, The Ile de France (which encompasses Paris) is spatially 

the largest city in the group and the population density of the city of Paris can be considered in 
many different ways; the Ile de France represents the region, which encompasses a total of 
12,000 square kilometres and contains a population of 11 million inhabitants, and has a 
population density of 916 people per square kilometre.  The figures given in Table 2.2 relate to 
the urbanised area of the city, while for the smallest figure is for Paris-Ville, which covers 
approximately 100 square kilometres and 2.1 million inhabitants and is thus very densely 
populated (21,000 people per square kilometre).   
 

·  London is very similar to Paris in terms of the physical size and urbanised population and 
therefore provides a useful point of comparison in this respect. 

 
·  Although they both have a similar geographical footprint, the cities of The Hague and Oulu are 

very different.  The Hague is very densely populated in comparison to Oulu and is surrounded 
by a more densely populated regional area.  Oulu also demonstrates a very high GDP per capita 
figure which is more than double that of The Hague. 

 
·  Dublin is a medium sized city compared to the two cities of Paris and London and the two 

smaller cities of Oulu and The Hague, with an urban population of 1,180,083 inhabitants and a 
large surrounding regional area. 

 
·  In terms of GDP per capita the cities in the working group can be ranked as follows:  

 
€56,784: Oulu 
€42,852: Dublin 
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€34,127: London 
€32,000: Ile de France region (including Paris) 
€28,000: The Hague 
 

Although not the optimum measure of average wealth, GDP per capita figures do provide a means 
of comparison for cities in different countries.  The variations in wealth which are evident across 
the working group’s cities and regions are important considerations when comparing the costs of 
parking and other monetary data between the participating cities.  GDP per capita is also a useful 
measure of the degree of economic activity which takes place in a city or region.  All five of the 
cities in the Demand Management working group demonstrate levels of GDP per capita which 
exceed the EU25 average of €21,1721, which indicates that they are relatively affluent cities. 
 
2.4 Modal split data from common indicators 
 
In addition to the background data displayed above, the modal split statistics from the common 
indicator report are displayed for each of the cities and regions in Figures 2.1 and 2.2. 

 
Figure 2.1: Modal Split data for all daily tr ips (including walking and cycling) for the cities 

and regions in the working group 
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 Notes; 
·  Values for Dublin relate to journeys to work and places of education only having journey origin 

and destination within County Dublin, containing the 4 Dublin local authorities is similar in area 
and population to the Metropolitan Area (see maps provided). 

 

                                                
1 EU 25 GDP per capita figures obtained from Eurostat, available at: 
http://epp.eurostat.cec.eu.int/pls/portal/docs/PAGE/PGP_PRD_CAT_PREREL/PGE_CAT_PREREL_YEAR_2005/PG
E_CAT_PREREL_YEAR_2005_MONTH_01/2-25012005-EN-AP.PDF, accessed on 25/05/05. 
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Figure 2.1 illustrates the range of modal splits for all trips made in the cities and regions 
participating in the Demand Management working group during year two of the Urban Transport 
Benchmarking Initiative.  These data have been obtained from the common indicators collected by 
all participants in the initiative, which are reported in Annex A1 of the Urban Transport 
Benchmarking Initiative year two final report.   
 
The complete modal share data provided in Figure 2.1 are generally considered to be less reliable 
than those presented in Figure 2.2, which illustrate motorised trips in the cities and regions.  This is 
because the modal share figures for walking and cycling are often based upon estimates of the 
number of trips per person per day, rather than through quantitative surveys, which are much easier 
to apply to cars (traffic counts) and public transport modes (ticket statistics and access through 
ticket gates).   
 
Figure 2.2: Modal split data for all daily motorised tr ips (excluding walking and cycling) for 

the cities and regions in the working group2 
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 Notes 
·  Values for Dublin relate to journeys to work and places of education only having journey origin 

and destination within County Dublin, containing the 4 Dublin local authorities is similar in area 
and population to the Metropolitan Area (see maps provided). 

 
Considering Figures 2.1 and 2.2 together it is possible to make the following basic observations 
about the cities and regions participating in the Demand Management working group: 
 
·  The cities in the group demonstrate a wide range of car modal shares when considered as a 

proportion of all motorised trips made in the urban administrative area (Figure 2.2).  Oulu in 
particular demonstrates a very high level of car use. 
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·  Greater London and the Ile de France region display similar modal splits for motorised travel to 
The Hague, while Dublin shows a greater level of car use. 

·  The data in Figure 2.1 indicates that Oulu and The Hague demonstrate the largest modal share 
for walking and cycling, while Greater London, the Ile de France and Dublin display lower 
modal shares. 
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3 DEFINITION OF THEMATIC INDICATORS 
 
Section 3 of this report outlines the process which the Demand Management working group 
followed in order to select a research topic and focus the data collection process upon the group’s 
chosen theme.   
 
3.1 Year two research question 
 
With reference to data collection during year two of the project, participant cities decided to: 
 
·  Put more emphasis on experience exchange, rather than on indicator collection 
·  Refine some quantitative figures, while introducing several qualitative indicators 
·  Focus on two well defined themes 
 
The group therefore focused on; 
 
·  Integration of land-use and transport planning 
·  Parking policies 
 
The working group’s research question for the second year of the Urban Transport Benchmarking 
Initiative was devised during the Year Two Launch Workshop, which took place in Brussels in 
September 2004.  Based upon the feedback received from the working group participants at the end 
of year one it was clear that, during the project’s first year, the set of indicators proved too broad to 
collect and that better quality data were required.  Following some discussion it was agreed that the 
research topic for the second year of the Demand Management working group should focus upon:  
 

“Land use and Transport, parking policies and environmental impacts of demand management”  
 
Whereas in year one of the initiative the group addressed all issues of demand management, the 
topic for year two underlined the group’s desire to perform a more focused analysis centred upon 
the links between land-use and transport and parking policies in cities.  The rationale for developing 
this specific topic area was based upon the group members’  shared belief that the future of urban 
planning lies in the integration of land-use and transport planning policies.  The logic is that the 
pressures of urban development can best be managed through linked transport development in 
urban areas and joint policy making in order to channel development towards locations which have 
suitable transport infrastructure to cope with growing pressures on urban land space.   
 
A key objective of the benchmarking of these topics was to compare approaches to managing 
demand for travel by looking more in depth at the policies, processes and they way that cities are 
planned to influence travel behaviour. 
 
3.2 Methodology for indicator definition  
 
Some indicators which proved difficult to collect during year one were not pursued for further 
collection in the second year of the initiative and some indicators were refined to obtain better data, 
particularly in terms of parking. The working group adopted the qualitative indicators collected in 
the PLUME project which relate specifically to the new research topic of integrating land use and 
transport planning.  Where possible, the data collected in year one was updated to meet the chosen 
study year of 2003 for year two of the Urban Transport Benchmarking Initiative. 
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It was also agreed that in year two the group should focus more upon collecting qualitative data, 
with sufficient time being allocated for discussion of good practice examples during site visit 
meetings.  The group wished to investigate how and why demand management measures have been 
implemented in more depth and agreed that the discussion of indicators should not dominate site 
visits.   
 
The full list of indicators collected by the Demand Management working group is shown in Annex 
A4.1 of this report. 
 
3.3 Data Collection and Analysis 
 
Data Collection 
 
In order to make the collection of data easier and to ensure that data were submitted in a 
standardised format a data entry form was created.  This was supported by a handbook which 
defined the indicators (see Annex A4.1) chosen by the working group. 
 
During the group’s activities in year one of the initiative some general principles were established 
in order to try to make the collection of data as straightforward as possible for the participants.  The 
two key principles in terms of the collection of data were maintained for the second year of the 
working group’s activities: 
 
1. Definitions and collection methods used to obtain data inevitably vary between cities.  It was 

therefore very important that where pre-existing definitions for data indicators were used (as 
opposed to those stated in the data handbook) the cities defined what the figures relate to, 
because otherwise the data collected would have been incomparable. 

 
2. Cities were encouraged to provide data that were as up to date as possible and to indicate the 

year of data collection. 
 
Prior to the 2nd working group meeting in The Hague (April 2004) e-mail exchange was used to 
consider the data submitted clarify the approach to analysing the data.  During this meeting some 
indicators were refined and, where necessary data was re-collected in order to ensure that the data 
collected was as accurate and comparable as possible. 
 
Data Analysis 
 
The process of analysis commenced prior to the second site visit, in The Hague (April 2005), taking 
advantage of the relatively large gap between the first and second site visits.  Collected data was 
ratified by the participants in the group by e-mail and some small amendments were made.  The 
main bulk of the data analysis was following the meeting in Paris (May 2005) in where the group 
members were consulted as to their preferred method of reporting the results, particularly for the 
qualitative data which are more difficult to present concisely in a report.  
 
As with year one of the initiative the main aim of the data analysis was to identify good practices 
and to try to establish reasons for variations between data collected for the cities.  The participants 
were involved in this process in order to ensure that the set of findings were supported by reasoned 
analysis rather than a collection of statistics.  Throughout the analysis process the limitations of the 
data were taken into account to avoid developing misleading recommendations.  In addition to 
simply analysing the collected data the participants used the third meeting session to discuss 
recommendations and conclusions that arose from the information collected by the working group.   
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3.4 Definition of interesting practice  
 
The aims of the Urban Transport Benchmarking Initiative data analysis were clearly defined at the 
outset of year one and these remained unchanged during year two: 
 
·  To look for best practices and try to establish reasons for variations between data. 
·  To encourage all participants to take part in this process in order to ensure a set of findings 

supported by reasoned analysis rather than a collection of statistics.  
 
As a result the approach to the term “Best Practice”  has been retained for the second year of the 
Urban Transport Benchmarking Initiative.  What constitutes a “Best Practice”  has been heavily 
debated over the course of previous benchmarking projects.  The major problem is that there is no 
all-encompassing definition which clearly defines ‘Best Practice’ .  In the case of this initiative the 
term “Best Practice”  is applied more loosely to include interesting practices that are displayed in the 
operations of the participant’s urban transport systems.   
 
From the outset it has not been the goal of the Urban Transport Benchmarking Initiative to create a 
competitive atmosphere among the participants and at the launch conference it was clearly stated 
that this is not a competition with “winners”  and “ losers” .  Promoting interesting practices, through 
the use of benchmarking, so that a wide audience of cities, operators and local authorities may 
benefit from them is a concept with huge potential.  Creating a set of “winners”  and “ losers”  does 
not help to achieve this, because it may dishearten those perceived to have “bad practices” , whereas 
these groups of participants probably have the most to gain from this type of project.   
 
The aim of the project is therefore to try to offer the participants the chance to benefit from the 
project by presenting a set of findings that will interest all of the participants.  Disseminating a 
range of interesting practices is also likely to be of wider interest to those not participating in the 
project. 
 
3.5 Data limitations and barriers to data collection 
 
The main limitations of the data stem from the fact that many of the figures are not immediately 
comparable.  This is primarily because of the varying methods of collection, presentation and 
definitions of existing data obtained by the participants in the working group.   
 
Other problems encountered during data collection included; 
 
·  Some indicators, particularly those related to parking, required collection of information from 

a number of sources, usually local authority / district councils. 
·  Data available on average trip lengths were different in each city (some measured only stop to 

stop journeys, some only measured the length of certain types of journey) 
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4 ANALYSIS OF QUANTITATIVE INDICATORS 
 
This section of the report outlines the analysis of the quantitative data indicators which the group 
collected during year two of the Urban Transport Benchmarking Initiative. 

 
4.1 How Cities Per form: Indicators 2.1 – 2.11  
 
Indicator 2.1 Surface Area 
 
Definition: Area in Km2 of adopted city/region subdivision. Include a map of the metropolitan and 
regional area. 
 
Indicator 2.1; “surface area” , shows that Ile de France has the largest “region”  and “metropolitan 
area”  covering a total of 14,370km2.  Oulu is the smallest city and is surrounded by a small 
administrative “region”  although the sphere of influence of the city covers a vast, sparsely 
populated rural area. Figure 4.1 shows km2 for the metropolitan area and the region.   
 

Figure 4.1: Surface area of regional and metropolitan areas 
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Notes: 
·  A significant part of the metropolitan area of Dublin is still undeveloped. 1.08 of the 1.18 

million population of the metropolitan area live in the ‘built-up’  Metropolitan Area, covering an 
area of 433km2 

·  London data is for Greater London which is shown by map 2.8 in Annex A4.1. Throughout this 
report, Greater London will be referred to as the Metropolitan area although it could be argued 
that the size of this area is such that it could be considered as a region.  The figure of 27km2 for 
the metropolitan area of London refers to the inner city centre of London.  However, London is 
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also split into “Inner London boroughs”  and “Greater London” which includes the inner 
boroughs (see map in Annex 4.1) 

 
Indicator 2.2 Population 
 
Definition: Number of residents in adopted city/region subdivision 
 
The Ile de France has the highest overall population, most of which is contained within the 
metropolitan area.  The population figures shown by the solid bars in Figure 4.2 represent the 
regional population, not including the metropolitan area. 
 

Figure 4.2: Population of regional and metropolitan areas 
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Notes; 
The metropolitan figure for London refers to the inner boroughs; the regional figure refers to 
Greater London. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



Urban Transport Benchmarking Initiative Year Two 

Transport & Travel Research Ltd       July 2005 

 
  

Page 22 

Population density in the metropolitan and regional areas 
 
Figure 4.3 shows the population density in the region and metropolitan areas of the working group 
cities. The Hague has the most densely populated metropolitan area, followed by London and Ile de 
France. The most densely population region is in London, in contrast to the larger regions in the Ile 
de France and Dublin which are notably less densely populated. 
 

Figure 4.3: Population density of regional and metropolitan areas 
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Population density and car use in the metropolitan areas 
 
The population density of cities in the working group had an inverse relationship with the level of 
car use in the metropolitan areas; in the most densely populated areas, car use was lower, in less 
densely populated cities, it was higher, as shown in Figure 4.4. 
 

Figure 4.4: Population density related to car use in the metropolitan areas 
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Indicator 2.3 Number of jobs  
 
Definition: Number of jobs city/region subdivision currently employed 
 
Figure 4.5 shows the number of jobs in the metropolitan and regional areas. 
 

Figure 4.5: The number of jobs in the metropolitan and regional areas 
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Job density in the metropolitan area 
 
Figure 4.6 shows the relationship between the density of jobs (number of jobs per square kilometre) 
and the level of car use in the city.  Again, as with Figure 4.4, there is an inverse relationship; in 
cities where job density is higher, car use is lower. 
 

Figure 4.6: Job density related to car use in the metropolitan areas 
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Indicator 2.7 Average Trip Length 
 
Definition: Average length of trips (in Km) of motorised private modes and public transport modes.  
Trip length should be measured from door to door where possible.  If this data is not available, stop 
to stop trips should be shown.  
 
Figure 4.7 shows the average length of trips by public transport (buses, trains, trams) and private 
transport (cars, bikes, motorbikes) in the cities.   
 

Figure 4.7: Average tr ip length for public and private motorised modes in the metropolitan 
area 
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Notes: 
·  In Dublin, no values available for a full range of trip activities over full day period. Values are 

for trips made within Co. Dublin (origin and destination in Co. Dublin) to work and education 
only. Co. Dublin is similar in area and population to the Metropolitan Area. Source: 2002 
Census of Population and 2001 DTO School Survey. Distances are door - door. For private 
motorised modes, figure is for car/ van only. 

·  Oulu public transport figures are stop to stop, rather than door to door. 
·  I le de France figure taken from year one data (average of bus Paris 2.4, bus urbanised area 

2.9, bus rest of the region 5.7, train 10.2 Paris, 10.2 region 17.6, Metro 4.8, Tram 3.6) 
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Average Trip length and city size 
 
Figure 4.8 shows the average length of trips made by public and private transport modes.  The 
relationship is less clear, but it appears that the length of journeys by private modes is longer in 
cities with smaller populations.  This is not as clear for public transport journeys. 
 

Figure 4.8: Average tr ip length related to city size 
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Average trip length and population density 
 
Figure 4.9 shows average trip length related to population density. It is clear that there is a 
relationship between the density of the city and the length of public transport trips.  It is clear that 
trips by public transport modes in the least densely populated city; Oulu, are longest.  In The Hague 
and London, public transport trips are quite short at 3km and 5km respectively. 
 

Figure 4.9: Average public transport tr ip length related to population density 
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Indicator 2.10 Number of car parking spaces in the Central Business District 
 
Figure 4.10 shows the number of publicly available parking spaces in the Central Business District 
(CBD) of each city.  Collecting parking data again proved to be difficult for the participant cities so 
please take note of the explanatory notes beneath the chart.  
 

Figure 4.10: Number of car parking spaces in the CBD 
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Notes: 
·  Figures for The Hague are approximate 
·  Figures for Dublin refer to a study conducted in 1998; figures for now would be similar. 
·  Figures for the Ile de France are for the whole of Paris not just the CBD 
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Indicator 2.11 Level of integration between private and public transport systems (Park and Ride) 
 
Definition: Please state the number of parking spaces that are available in Park and Ride facilities. 
 
Figure 4.11 shows the number of Park & Ride spaces in the working group cities.  The large 
regional area of I le de France is well served by Park & Ride with many more spaces than the 
metropolitan area of London. 
 

Figure 4.11 Number of Park and Ride Spaces 
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Notes: 
·  Spaces in London are a mix of London Underground (7545) and National Rail stations (7087) 
·  Figures for The Hague are approximate 
·  Figure for Dublin excludes 1,605 spaces on 2 new light rail lines in the Metropolitan Area 

became operational in 2004. The 4,748 figure for Dublin relates to the regional area (Greater 
Dublin Area), including the Metropolitan Area. The corresponding figure for the Metropolitan 
Area is 3,013 (excludes LUAS). 

·  There are 20 car parking spaces at Oulu’s 1 rail station. 
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Figure 4.12 shows the number of Park & Ride spaces per 1000 inhabitants in the metropolitan areas 
The priority given to encouraging Park & Ride in the Ile de France is clear; there are 12 Park & 
Ride spaces for each 1000 inhabitants, easily the highest of all the cities.   
 

Figure 4.12: Number of Park &  Ride spaces per  1000 inhabitants 
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4.2 Enforcing Demand Management: Indicators 3.2-3.6  
 
Indicator 3.2 Number of Fines 
 
Definition: The number of parking fines issued per annum for a) free and b) charged parking places.  
Describe how the enforcement system operates. 
 
Figure 4.12 shows the number of fines issued per annum in the working group cities.  Information 
on this indicator proved difficult to collect for the two largest cities in the group, London and Ile de 
France. 
 

Figure 4.12 Number of Fines 
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Notes; 
·  Figures not available for Dublin city centre. Dublin City Council issued 35,806 fines in 2002 

and a significant portion of these would relate to the city centre, as this is the area of maximum 
concentration of paid parking. Fines relate to non-payment of parking charges and parking in 
prohibited areas. In addition to this figure, fines are also issued by An Garda Siochana. 
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Table 4.1 shows the description of parking enforcement regimes in the working group cities. 
 

Table 4.1 Description of Parking Enforcement 
 

City Description of Enforcement Regime 
London no description provided 

The Hague 
Description: Enforcement is a tax system. Because of local taxes, revenues are for 
the city (whereas traffic fines enforced by police go to national government). City 
Management Department has parking enforcement officers.  

Oulu 
Description 
6 traffic wardens check car parking in charged or regulated areas. Also local police 
(5 % of all fines) can fine people for illegal parking. 

Dublin 

Description: Enforcement in the Dublin City Council area is, in general, controlled 
by a private company on behalf of Dublin City Council and enforcement is 
achieved through clamping and towing. Fines in the City Council area do not relate 
to free parking, as this parking type is uncontrolled. 

I le de France no description provided 
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Indicator 3.5 Charged parking spaces in the Central Business District 
 
Definition: Percentage of parking spaces accessible to the public in the Central Business District 
(CBD) that are subject to parking charges 
 
Figure 4.13 shows the percentage of charged parking spaces in the CBD. The Hague imposes 
charges on all its parking spaces in the Central Business District, followed by Dublin where 90% of 
on street parking spaces are charged (100% of off street parking spaces are charged). 
 

Figure 4.13: Percentage of charged parking spaces in the CBD 
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Indicator 3.6 Maximum and Minimum Parking Charges  
 
Definition: Minimum and maximum parking charges (in € per hour) for both on street and off street 
parking. 
 
Figure 4.14 shows the maximum and minimum on street parking charges for the cities. It is clear 
that parking charges vary between the cities with the cheapest parking charge per hour in Oulu 
(€0.7) and the most expensive in I le de France (€3).  London could not provide figures but it is 
likely that areas in central London have the highest parking charges of all the cities. 
 

Figure 4.14 On street parking charges 
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Off street parking charges are shown in Figure 4.15.  In this case, London did provide figures but 
were unable to confirm the exact definition of the charges provided; anecdotal evidence from the 
working group suggested that maximum charges in London would be higher.  It is noticeable that 
the charges in Dublin and The Hague are much higher than those in I le de France. 
 

Figure 4.15 Off street parking charges 
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4.3 The Potential of Demand Management: Indicators 5.1 – 5.6 
 
Indicator 5.1 Total annual revenues from charged public parking spaces in the CBD 
 
Definition: The total amount (in €) of revenue income which is earned from parking charges on 
spaces accessible to the public in the Central Business District. 
 
Revenues from parking charges are greatest in Dublin at €19.3m but data for London were 
unavailable. 
 

Figure 4.16: Annual revenue from charged public parking spaces in the CBD 
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Notes: 
·  520 000 euros for the whole Ile-de-France Region ; not collected in Paris 
·  Dublin - on-street figures not available for the city centre, however Dublin City Council 

earned €19,290,000 in 2002 and a significant portion of this figure would relate to the city 
centre, as this is the area of maximum concentration of paid parking. Off-Street figure are 
unavailable for the CBD 

·  The Hague = on street parking only 
 
Indicator 5.5 Residents’  Parking Schemes 
 
Cities were asked to provide details of residents’  parking schemes in their city.  The indicators 
asked cities to provide answers to the following questions; 
 
·  Describe any residents parking schemes present in the city. 
·  How many residents participate in the scheme? What proportion of metropolitan area streets 

have residents only parking? 
·  How much does a residents permit cost?   
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·  What eligibility rules are in place (e.g. how many residents per household can apply for a 
permit?)  

 
London 
 
In London parking is the responsibility of individual boroughs.  Data collection for TfL would be an 
extensive exercise so they were unable to provide information for the whole of London.  However, 
a typically high density London Borough is Islington where about 80% of the Borough is now 
within a controlled parking zone (CPZ), and there is a programme to consult all the remaining areas 
of the borough about introducing controlled parking before 2006.  CPZs are the most effective way 
of managing parking demand and have been adopted in all of the boroughs neighbouring Islington.  
The benefits of controlled parking include:  
 
·  making it easier to park near residents’  homes  
·  reduced traffic  
·  improved safety, with better visibility round corners  
·  reduced visual impact of cars on the street environment  
·  easier access for emergency services, delivery and removal vans  
 
An annual resident’s permit can be purchased for £95. However, for vehicles with an engine 
capacity of less than 1400cc or powered by LPG, electricity or an alternative greener fuel source, 
there is a £20 discount.   Parking permits can be purchased for shorter durations at the following 
rates:  
 
1 month - £13, or £10 with green discount  
2 months - £26, or £20 with green discount  
3 months - £35, or £28 with green discount  
6 months - £56, or £42 with green discount 
 
Permits for motorcycles and scooters cost £35 per year or at the following rates for shorter duration:  
 
1 month - £4  
3 months - £12  
 
The Hague 
 
In The Hague, unlimited parking permits are issued for residents (if they have no access to private 
parking spaces); for business there are limited parking permits issued. There are several types of 
parking schemes per zone, depending on the number of available spaces and duration (part of day, 
full day, part of week, full week).  The total number of resident permit holders is 26,000 and the 
percentage of metropolitan area streets with resident parking schemes is approximately 20 %. 
 
Oulu 
 
In Oulu most residents have their parking spaces on the plot (off street). A recently adopted system 
provides new residential parking on street for old dwellings that do not have parking spaces at all.  
The total number of resident permit holders is 25, 1 % of the metropolitan area streets have resident 
parking schemes and the annual cost of a permit is 120 euros. 
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Dublin 
 
In the Dublin City Council Area, which covers the CBD and approximately 500,000 of the 
Metropolitan area population, there are 665 schemes in operation, although each scheme may cover 
a number of streets. Not all residents, for example those living in purpose built apartment block are 
entitled to resident’s discs. Non-residents must pay for parking on street where such schemes are in 
place, during the operational hours for the scheme and are permitted to park for a maximum 
duration of 3 hours on any street. The hours of operation are generally from 08:00 - 18:30, Monday 
to Friday, although some residential parking schemes operate longer hours and also at weekends. 
 
The number of resident permit holders in the Dublin City Council Area is 10,400, information is not 
available as to the the percentage of metropolitan area streets with resident parking schemes.  The 
annual cost of a permit is €25 for one year or €44 for two years.  This was increased to €35 for one 
year and €65 for two years from April 2004. 
 
I le de France 
 
In the Ile de France there is a reduction of 20 to 30% in the cost of public parking for residents.  In 
2002, on street parking was available at an 80% discount at €0.5 per day.   In order to use this 
scheme as card (which is freely available) and a ticket are required.  In Paris, 80% of charged places 
are available for residents, but only in their resident©s zone (42 in Paris). 160,000 residents 
participate in the scheme and the annual cost is free. 
 
Figure 4.17 shows the annual cost in Euros for a resident’s parking permit in each of the cities. 
 

Figure 4.17: Annual cost of resident parking schemes 
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Notes:  
London figure refers to one example of an inner Borough (Islington); such residents parking 
schemes are common in inner boroughs but vary in nature, extent of area covered and cost.  
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Figure 4.18 shows the coverage of residents’  parking schemes. 
 

Figure 4.18: Area covered by resident parking schemes 
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Notes; 
London figure refers Islington 
 
Indicator 5.6 Rationale of the Parking Scheme 
 
Table 4.2 shows the rationales of the parking schemes in the working group cities. In all the cities, 
the central areas have higher parking charges. 
 

Table 4.2 Rationale of Parking Schemes 
 
City Rationale of the Parking Scheme 

London 
Parking is the responsibility of individual boroughs.  Data collection for TfL would 
be an extensive exercise so unable to provide information. 

The Hague 
Charges become higher towards the city centre. Outside city centre €1.50/hr; near 
city centre €1.90/hr; in city centre €2.40/hr 

Oulu 
Three parking zones. Charges are higher in the centre (zone 1) and cheapest in off 
street parking areas (zone 3) 

Dublin 

In the Dublin City Council Area, which covers all of the CBD, there are 5 (parking) 
tariff zones. Dublin City Council determines the tariff zone on the basis of demand 
for parking, and therefore parking charges increase towards the city centre. Non-
residential on-street parking is restricted to 3 hours maximum stay during charging 
periods 

Ile de France 
The city centre is considered as a business zone : 1 to 3 euros / hour ; In mixed 
zones (residents and business), 0.5 euro/day (2.5 euros/week) 

 



Urban Transport Benchmarking Initiative Year Two 

Transport & Travel Research Ltd       July 2005 

 
  

Page 41 

5 ANALYSIS OF QUALITATIVE INDICATORS 
 
The working group adopted the qualitative indicators used in the PLUME benchmarking exercise 
which tool place as part of the activities of the PLUME thematic network, which is funded by the 
European Commission’s Directorate-General for RESEARCH under the City of Tomorrow and 
Cultural Heritage Key Action of the Fifth Framework Programme (FP5).   
 
The PLUME Benchmarking Indicators were refined to represent a set of largely descriptive 
indicators which, together with the Common Indicators, cover a wide range of the issues addressed 
by PLUME and document the process of land-use and mobility integration.   
 
The discussions at the End User workshops concluded that the PLUME Benchmarking exercise 
should examine the factors for success based upon cities’  progress in implementing planning and 
urban mobility policies.  The aim was for this type of approach to enable cities with similar 
characteristics to determine the steps that have resulted in positive outcomes.  It would therefore be 
possible to provide indications of how steps in the process have been successfully implemented, and 
particularly enable End Users to examine how barriers similar to those that they may be 
experiencing could be overcome. 
 
The final report of the PLUME benchmarking exercise was being prepared during the publication of 
this document, in August 2005 and will be available at http://www.lutr.net 
 
5.1 Overview of Key Results 
 
·  In all of the cities, parking policies are linked to development so that parking limits are 

imposed depending on factors such as proximity to the centre and accessibility of public 
transport.  Parking policies are explicitly linked to public transport in three of the five cities 
although none of the cities has public incentives for developments to locate close to public 
transport.  

·  Most of the cities either already have an integrated land use and transport plan implemented 
by one authority responsible for strategic land use and transport planning, or are in the process 
of introducing this structure.  The frequency with which cities review these plans varies from 
1 year in London to 10 years in Oulu. In all cities, the integrated land use and transport plan 
covers to “travel to work area”  of the city. 

·  All cities have a policy aimed at increasing the extent of cycling facilities in the Urban 
Administrative Area. London is most active at promoting cycling through marketing and 
awareness raising campaigns.  In cities where cycling is already established as a popular 
mode, the emphasis is on developing and maintaining cycling infrastructure. 

·  Many cities already have pedestrianised areas in the urban centre so cities are looking at other 
ways of improving the urban environment for pedestrians, particularly where road space is 
shared with other modes. Improvement of pedestrian facilities in cities now focuses on 
improving existing pedestrian areas by widening footpaths, creating quiet zones and 
improving the pedestrian environment through use of street furniture and making footpaths 
more accessible to wheelchair users and people with reduced mobility.  The larger cities of 
the group have the most focus on promotion of walking as a transport mode; in Paris this is 
achieved through the “Paris Respire”  event when, on Sundays and public holidays, 
pedestrians, rollerbladers and cyclists are permitted to use roads closed for vehicles.  In 
London, initiatives promote the benefits of walking by focusing on walking to school and 
work and encouraging walking rather than driving for short journeys. In four of the cities, 
children are actively encouraged to walk and cycle to school though cycle training, safer 
routes to school and walking buses. 
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·  In four of the cities, there is an active policy to increase the cost of car parking within the 
Urban Administrative Area of the city; in London and Dublin, the policy is the responsibility 
of individual boroughs rather than a city wide policy.   

·  Cities tend to have active policies to restrict parking supply for new developments and/or to 
link it to public transport access but these are often applied in different ways and can vary 
between local authorities within the metropolitan area. 

·  The criteria for the selection of land for development in coming years tend to focus on the 
protection of open spaces and devising policies to ensure that developments are located close 
to transport infrastructure although this includes, in some cities, proximity to motorway 
junctions and access by road on the outskirts of the metropolitan area.   

·  None of the cities offers financial incentives to encourage private enterprises to locate close to 
existing/planned public transport links. 

·  Assessment of the success of the land use and transport strategy is undertaken in four of the 
five working group cities. All working group cities acknowledge that there is a need to 
improve the way the strategy is assessed and analysed. 

·  None of the cities could state clearly whether the land use and transport strategy targets had 
been met but generally, in each city there had been some good examples of successful 
strategies (London congestion charge zone) but also some examples of a continuation of 
planning policies that favour car travel (such as urban sprawl and location of developments 
close to motorways on the outskirts of cities).  

 
Tables 5.1 and 5.2 give an illustration of some of the key findings from the qualitative indicators 
which describe the types of land use and transport planning policies adopted by the working group 
cities. 

Table 5.1 Current and Desired Urban Form 
 

 London The Hague Oulu Dublin 

Now Polycentric Monocentric Monocentric Monocentric 
Long term Polycentric Monocentric Mixed Polycentric 
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Table 5.2 Land Use and Transport Planning Policies 
 
One authority for land-use and transport 
planning? 

Public incentives to locate close to public 
transport? 

  
Parking policies linked to development 
(standards)? 

Policy aimed at increasing cycling/ pedestrian 
facilities? 

  
Parking policies linked to public transport? Policy aimed at increasing cost of car parking? 

  
 
5.2 Summarised Answers to Qualitative Indicators 
 
Tables 5.3 – 5.26 provide a one word answer to each indicator, along with a brief description of the 
full answer. Full answers to each indicator are contained in Annex A.  If reading an electronic 
version of this document, to obtain the full answer, click on the underlined answer in the table. This 
will take you to the full answer in Annex A.  To return to this section after reading the full answer, 
press ALT and the left arrow button on your keyboard at the same time. 
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Table 5.3 Indicator 2.4 Is the city monocentric or polycentric? 

 
London The Hague Oulu Dublin  I le-de-France 
Polycentric (at 
regional level) 

Monocentric Monocentric Monocentric  

‘Mega-city 
region’  of 18m. 
Interactions 
within the mega-
city region are 
increasing 

Office 
concentrations in 
the centre and a 
strong radial road 
and public 
transport network 

Monocentric with 
a relatively small 
city centre 

City centre has a 
very strong 
influence, and it 
is a very strong 
employment 
centre 

 

 
Table 5.4 Indicator 2.5 Are parking policies linked to development? 

 
London The Hague Oulu Dublin  I le-de-France 
Yes  Yes  Yes  Yes  Yes (not in Paris) 
On-site car 
parking at new 
developments 
must be the 
minimum 
necessary  

Number of spaces 
dictated by 
proximity to city 
centre 

Number of spaces 
dictated by nature 
of land use 
(business, leisure 
etc) each case 
judged 
individually 

In City Council 
area, standards 
are differentiated 
according to 
accessibility to 
public transport. 
Outside the City 
Council area, in 
general, they are 
not. 

 

 
Table 5.5 Indicator 2.6 Are parking policies linked to public transport policies? 

 
London The Hague Oulu Dublin  I le-de-France 
Yes Yes  No No Yes  
Transport 
Assessments 
ensure that 
parking levels 
sought for new 
developments are 
not excessive and 
consider public 
transport, walking 
and cycling 

Yes, e.g. 1 space 
per 10 employees 
is within 750 
metres of major 
public transport 
nodes (like 
Central Station) 
 

 On-street parking 
controls are most 
common in city 
centre area  

Yes, but only for 
Park & Ride 
development (see 
working group 
site visit report 
for Paris) 

 
Table 5.6 Do parking charges become higher toward the city centre? 

 
London The Hague Oulu Dublin  I le-de-France 

N /A Yes Yes Yes Yes 
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5.2.1 Organisational Structure 
 

Table 5.7 Indicator 6.1.1 Which organisation is responsible for the development of an 
Integrated Transport Plan? 

 
London The Hague Oulu Dublin  I le-de-France 
Transport for 
London 

City of The 
Hague 

City of Oulu and 
Highways 
Agency 

Dublin 
Transportation 
Office 

STIF 

 Transport plans 
on the local, 
regional, 
provincial and 
national level 

City is 
responsible 
mainly in urban 
area streets and 
parks 

DTO produced 
‘A Platform for 
Change© which 
puts forward a 
plan for an 
integrated 
transport network 

2 separate plans;  
- travel planning 
document 
(PDUIF) 
- urban planning 
document 
(SDRIF) 

 
Table 5.8 Indicator 6.1.2 Is there one authority which is responsible for strategic land use and 

transport planning? 
 

London The Hague Oulu Dublin  I le-de-France 
Yes (GLA group) Yes  Yes (City)  No No, but will be 

soon 
The Mayor 
controls major 
elements of the 
policy 

Yes, as far as 
possible. The 
core aim of 
political decisions 
is to balance land 
use and transport 
interests 

The main 
responsible 
authority is the 
City but strategic 
plans are done 
together with 
regional council, 
highways agency, 
regional 
municipalities, 
environmental 
authorities 

The Dublin & 
Mid East 
Regional 
Authority is 
responsible for 
Strategic Land 
Use Planning for 
the Greater 
Dublin Area. The 
DTO is 
responsible for 
strategic 
transportation 
planning for this 
area 

There is not only 
one competent 
authority at 
present.  The 
PDUIF will be 
under the STIF 
responsibility 
next July 
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Table 5.9 Indicator 6.1.3 Which organisation is responsible for monitoring the achievement of 
objectives 

 
London The Hague Oulu Dublin  I le-de-France 
Greater London 
Assembly 

City/RIVM Several 
organisations 

DTO / Dublin & 
Mid-East 
Regional 
Authority 

STIF/RIF 

Greater London 
Assembly has a 
key scrutiny role, 
ensuring relevant 
organisations are 
implementing the 
Mayor©s policies 
and objectives 

the City of Hague 
and RIVM (The 
National Institute 
for Public Health 
and the 
Environment ) 
monitor various 
objectives 

All parties are 
responsible for 
their sectoral 
objectives 
 

DTO monitors 
the usage of all 
modes and the 
performance of 
all road based 
modes. The 
Dublin & Mid-
East Regional 
Authority and 
Local Authorities 
are responsible 
for monitoring 
the achievement 
of Land Use 
objectives  

The STIF for the 
PDUIF and 
RIF/State for the 
SDRIF 
 

 

5.2.2 Strategy development 
 

Table 5.10 Indicator 6.2.1 Does an Integrated Land Use and Transport Plan exist, which 
incorporates the Urban Administrative Area? 

 
London The Hague Oulu Dublin  I le-de-France 
Yes (London Plan 
and London 
Transport 
Strategy) 

Yes (Structure 
Vision) 

Yes Yes (Regional 
Planning 
Guidelines) 

no but will be 
soon 

 (Structure vision) 
is multisectoral, 
including 
transport and land 
use.  Urban 
densification in 
favour of 
sufficient 
revenues for PT, 
shops and 
facilities is a key 
policy 

Integrated land 
use and transport 
plan carried out 
together with 
neighbouring 
municipalities.  
The chosen 
alternative is to 
direct land use 
into along 
existing radial 
main roads in 
order to improve 
prerequisites for 
public transport 

Regional 
Planning 
Guidelines  
(RPGs) set out 
general strategic 
policies for Land 
use and The DTO 
Strategy ©A 
Platform for 
Change© sets 
blueprint for an 
integrated public 
transport network 
with land use 
policies. 

Paris is 
elaborating a 
local urbanism 
planning which 
has to be coherent 
with the SDRIF 
and a travel 
planning, which 
has to be 
compatible with 
the PDUIF 
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London The Hague Oulu Dublin  I le-de-France 
 

 
Table 5.11 Indicator 6.2.2 I f yes, how often is the Integrated Land Use and Transport Plan 

reviewed? 
 

London The Hague Oulu Dublin  I le-de-France 
1 year - 10 years 5 years 5 years 
  Plan is reviewed 

every 10 years 
(planning process 
takes 2-3 years) 
 

The DTO strategy 
was published in 
2001 and is due 
to be reviewed 
next year. 
 

PDUIF, revision 
at the end of a 
five year period. 
The last SDRIF is 
still running since 
1994, but its 
revision is 
beginning (and 
should take 4 
years). 

 
Table 5.12 Indicator 6.2.3 I f no, please identify the basis for Land Use and Transport Policy. 

 
London The Hague Oulu Dublin  I le-de-France 
N/A N/A N/A N/A N/A 
 

Table 5.13 Indicator 6.2.4 Does the Integrated Land Use and Transport Plan cover the 
“ journey to work”  area of the city? 

 
London The Hague Oulu Dublin  I le-de-France 
Yes Yes Yes Yes Yes 
Within the 
boundary of the 
M25 motorway 
 

 Yes. Plan focuses 
also on how to 
expand the city 
along exiting 
transport 
corridors. 
 

Yes, the DTO 
strategy covers 
the Greater 
Dublin Area. This 
covers the large 
majority of the 
journeys to work 
in Dublin 

Yes, since they 
are regional scale 
documents. 
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5.2.3 Strategy implementation 
 
Table 5.14 Indicator 6.3.1 Is there a policy aimed at increasing the extent of cycling facilities 

in the Urban Administrative Area? 
 
London The Hague Oulu Dublin  I le-de-France 
Yes Yes Yes No  Yes 
The London 
Cycle Network is 
a planned 900km 
network of radial 
and orbital routes 
for cyclists 
covering the 
whole of London 
which will be 
completed in 
2009/2010 

Cycling link 
infrastructure is 
to meet certain 
standards. 
The Hague is 
developing 
facilities to 
support 
multimodal 
cycle-PT chains, 
and to support 
residential 
storage areas. 
 

Cycling and 
walking has a 
significant role in 
transport and it is 
an essential part 
of the integrated 
transport plan 

There is no 
specific cycling 
policy at present, 
although the DTO 
Strategy, A 
Platform for 
Change contains 
strategic 
objectives aimed 
at the continued 
development of 
the strategic cycle 
network and 
associated 
facilities. 

development of a 
main level-based 
cycling network 
in the urbanised 
area,  

 
Table 5.15 Indicator 6.3.2 Cycling promotion policy (refers to soft measures such as 

Marketing and promotion, flagship events, awareness raising) 
 
London The Hague Oulu Dublin  I le-de-France 
Yes Yes No No No 
The London 
Cycling Action 
Plan in February 
2000: objective 5 
seeks to “Promote 
cycling and 
improve its 
status”  through 
cycling guides, 
maps, websites, 
events 

promote (safe) 
cycling on 
schools and 
special courses 
for immigrants 

Focus on 
maintenance and 
development of 
routes 

Cycle policy due 
for publication in 
2005 

no specific 
promotion 
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Table 5.16 Indicator 6.3.2 Is there a policy aimed at increasing the extent of pedestrianised 
areas in the Urban Administrative Area? 

 
London The Hague Oulu Dublin  I le-de-France 
yes, by the river yes –  yes  No Yes – espaces 

civiles 
No explicit 
mention of 
further town 
centre 
pedestrianisation 
but plan refers to 
improving 
conditions for 
pedestrians 
generally. There 
is a definite 
policy to 
introduce new 
and improved 
pedestrian areas 
alongside the 
river Thames. 

The result of this 
established policy 
is large pedestrian 
areas in the centre 
(shops), between 
there and the 
central station, 
and at tourist 
attraction points. 

The focus is on 
improving 
existing 
pedestrian areas. 
In the city centre 
the pedestrian 
zone will be 
renovated into 
accessible to old 
people as well 

 All over the 
region, the PDU 
advises a minimal 
1.40m width for 
the pavements, 
adapted surface, 
comfortable 
furniture of 
security and 
agreement and 
networking of 
quiet zones and 
quiet 
neighbouring 

 
Table 5.17 Indicator 6.3.4 Walking promotion policy 

 
London The Hague Oulu Dublin  I le-de-France 
Yes No No No Yes 
Making London a 
walkable city, 
The Walking Plan 
for London was 
published by TfL 
in February 2004. 
Website, walking 
events. 
campaigns and 
initiatives will 
promote the 
benefits of 
walking by 
focusing on 
walking to school 
and work and 
encouraging 
walking rather 
than driving for 
short journeys  

 Expansion of the 
pedestrian zone. 
Included in 
cycling policy 
 

 through 
promotional 
events - "Paris 
Respire" allows, 
on Sundays and 
public holidays, 
pedestrians, 
rollers, cyclists, 
to use roads 
closed for 
vehicles 
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Table 5.18 Indicator 6.3.5 Are children actively encouraged to walk/cycle to school? 
 

London The Hague Oulu Dublin  I le-de-France 
Yes Yes Yes?? Yes No 
Specific 
objectives from 
the London 
Cycling Action 
Plan include 
Cycle parking at 
schools, .Cyclist 
training 
Safer Routes to 
School 
programme  

In the project 
“Children to 
school by other 
ways”  (personal 
translation) 
children and their 
parents are 
encouraged to use 
other modalities 
than the car 

Each dwelling or 
housing areas 
have cycle and 
walking routes, 
separated from 
cars, to 
neighbouring 
areas, schools, 
day care, and the 
centre of the city. 

©safer routes to 
school© initiative, 
which promotes 
walking buses to 
school  

 

 
Table 5.19 Indicator 6.3.6 Is there an active policy to increase the cost of car parking within 

the Urban Administrative Area of your city? 
 

London The Hague Oulu Dublin  I le-de-France 
No Yes Yes Yes Yes 
No TfL Policy 
but individual 
boroughs may 
have their own 
policies 
 

Parking in the 
centre in public 
facilities is 
expensive, except 
for essential car 
users.  

With 
implementation 
of 1000 space 
underground car 
park in the city 
centre, the 
objective is to 
reduce parking 
spaces on street 
and also to 
increase the cost 
of parking 

Yes, in Central 
Areas in 
particular 
although it is 
Local Authority 
led. For example 
parking charges 
in the Dublin City 
Council are zonal 
based, with 5 
tariff zones.  

Not for residents 
but for visitors in 
the business 
centre of Paris 
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Table 5.20 Indicator 6.3.7 Is there an active policy to restr ict parking supply for new 
developments and/or to link it to public transport access? 

 
London The Hague Oulu Dublin  I le-de-France 
(?) Yes Yes/No Yes/No Yes/No 
refer to indicator 
2.5 

See 6.3.6. The 
condition to 
qualify an area to 
an A- or a B area, 
is a defined level 
of PT quality 
 

No parking 
restrictions if 
development is in 
the new area, but 
new 
developments are 
linked with public 
transport. Parking 
restrictions apply 
in built-up areas, 
but that affects 
directly to the 
size of 
development 
(km2) 

There is no 
Regional policy 
and Local 
authority policies 
vary. There are 
parking standards 
set out for new 
developments. 
Not all of these 
standards are set 
as maxima.  
 

Not yet in Paris; 
in progress in I le-
de-France. It 
depends on the 
local urban plan 
of each city 
 

 
Table 5.21 Indicator 6.3.8 What are the criteria for the selection of land for development in 

coming years? 
 
London The Hague Oulu Dublin  I le-de-France 
(?) Description Description Description Description 
The Mayor will 
and boroughs 
should maintain 
the protection of 
Metropolitan 
Open Land 
(MOL) from 
inappropriate 
development 

A current main 
topic is whether 
to expand into 
Greenfield 
locations  

There is a criteria 
for example 
special 
superstores will 
be situated close 
to motorway 
junctions and city 
centre shopping 
area will be 
developed further 

Criteria which are 
considered 
include, transport 
accessibility 
(road and pt), 
water supply and 
waste water 
infrastructure,  
adjacent zoning 

Objectives: 
enabling the 
development of 
the cities, limiting 
the consumption 
of natural spaces, 
binding oneself to 
the urban 
network, making 
easier a balance 
between 
employment and 
dwelling 
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Table 5.22 Indicator 6.3.9 What is the desired long-term urban form? 
 

London The Hague Oulu Dublin  I le-de-France 
Polycentric  Monocentric  Mixed  Polycentric  Polycentric  
A polycentric 
development 
strategy in which 
each part of 
London fulfils its 
most effective 
role in a way that 
is complementary 
to the roles of 
other parts. 

The Hague will 
surely remain a 
centralised (= 
compact?) city, 
with office 
concentrations in 
the centre and a 
strong radial road 
and PT network 

Strong centre 
with secondary 
centres. 
 

Polycentric urban 
form, which will 
contain Dublin 
City as the 
gateway, with 
surrounding 
towns both in the 
Metropolitan area 
and Hinterland 
area acting as self 
sufficient centres 
which are 
interlinked 

A strong Paris 
and strong others 
cities: Cergy, 
Meaux, Saint-
Quentin, 
Versailles. 
Polycentrism has 
been the selected 
principle in the 
SDRIF since 
1965 

 
Table 5.23 Indicator 6.3.10 Is there currently a road user charging scheme in operation in the 

Urban administrative area of the city? 
 

London only 
Yes  
Introduced in February 2003.  The primary aim of the scheme is to reduce traffic congestion in and 
around the charging zone. Congestion charge reduced traffic delays in central London by 30 per 
cent and four per cent shift in travel patterns from private cars on to public transport 
 

5.2.4 Land acquisition and compensation for land  
 
Table 5.24 Indicator 6.4.1 Are financial incentives offered to encourage private enterprises to 

locate close to existing/planned public transport links? 
 
London The Hague Oulu Dublin  I le-de-France 
No No  No  No  No  
 No. 

Also not the 
contrary, which 
could be to let 
enterprises pay 
for a high PT 
quality. 

No, but as the 
city has possessed 
the land before 
and the city has 
the monopoly for 
master planning, 
city often plans a 
certain plot for 
the enterprise  

 In progress 
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5.2.5 Strategy evaluation 
 
Table 5.25 Indicator 6.5.1 How is the success of the land use and transport strategy assessed? 

 
London The Hague Oulu Dublin  I le-de-France 
(?)  Description Description  Description  Description  
The Mayor will 
publish an 
Annual 
Monitoring 
Report that 
measures 
progress on the 
London Plan 
against a set of 
specific targets 

The ABC policy 
is partly a 
success, as office 
concentrations 
have been 
realised near to 
high quality PT 
nodes. The same 
policy is also 
heavily criticized 
because it did not 
prevent large 
scale office 
development 
along 
expressways, 
where PT quality 
is poor. 

Evaluation is 
assessed with 
traffic flows, 
traffic fluency, 
public transport 
passengers and so 
on 

The DTO monitor 
planning 
applications/plan
ning 
schemes/public 
transport and road 
projects against 
the DTO strategy 
and RPGs. 

SDRIF: the 
consumption of 
natural spaces has 
remained very 
important, the 
east-west balance 
is difficult, the 
role of peri-urban 
cities is being 
structuring. 
PDUIF: The 
setting is very 
long. 
 

 

5.2.6 Evaluation results 
 

Table 5.26 Indicator 6.6.1 Did the land use and transport strategy meet the targets set?? 
 
London The Hague Oulu Dublin  I le-de-France 
(?) Not yet available Description Description Description  
Successes – 
congestion 
charge, better 
buses, Oyster 
smartcard.  Areas 
for improvement 
– overcrowded 
and unreliable 
trains 

 Number of public 
transport 
passengers has 
been decreasing. 
 

Difficult at 
present to tell if 
the overall trend 
is towards an 
improvement. 
Good examples 
of well planned 
developments 
located adjacent 
to public 
transport nodes. 
However urban 
sprawl has been 
experienced  
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5.3 Cross Analysis of Qualitative and Quantitative Indicators 
 
Annex B contains tables which compare the qualitative and quantitative indicators to identify 
whether particular demand management policies in cities have an impact on the demand 
management indicators collected by the group.  This brief analysis is constrained somewhat by data 
collection difficulties but provides an indication of the type of analysis that could be useful in year 3 
of the Urban Transport Benchmarking Initiative.  The key points identified are as follows; 
 
·  The two cities where parking policies are not linked to public transport policies (Oulu and 

Dublin) had the highest modal share for car journeys. 
·  London has a strong cycling promotion policy but at present the smallest modal share for 

cycling.  Since the congestion charge was introduced, cycling levels of cycling have increased 
in London, therefore it will be interesting to see how effective the cycling promotion policy is in 
coming years.  The only other city where soft measures to encourage cycling such as marketing 
and promotion, flagship events and awareness raising are strongly pursued is in The Hague – a 
city which already boasts a high modal share for cycling.  This shows that to retain high levels 
of cycling, promotion is may still be required. 

·  London is the only city which was considered to be polycentric at present.  The length of private 
motorised trips and public transport trips was lower than average in London. 
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6 CONCLUSIONS AND RECOMMENDATIONS 
 
 
This section of the report summarises the key findings from the second year of the Demand 
Management working group’s research.  A number of recommendations have been made regarding 
the development and further refinement of the process of urban transport benchmarking, based upon 
the group’s collective experiences during year two of the project. 
 
The conclusions also draw parallels with the findings from year one of the Urban Transport 
Benchmarking Initiative and outline the proposals for furthering the working group’s topic and 
research activities in year three of the initiative. 
 
Conclusions from Quantitative Data Collection 
 
The following general conclusions and observations can be drawn from the data collected by the 
working group; 
 
·  Again, the working group has encountered difficulties in obtaining parking data.  Even though 

the group made a determined effort to re-define the area for which parking data is collected, 
the different data collection regimes and administrative structures in the working group cities 
have made comparison between cities difficult.  Even after the re-definition of the parking 
indicator to focus on parking spaces accessible to the public in the Central Business District, 
all cities could not provide complete data although the data collection proved more successful 
than in year one.  To implement schemes to manage demand in cities, city planners require 
detailed information on parking supply but this seems to be lacking.  The demand 
management working group has found that city planners tend only to have access to 
information on public parking areas and that obtaining such data often requires collection of 
information from a number of sources, usually local authority / district councils.  Information 
on the number of private parking spaces is not generally available.   

 
·  The working group discussed the impact of urban density on transport performance in depth 

as there was a mixture of high and low density cities in the group.  By comparing population 
density and job density with the modal share for car journeys (from the common indicators), it 
was found that car use was lower in the most densely populated areas whereas less densely 
populated cities had higher levels of car use. The same trend was observed for job density; 
where the density of jobs was higher, the use of cars was lower. 

 
·  The length of journeys by private modes was longer in cities with smaller populations. 
 
·  Trips by public transport modes in the least densely populated city, Oulu, are longest.  In The 

Hague and London, public transport trips are quite short at 3km and 5km respectively. 
 
·  The working group discussed the role of Park & Ride in cities.  In the Ile de France, the Park 

& Ride network at rail stations has historically grown without a strategic plan to develop it 
but now the regional authority sees it as a good way of intercepting car trips from the outer 
region.  Similarly, in Dublin and The Hague, Park & Ride is viewed, in planning terms, as a 
transport mode for trips being made from the region into the metropolitan area.  Such new 
Park & Ride sites are ideally situated at the edge of the metropolitan area or outside it.  City 
authorities in the working group prefer a policy of encouraging “walk and ride”  trips on 
public transport in the metropolitan area, rather than encouraging Park & Ride by 
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metropolitan residents. In The Hague, Park & Ride sites within the metropolitan area, closer 
to the centre of the city, are seen as being a useful way of intercepting journeys made by 
visitors to the city, particularly tourists.  The Hague provided a good example of targeted 
dynamic travel information to encourage tourists travelling to the beach resort in The Hague 
to use Park & Ride within the metropolitan area, to relieve congestion at the resort. 

 
·  The priority given to encouraging Park & Ride for trips made from the region to the 

metropolitan area in the Ile de France is clear; there are 12 Park & Ride spaces per 1000 
inhabitants, easily the highest of all the cities. 

  
·  The Hague imposes charges on all its parking spaces in the Central Business District, 

followed by Dublin where 90% of on street parking spaces are charged (100% of publicly 
available off street parking spaces are charged). 

 
·  There was a variety of different types of residents’  parking schemes across the cities and the 

charges for residents ranged from €133 per year in London (Islington) to a free scheme in I le 
de France. 

 
·  On street and off street parking charges differ between the cities but all have a policy of 

higher parking charges towards the centre of the city. 
 
·  Data collection for average trip lengths proved to be a problem; public transport trip lengths in 

some cities are sometimes only available from “stop to stop” ; in some cities only certain types 
of trip are measured (for example trips to work / education). Also, trip length measurement 
may only take into account trips made within the metropolitan area or from the region into the 
metropolitan area.  Information on different types of trip, for example those made from one 
side of the region to the other side of the region, via the metropolitan area, is lacking in most 
of the cities. 

 
·  The length of journeys by private modes is longer in cities with smaller populations 
 
Conclusions from Qualitative Data Collection 
 
·  In all of the cities, parking policies are linked to development so that parking limits are 

imposed depending on factors such as proximity to the centre and accessibility of public 
transport.  Parking policies are explicitly linked to public transport in three of the five cities 
although none of the cities has public incentives for developments to locate close to public 
transport.  

 
·  Most of the cities either already have an integrated land use and transport plan implemented 

by one authority responsible for strategic land use and transport planning, or are in the process 
of introducing this structure.  The frequency with which cities review these plans varies from 
1 year in London to 10 years in Oulu. In all cities, the integrated land use and transport plan 
covers the “travel to work area”  of the city. 

 
·  All cities have policies aimed at increasing the extent of cycling facilities in the Urban 

Administrative Area.  London is most active at promoting cycling through marketing and 
awareness raising campaigns.  In cities where cycling is already established as a popular 
mode, the emphasis is on developing and maintaining cycling infrastructure.  
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·  Many cities already have pedestrianised areas in the urban centre so cities are looking at other 
ways of improving the urban environment for pedestrians, particularly where road space is 
shared with other modes.  Improvement of pedestrian facilities in cities now focuses on 
improving existing pedestrian areas by widening footpaths, creating quiet zones and 
improving the pedestrian environment through the use of street furniture and making 
footpaths more accessible to wheelchair users and people with reduced mobility.  The larger 
cities of the group have the greatest focus on promotion of walking as a transport mode; in 
Paris this is achieved through the “Paris Respire”  event when, on Sundays and public 
holidays, pedestrians, rollerbladers and cyclists are permitted to use roads closed for vehicles.  
In London, initiatives promote the benefits of walking by focusing on walking to school and 
work and encouraging walking rather than driving for short journeys. In four of the cities, 
children are actively encouraged to walk and cycle to school though cycle training, safer 
routes to school and walking buses. 

 
·  In four of the cities, there is an active policy to increase the cost of car parking within the 

Urban Administrative Area of the city; in London and Dublin, the policy is the responsibility 
of individual boroughs rather than a city wide policy.   

 
·  Cities tend to have active policies to restrict parking supply for new developments and/or to 

link it to public transport access but these are often applied in different ways and can vary 
between local authorities within the metropolitan area. 

 
·  The criteria for the selection of land for development in coming years tend to focus on the 

protection of open spaces and devising policies to ensure that developments are located close 
to transport infrastructure although this includes, in some cities, proximity to motorway 
junctions and access by road in the outskirts of the metropolitan area.  

 
·  None of the cities offers financial incentives to encourage private enterprises to locate close to 

existing/planned public transport links. 
 
·  Assessment of the success of the land use and transport strategy is undertaken in four of the 

five working group cities. All working group cities acknowledge that there is a need to 
improve the way the strategy is assessed and analysed. 

 
·  None of the cities could state clearly whether the land use and transport strategy targets had 

been met but generally, in each city there had been some good examples of successful 
strategies (London congestion charge zone) but also some examples of a continuation of 
planning policies that favour car travel (such as urban sprawl and location of developments 
close to motorways on the outskirts of cities).  

 
Cross Analysis of Quantitative and Qualitative Indicators 
 
·  The two cities where parking policies are not linked to public transport policies (Oulu and 

Dublin) had the highest modal share for car journeys 
·  London has a strong cycling promotion policy but at present the smallest modal share for 

cycling. The Hague – a city which already boasts a high modal share for cycling - also has a 
strong cycling promotion policy. This shows that to retain high levels of cycling, promotion 
may still be required. 

·  London is the only city which was considered to be polycentric at present.  The length of private 
motorised trips and public transport trips was lower than average in London. 
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Conclusions from Site Visits 
 
The most valuable benchmarking has been at the site visits where working group members have 
observed various city planning policies and innovative demand management measures.  The 
experience of discussing demand management issues in depth and receiving presentations from 
local city experts on demand management measures such as bus lanes, Park & Ride and integrated 
land use and transport planning has been extremely useful for participants to inform their strategic 
planning processes.  This section summarises some of the best practice examples observed during 
the site visits and some of the barriers encountered by the cities in planning the urban transport 
system. 
 
Best Practice: Funding Transport Improvements 
 
In France, companies with more than 9 employees must pay a transport tax to fund transport 
improvements.  This tax is applied as a fixed percentage of staff salary, dependent on the location of 
the company with higher levels of tax in central areas than in outer areas.  For example, companies 
within central areas of major cities would pay 2-6% of salaries, companies based in outer areas pay 
1% of salaries. 
 
In Dublin, development levies allow for local authorities to collect levies on developers who profit 
from the implementation of the light rail lines (or any public infrastructure). Developers may be 
required to contribute up to 50% of the funding of future extensions to light rail lines.  In the case of 
Luas Line B1 (the proposed extension to Luas Green Line, that the group travelled on), these levies 
are to be collected for 20 years helping the Railway Procurement Agency  pay towards the costs 
incurred in constructing the line 
 
Best Practice: Combating initial opposition to schemes  
 
The examples of Quality Bus Corridors and the implementation of new tram lines in Dublin support 
the findings of the year one of benchmarking where good planning and political will have helped to 
combat public opposition to new schemes.  Quality Bus Corridors were met with strong opposition 
from traders and car users initially but are now widely accepted by the public and are very popular.  
Additional Quality Bus Corridors have been introduced and they are now generally accepted by the 
public. The perception amongst traders that all customers arrive by car is being gradually 
challenged by the introduction of Light Rail (LUAS) and Quality Bus Corridors.  In year one of 
benchmarking, the group saw how such opposition was also combated in London (congestion 
charge) and Barcelona (pedestrianisation). 
 
Best Practice: Combining functions at transport interchanges 
 
Central station is a key transport node in The Hague and is surrounded by high density office 
buildings where 50% of the staff travel to work by sustainable modes, many traveling through 
central station.  It is planned to increase this modal share to 70%.  This area has been developed to 
include a variety of land use so that buildings are used for business, residential and commercial 
purposes. 
 
In some areas of Paris, especially where stations are situated close to town centres, there can be a 
conflict between developing Park & Ride facilities, (retaining low density) and developing housing 
or commercial sites (increasing density).  It was noted that a combination of commercial services 
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and parking at Park & Ride sites can offer added value to users, for example locating launderettes, 
shoe repairs and other shops at the Park & Ride site. 
 
Best Practice: Achieving high density without compromising quality of life 
 
The Hague proposes to increase the density of housing along public transport corridors so that a 
greater proportion of the population lives close to a tram stop/rail station. In Dublin, national 
Residential Density Guidelines also do this.  
 
Best Practice: Minimising the impact of transport infrastructure  
 
The Hague has reduced the impact of the motorway through the city by using the space above the 
road for office and housing development.  This enables the city to retain a high density of 
development and reduces the community severance effects of a high speed road passing through the 
city centre. 
 
In Dublin, at locations where LUAS light rail lines were expected to have potentially negative 
effects in terms of higher noise levels, sound barriers were constructed to protect adjoining 
residential units from the sound of the trams.    
 
In the Ile de France, the STIF has learnt from best practice examples of Park & Ride sites in other 
parts of France, for example in Nantes, a long walk from the car park to the station platform has 
been made more pleasant by planting trees and plants. 
 
Area for Improvement: Institutional problems 
 
Dublin: Although Quality Bus Corridors are now well established and accepted by the Dublin 
public, there is no formal agreement between the bus operators and the city/county councils, which 
means the bus lanes could be removed if the council decided to do so, or bus services removed if 
operators wished.  The two LUAS lines have been constructed separately without joining in the city 
centre.  This has increased costs as there are two depots, two separate fleets of trams and trams 
cannot easily be transferred from one line to another unless transported by a lorry. There are plans 
to join these lines in the future. 
 
I le de France: The STIF has a problem of lack of control over private operators in the outer areas of 
the region so potential for passenger growth is dependent on the co-operation of these operators.  
 
Area for Improvement: Changing Public Attitudes towards High Density Living  
 
The Hague: Architects have been contracted to ensure that the designs of the high density housing 
remain attractive and complement the local environment.  However, the demand for housing 
amongst local people is divided into people who want to live in a city centre apartment and those 
who want to live in a suburban house with a garden.  There is a reluctance to embrace the concept 
of high density living in suburban areas. 
 
Dublin: It was not thought possible in the past to construct building to the same height in Dublin as 
has been achieved in The Hague as it may spoil the character of the city.  The perception of high 
rise, high density building amongst the population in Dublin was generally negative but the 
imagination and design of new buildings has helped to change this perception in recent years. 
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I le de France: “High density”  was often a “taboo”  subject in discussing urban planning in France as 
it was seen to have negative connotations, but the example of The Hague proved that this need not 
be the case, as high density development can be achieved without compromising quality of life. 
 
Comparisons with the working group research from year one of the initiative 
 
·  In year 1, the data collection revealed variation in methods of collection, presentation and 

definitions of existing data obtained by the participants in the working group.  This continued 
to be the case in year two but re-definition of indicators proved that comparable results can be 
obtained although the extent of the city covered by the data suffers as a result. 

 
·  In year 1, the group observed best practice of encouraging cycling in Oulu - the city boasts the 

highest modal share for cycling amongst the working group participants thanks to an 
investment in cycle routes and storage facilities and the development of a cycle-friendly 
culture.  In year 2, similar policies to promote cycling were observed in The Hague. 

 
·  In year 1, the group visited Barcelona, and observed a new tram system that had been 

implemented without any integration with private modes (park and ride), but as an urban 
public transport system designed to be easy to access by walking.   In year 2, the group 
observed a similar policy being pursued in Dublin, where the light rail system is being 
designed to encourage citizens to transfer from private car to public transport for their entire 
trip (although some Park & Ride site have been introduced). 

 
Next steps and future intentions for the working group 
 
In the larger cities of the group, (London and Paris), public transport operates close to capacity and 
in most cities, overcrowding on public transport can occur at peak times.  However, the demand 
management group has not yet addressed the issue of overcrowding on public transport. This topic 
could be explored in Year three, possibly in conjunction with the public transport working groups. 
 
Also, the group contains two cities in particular (Oulu and The Hague) where cycling is a popular 
mode and best practice in providing cycling infrastructure has been observed.  It would be 
interesting to explore the role of cycling in demand management further and to learn from the work 
of the public transport and cycling groups as to how cycling can be integrated with public transport 
to promote intermodality. 
 
A brief cross analysis of qualitative and quantitative indicators was undertaken for this report but 
was constrained somewhat by data collection difficulties.  This provided an indication of the type of 
analysis that could be useful in year 3 of the Urban Transport Benchmarking Initiative.   
 
The working group theme could be adapted to include the subject areas of interest to several 
delegates at the end of year conference who expressed an interest in benchmarking the accessibility 
of pedestrian areas and the “green”  use of urban space. Reallocating road space to create safer, car-
free spaces in cities for pedestrians and road users could be a potential theme for year 3. 
 



 

 

 
 
 
 
 
 
 

Annex A 
 

Full Answers to Qualitative 
Indicators 
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Annex A - Detailed answers to qualitative indicators 
 
N. Question London The Hague Oulu Dublin  I le-de-

France 
2.4 Is the city 

monocentric or 
polycentric? 

Polycentric 
(at regional 
level) 

Monocentric Monocentric Monocentric  

 
London 
 
Chapter One of the London Plan states;. 
"The Mayor sees London as part of a network of UK regions. He supports polycentric development 
at a national level and economic advancement of the UK’s major provincial cities. This plan 
accommodates a rate of growth in London that is in the national interest and within the city’s 
capacity. However, London cannot absorb infinite levels of growth and it will be important that 
other cities also seek to accommodate growth in the plan period and beyond. The economic future 
of these cities will depend to some extent on the benefits that economic growth in London will 
generate for them – especially those global businesses that are only likely to locate in the capital. 
Regional Planning Guidance for the South East supports the view that London must continue to 
play a unique role of capital city and world financial centre, in the interests of other British 
cities as well as itself. The Mayor will continue to work with the Core Cities group to examine ways 
that London and other cities can pursue mutually beneficial economic strategies that can achieve 
benefits for the UK as a whole. 
1.12 If the national economy is to prosper, strong measures are needed, including diverting freight, 
improving both orbital and cross London movement, constructing the metro services proposed in 
this plan, developing direct international rail services from the regions outside London to the 
continent and by-passing long distance and international through traffic. The Mayor will do 
everything possible to ensure that London receives appropriate levels of national funding in 
recognition of its national significance (see Chapter 6). 
London is part of a metropolitan region of over 18 million people. This forms a ‘mega-city region’  
in which there are a vast number of linkages and networks between all the urban settlements. 
Within this wider region, London performs the functions characteristic of the central city. It is the 
main generator and source of jobs as well as of culture, leisure and higher-level shopping activities. 
The interactions within the mega-city region are increasing. The Mayor supports polycentric 
development across the mega-city region in which Central London, London’s town centres and 
the towns in the other two regions develop in a complementary manner. He also supports the 
government’s proposed growth areas4 in Milton Keynes, Thames Gateway, London-Stansted-
Cambridge and Ashford as important contributions to dealing with the pressures on land and 
development in the mega-city region and sees these as complementary to the growth strategy for 
London set out in this plan." 
 
The Hague 
 
The Hague will surely remain a centralised (= monocentric) city, with office concentrations in the 
centre and a strong radial road and PT network. Priority is given to develop the Central Zone. Other 
centres outside the main city centre to be developed will be around PT nods. 
 
Oulu 
 
City is a monocentric with a relatively small city centre. There are several secondary centres around 
the city. Large Oulujoki river divides the city in two. There are 4 bridges on roads that cross the 
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river. Besides this one railway track and two bicycle and pedestrian bridges cross the river. Area is 
quite flat so cycling is easy. Modal share of cycling is big (average 28 %) even in winter times. 
Cycle paths are normally separate from cars and there are hundreds of underpasses. Long winter 
brings some difficulties into transport. 4-5 month snow and ice covers streets and roads. 
 
Dublin  
 
Dublin is monocentric in form, with the majority of the population and employment in the Greater 
Dublin Area located in the Metropolitan Area. The city centre has a very strong influence, and it is a 
very strong employment centre. Current planning policy is to consolidate development in the 
Metropolitan Area and in designated towns in the Hinterland (Regional) Area. 
 
N. Question London The Hague Oulu Dublin  I le-de-

France 
2.5 Are parking policies 

linked to 
development? 

Yes  Yes  Yes  Yes  Yes (not in 
Paris) 

 
London 
 
Yes, The London Plan "Parking Strategy & Standards" - Policy 3C.22 states 
 
Policy 3C.22 Parking strategy 
The Mayor, in conjunction with boroughs, will seek to ensure that on-site car parking at new 
developments is the minimum necessary and that there is no over-provision that could undermine 
the use of more sustainable non-car modes. The only exception to this approach will be to ensure 
that developments are accessible for disabled people. UDP policies and transport Local 
Implementation Plans should:  
·  Adopt on- and off-street parking policies that encourage access by sustainable means of 

transport, assist in limiting the use of the car 
·  And contribute to minimising road traffic 
·  Adopt the maximum parking standards set out in the annex on parking standards (annex 4) 

where appropriate, taking account of local circumstances and allowing for reduced car 
parking provision in areas of good transport accessibility 

·  Reduce the amount of existing, private, non-residential parking, as opportunities arise 
·  Recognise the needs of disabled people and provide adequate parking for them 
·  Take account of the needs of business for delivery and servicing movements 
·  Provide adequate facilities for coaches that minimise impact on the road network capacity and 

are off-road wherever possible 
·  Generally resist the introduction of temporary car parks 
·  Encourage good standards of car parking design. 
 
Link: http://www.london.gov.uk/mayor/strategies/sds/london_plan/lon_plan_3.pdf 
 
The London Plan Policy 3C.23 states; 
 
Policy 3C.23 Parking in town centres 
UDP policies and transport Local Implementation Plans should set out appropriate parking 
standards for town centres. These should help to enhance the attractiveness of town centres and to 
reduce congestion. These standards should take into account: 
·  The standards set out in Annex 4 
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·  The current vitality and viability of their town centres (see policies 3D.1 and 3D.2) 
·  Regeneration and town centre management objectives 
·  Existing on- and off-street parking provision and control 
·  Public transport provision and the need to reduce travel by car 
·  Pedestrian and cycle access. 
 
Link: http://www.london.gov.uk/mayor/strategies/sds/london_plan/lon_plan_3.pdf 
 
 
The London Plan  (in paragraphs 3.205 - 3.213 (pg 125 - 127)) seeks to  
  
·  Balance the desirability of reducing car use with the need to provide for attractive, viable 

development in town centres 
·  Restrain parking provision in accessible locations, sometimes extending to car free zones in 

central areas well served by public transport. In suburban areas, local authorities are 
encouraged to apply more restrictive parking policies over time to reduce private non-
residential parking. 

·  All developments must provide parking for disabled people. Large developments must have 
taxi ranks and coach/bus parking/stands and cycle and motor cycle parking. 

·  Boroughs should determine a single maximum standard for the town centre and edge of town 
centre as a whole authorities should avoid competition between town centres based on parking 
provision. 

·  Maximum car parking standards exist for employment, residential and retail uses  
·  Parking standards are only one mechanism to limit the use of the car and achieve wider 

objectives. They should be used in conjunction with other transport and spatial integration 
mechanisms, including location policies and travel plans. 

·  Leisure developments should make use of existing public car parks  
·  Each development must meet a parking standards, transport assessments and public transport 
·  Accessibility levels (PTALs) which should give details of proposed measures to improve 

access by public transport, walking and cycling, to reduce associated parking and mitigate 
adverse transport impacts. Transport assessments will be a key factor in assisting boroughs in 
their assessments of development proposals and ensuring that parking levels sought for new 
developments are not excessive. 

 
The Hague 
City: 3 area©s: CBD 1 space per 10 employees, 19th century ring 1 space per 5 employees, other 1 
space per 2 employees. 
 
Oulu 
 
Yes, 1 parking space for 50-100 m2 (50 km2 business space, 85 km2 offices, 100 km2 meeting and 
dwelling, 85 km2 hotels etc.). There are some exceptions to this in the city centre due to better 
accessibility. Each case in the centre is considered individually. 
 
Dublin  
 
Yes. Parking Standards for all developments are specified in the Development Plans for each of the 
7 Local Authorities. As part of the Local Authority Development Plan update process, parking 
standards were reviewed in 2004. Parking standards in each local authority area of the city / region 
are related to development type. Parking standards in Dublin City Council area (Local Authority 
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area covering the city centre and surrounding areas) are differentiated according to accessibility to 
public transport. Outside the City Council area, in general, they are not. 
 
I le-de-France 
 
Yes (not in Paris) 
 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
2.6 Are parking policies 

linked to public transport 
policies? 

Yes Yes  No No Yes  

 
London 
 
PPG 13 (March 2001) introduced the concept of Transport Assessments. They should give details 
of proposed measures to improve access by public transport, walking and cycling, to reduce 
associated parking and mitigate adverse transport impacts. Transport Assessments will be a key 
factor in assisting boroughs in their assessments of development proposals and ensuring that 
parking levels sought for new developments are not excessive. Public Transport Accessibility 
Levels (PTALs) have been adopted by TfL to produce a consistent Londonwide public transport 
access mapping facility to assist boroughs with locational planning and assessment of appropriate 
parking provision by measuring broad public transport accessibility levels. The London Plan Annex 
four pA19 
 
The Hague 
 
Yes, e.g. 1 space per 10 empl is within 750 meters of major PT nodes (like Central Station) 
 
Oulu 
 
No 
Dublin  
 
No, but there is a provision to permit lower parking provision in certain areas subject to Local 
Authority agreement. On-street parking controls are most common in city centre area and areas 
where public transport accessibility is high. 
 
I le de France 
 
Yes for P+R 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
5.6 Do parking charges 

become higher toward 
the city centre? 

n.a. Yes Yes Yes Yes 

 
6.1 Organisational structure 
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N. Question London The 
Hague 

Oulu Dublin  I le-de-
France 

6.1.1 Which organisation 
is responsible for 
the development of 
an Integrated 
Transport Plan? 

Transport 
for London 

City of 
The 
Hague 

City of 
Oulu and 
Highways 
Agency 

Dublin 
Transportation 
Office 

STIF 

London  
 
Transport for London 
 
The Hague 
 
There are transport plans on the local, regional, provincial and national level.  
They are integral as they actively address or respond to land use backgrounds/issues. They 
nevertheless are considered to be sectoral documents. As such plans are decided by the city 
parliament, their aims/projects etc. have formally been judged in a broader (multisectoral) scope. 
Formally Integrated plans run under other names, as Structuurvisie (see below). But these 
intersectoral documents are global and they slightly tend to be sectoral land use  plans.  
A true integration of land use and transport, pointing out the mutual functional relation between 
land use and transport, is the subject of many activities and background investigations. 
The local Integrated Transport Plan has been conducted by the city of The Hague. 
 
Description 
 
The plans highest priority is a high accessibility on the short to long term. Sustainability is 
addressed, now more strongly emphasizing the local impacts than the global ones (opposite to the 
previous plan, which also focused in global impacts). 
The plan’s focus has also shifted from “strongly visionary “ to “must be realistic” . 
The plan distinguishes city parts, as the central zone and other parts. The mobility ambitions are 
different per type. 
An impact quantification is less elaborated than in previous  plans. 
 
Comments 
 
The key stakeholders are - in terms of public interests - the involved sectors (space, housing, traffic, 
green, economy etc.), levels  
(Randstad, 4 big cities amongst which The Hague, region, The Hague) or themes (international 
office town, green metropolitan residence, (inter)national tourist attraction.  
Some of these interests may be represented by private actors (e.g. tourism by the hotels, restaurants 
etc. in Scheveningen 
 
Oulu 
 
City of Oulu and Highways agency, City is responsible mainly in urban area streets and parks, Both 
have similar tasks. 
 
Dublin  
 
The Dublin Transportation Office (DTO) has produced a strategy document ©A Platform for Change© 
which proposes an integrated transport network for the Greater Dublin Area. The strategy will be 
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supported by the implementation of demand management measures and complementary land use 
policies. The DTO monitors the implementation of this plan for the Greater Dublin Area (GDA) 
with regard to major developments, road projects and public transport (this is not a statutory policy 
document. New planning guidelines have been implemented (Regional Planning Guidelines for the 
Greater Dublin Area (RPGs)), in the summer of 2004 which superseded the existing guidelines 
(Strategic Planning Guidelines for the Greater Dublin Area). These guidelines set out the general 
strategic planning framework (including transport) and must be taken into consideration by the 
statutory bodies in the GDA. (This is a statutory policy document) 
 
I le-de-France 
 
There is, on a regional scale, a travel planning document (called PDUIF) which has to be taken in 
account by urbanism projects and a urban planning document (called SDRIF) which includes a 
section on transport. The law entrusted the state for the elaboration of an urban travel plan (called 
PDU) for the region “I le de France” .  The first PDU was made in year 2000 in participation of the 
STIF, of the RIF and of the departments notably. Since July the first, the political steering has been 
given to the region and the technical steering to the STIF, once again in partnership with the state 
and the departments. The general objectives of the year 2004 SDRIF (urban planning) were: to 
develop a multi polar region, that is to say to strengthen the centrality on a big crown, particularly 
on new cities (Cergy, Marnes la Vallée, Evry, Massy-Saclay, Roissy…) to avoid any uncontrolled 
urbanisation of a second crown, to keep on East-oriented re-balancing, to re-urbanise some sectors 
of the little crown and of Paris surroundings. In term of transport, this meant projects to bind poles 
one to another, to supply the area to plan with equipment and to recover lateness in subway 
networking in the little crown 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.1.2 Is there one 

authority which is 
responsible for 
strategic land use 
and transport 
planning? 

Yes (GLA 
group) 

Yes  Yes (City) Yes (DTO) Yes (STIF) 

 
London  
The Mayor controls major elements of the policy and resources needed for the implementation of 
the London Plan (spatial development of London)   These include the full range of statutory 
strategies and the budgets of the GLA Group (GLA, TfL, LDA, Met Police LFEPA)  TfL has key 
responsibilities for major roads and much of the public transport network.  The LDA has a vital role 
to play in economic development and regeneration.  The Met Police and LFEPA provide a crucial 
role in delivery and influence the safety and security throughout London.  Outside the GLA group, 
the principal London stakeholders are the London Boroughs, Central Government and other public 
sector agencies, the private sector, the voluntary and community sectors and individual Londoners 
 
The Hague 
 
Yes, as far as possible. The core business of political decisions (eldermen, city parliament) is to 
balance interests as land use and transport. The challenge of the planning department of course is to 
support decision making  by pointing out impacts of decisions and suggesting which directions of 
development are most promising. 
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As in any place on earth, the integration of land use and transport knows its restrictions, e.g. 
because of territorial boundaries or lack of co-operation or communication between levels. Public 
transport is a core responsibility of the regional authority, which has to find compromises between 
city and other interests (e.g. suburbs). 
A Dutch characteristic, namely relative small cities (the agglomeration of The Hague with less than 
1 million in habitants consists of 4 cities), leads to other land use and mobility solutions than this 
would be the case, if  the whole was one city 
 
Oulu 
 
The main responsible authority is the City, but strategic plans are done together with regional 
council, highways agency, regional municipalities, environmental authorities 
 
Dublin  
 
Although not a implementing body/authority, the DTO is responsible for strategic transportation 
planning for the GDA and co-ordinates the activities of the transport agencies (PT operators, local 
authorities etc.) in the Greater Dublin Area (Dublin and the Mid-East Region of Ireland) in areas 
that relate to the achievement of the Strategy objectives. The DTO advise government departments 
(Department of Transport and Department of the Environment and Local Government) and local 
authorities on LUT issues.  
 
The Dublin and Mid East Regional Authority is responsible for Strategic Land Use Planning in the 
Greater Dublin Area. 
 
I le-de-France 
 
There is not only one competent authority. As well there is not only one planning document, 
combining urban planning and travel/ transport planning. The PDUIF will be under the STIF 
responsibility next July and the SDRIF under the responsibility of the region and of the state, 
always with crossed participations of main actors. The PDUIF is compatible with the SDRIF 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.1.3 Which organisation 

is responsible for 
monitoring the 
achievement of 
objectives? 

Greater 
London 
Assembly 

City/RIV
M 

Several 
organisati
ons 

DTO  STIF/RIF 

 
London  
The Greater London Assembly has a key scrutiny role, ensuring relevant organisations are 
implementing the Mayor©s policies and objectives. Please also see the London Plan (pg307) and the 
Transport Strategy (pg353) 
 
Objectives include 
 
·  objective 1 to accommodate London’s growth within its boundaries without encroaching on 

open spaces (see Chapter 2, Chapter 3, Part D and Chapter 4, Part B). 
 
Performance measures include  
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·  Increasing the proportion of development taking place on previously developed land 1  - A 
minimum five per cent  improvement over each five-year period. 

·  Increasing the density of residential development 2 Over 95 per cent of development to 
comply with the housing density 4B.1 4B.3 location and SRQ matrix (Table 4B.1 below). 

 
The Hague 
 
·  Achievement: ambitioned mobility development and traffic performance: City counts traffic 

flows and parking and some of their characteristics (e.g. vehicle mix). 
·  Achievement: restriction local emissions: National organisation RIVM has some 

measurement points in the city in order to develop policies and to calibrate their models. The 
city of The Hague periodically calculates local emissions on street level. This is necessary to 
be able to write the Traffic Environment Plan, which is obliged by national legislation. 

·  Achievement: reduction greenhouse gases: The city of the Hague once in the while also 
calculates the CO2 production. The activities appears like a voluntary action of the 
department, but could be seen as an obligatory activity, due to the commitment of the city to 
Kyoto. 
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·  Achievement: restriction of noise: Noise is calculated when permitting the construction of 
buildings or infrastructure. Afterwards no monitoring takes place. 

·  Achievement: increase of traffic safety: The city receives the statistics of death and casualties 
from AVV (national research organisation of the ministry of transport). Their source is the 
police. Statistics are voluntary and depend on the priorities of the police. 

 
Oulu 
 
All parties are responsible for their sectoral objectives 
 
Dublin  
 
The DTO monitors major development proposals, public transport infrastructure proposals, major 
road and planning schemes (Development Plans/Local Area Plans/Regional Plans) which are 
undertaken in the GDA, against the policies outlined in the DTO Strategy and RPGs. The DTO 
monitors the usage of all modes and the performance for all road based modes (annual road user 
monitoring), as well as the performance of bus priority measures (annual QBC monitoring) against 
DTO strategic transportation planning objectives.. The Dublin & Mid East Regional Authority and 
Local Authorities are responsible for monitoring the achievement of Land Use objectives 
 
 
I le-de-France 
 
The STIF for the PDUIF and RIF/State for the SDRIF 
 
6.2 Strategy development 
N. Question London The Hague Oulu Dublin  I le-de-

France 
6.2.1 Does an Integrated 

Land Use and 
Transport Plan 
exist, which 
incorporates the 
Urban 
Administrative 
Area? 

Yes 
(London 
Plan and 
London 
Transport 
Strategy) 

Yes (Structure 
Vision) 

Yes Yes (Regional 
Planning 
Guidelines) 

(?) 

 
London  
 
The Hague 
 
Yes. The Structuurvisie (Structure vision) is multisectoral, including transport and land use. It wil l 
function as a policy framework and – if at all, only – have rough quantitative objectives. One 
objective now being investigated in different projects, is likely to be formulated as a policy 
objective with quantitative indications, namely the urban densification in favour of sufficient 
revenues for PT, shops and facilities.  
Any improvement of public transportation will be analysed in advance in terms of economic 
feasibility. The spatial context is an important factor 
 
Oulu 
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Yes,  
http://www.oulu.ouka.fi/yleiskaavoitus/  
ONLY IN FINNISH AND SWEDISH 
Integrated land use and transport plan carried out together with neighbouring municipalities. The 
plan included a detailed plan for the city centre as well. 
In the plan several alternatives land use plans were studied and compared according to amongst 
other things efficiency in transport especially public transport. The chosen alternative is to direct 
land use into along existing radial main roads in order to improve prerequisites for public transport. 
 
The plan also included bicycle and pedestrian path connections. 
 
In Oulu there is no local rail or tram traffic 
 
Dublin  
 
The Regional Planning Guidelines for the Greater Dublin Area (RPGs) set out the general strategic 
policies for Land use and Transportation in the GDA. Information on the RPGs can be found at 
www.rpg.ie. Complementary to the RPGs , the DTO Strategy ©A Platform for Change© sets out a 
strategic transportation blueprint for an integrated public transport network with complementary 
land use policies to the year 2016. (information can be found at www.dto.ie 
 
I le-de-France. 
 
Paris is elaborating a local urbanism planning which has to be coherent with the SDRIF and a travel 
planning, which has to be compatible with the PDUIF. The PLU and the PDP must be coherent one 
to the other 
 
N. Question London The Hague Oulu Dublin  I le-de-

France 
6.2.2 If yes, how often is 

the Integrated Land 
Use and Transport 
Plan reviewed? 
(Years) 

1 year - 10 years 5 years 5 years 

 
Oulu 
 
Plan is reviewed every 10 years (planning process takes 2-3 years) 
 
Dublin  
 
Both plans are required to be reviewed every 5 years. The RPGs were published in June 2004, they 
were an update of the Strategic Planning Guidelines which were first published in 1999 (although 
yearly updates were undertaken). The DTO strategy was published in 2001 and is due to be 
reviewed next year. 
 
I le-de-France 
 
For the PDUIF, evaluation, perhaps revision at the end of a five year period. The last SDRIF is still 
running since 1994, but its revision is beginning(and should spend 4 years). 
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N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.2.3 If no, please identify 

the basis for Land Use 
and Transport Policy. 

n.a. n.a. n.a. n.a. n.a. 

6.2.4 Does the Integrated 
Land Use and 
Transport Plan cover 
the “ journey to work”  
area of the city? 

Yes Yes Yes Yes Yes 

 
London  
 
Yes - Within the boundary of the M25 motorway 
 
The Hague 
 
Oulu 
 
Yes. Plan focuses also on how to expand the city along exiting transport corridors. 
 
Dublin  
 
Yes, the DTO strategy covers the Greater Dublin Area (Dublin and the mid-east region).  This 
covers the large majority of the journeys to work in Dublin, however there is some long distance 
commuting from outside this area. 
 
I le-de-France 
 
Yes, since they are regional scale documents. 
 
6.3 Strategy implementation 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.1 Is there a policy 

aimed at increasing 
the extent of cycling 
facilities in the 
Urban 
Administrative 
Area? 

Yes Yes Yes Yes Yes 

 
London  
 
Objectives 1, 2, 3, 8, 9 of the London Cycling Action Plan 
 
Objective 1 – Introduce quality conditions on the London Cycle Network+ 28 
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Isolated cycle schemes deliver average cycle flow increases of 10%-30% per year (TfL and borough 
cycle figures). 
 
The LCN+ is a planned 900km network of radial and orbital routes for cyclists covering the whole 
of London which will be completed in 2009/2010 to offer; 
·  a socially inclusive cycling environment where high quality standards are maintained 
·  routes that are continuous, fast, safe, comfortable and easy to use 
·  clear guidance on surface treatment and road markings where there is potential conflict 

between cyclists and other road users. 
 
London Cycle Network +: 
·  Provide cyclists with fast, safe and comfortable conditions on key high demand routes. 
·  Programme and project 
·  management: Improve resources and procedures for co-ordination, programme and project 

management and delivery of the LCN 
·  Maintenance, enforcement and monitoring: Develop consistent maintenance, enforcement and 

monitoring plans of LCN+ links. 
·  Design standards: Establish performance standards for LCN+ infrastructure that will meet the 

needs of cyclists, attract higher flows and reduce threats of cycling to pedestrians. 
 
Objective 2 – Increase cycle safety, access and priority  
 
2.1 Remedial safety: 
Agree priority locations for a rolling programme of remedial safety work on the TLRN and 
encourage the boroughs to undertake a similar programme. 
2.2 Audits and checklists: Publish and promote audits and checklists of cyclists’  needs and ways to 
minimise the negative impacts of cycling upon pedestrians and other road users. 
2.3 Hotline: Establish a technical cycling advice hotline 
2.4 Advanced stop lines: Investigate the effectiveness of existing advanced stop lines (ASLs) and in 
collaboration with the boroughs install ASLs at signalled junctions where appropriate. 
2.5 Legislation: Review current legislation to simplify procedures for giving greater priority to 
cyclists.  
 
Objective 3 – Increase cycle parking provision  
 
3.1 On-street parking: Review and publicise existing provision in each borough, identify 
deficiencies, develop costed programmes and accommodate demand. Additional 3000 to 5000 
stands by end of 2010, (subject to available funding) 
 
3.2 Cycle parking at schools: Implement a programme to introduce quality cycle parking at London 
schools and further education establishments Starts 2004 5000 spaces installed by end of 2005, 
(subject to available funding) 
 
3.3 Cycle parking at workplaces: Examine impacts and set-up a programme to support provision of 
good quality and secure cycle parking to meet commuter and workplace needs. 
 
3.5 Cycle parking at home: Encourage provision of good quality and secure parking for residents 
(particularly in regeneration areas and new developments), targeting places with known demand, a 
high proportion of people on low incomes. 
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Objective 8 – Promote cycle links and interchange schemes  
 
8.1 Cycle parking and cycle access at stations: Support the introduction of improved cycle facilities 
and cycle access at stations, through Borough Spending Plan and TfL interchange programmes 
Improved access and parking at main rail stations by end of 2006. Adequate cycle parking facilities 
at all Tube and rail stations by end of 2010,(subject to available funding). 
 
 
8.4 Cycling as part of longer journeys: Actively promote cycling as an integral component of longer 
journeys involving rail or underground. Incorporate cycling into the marketing of the Overland 
Network (ON) and provide information at stations and on-line in TfL’s web based journey planner 
about local routes, cycle parking, other local facilities and carriage on trains.  Distribution of cycle 
maps at tube and rail stations Web-based publication of information starts in summer 2005 
Comprehensive ‘ journey planner’  by end of 2006 
 
8.3 Interchange guidelines: Ensure cyclists’  needs are being addressed in the planning and 
development of new schemes. This will include development and review of current guidelines and 
schemes and revision as necessary Review by end of 2005 
 
8.2 Bike stations: Develop the concept of bike stations with a full range of cycle facilities to provide 
first class cycle parking and cycle hire at main interchange points. Bike station at Finsbury Park in 
spring 2005 Four bike stations at major rail stations by mid 2007, (subject to available funding). 
bike stations at major rail stations by end of 2010, (subject to available funding) 
 
Objective 9 – Optimise the contribution to cycling from other schemes 40 
 
9.1 Implication of new initiatives on cyclists: Research and publicise the implications for cyclists of 
new transport initiatives such as congestion charging or new tram links. Ongoing. 
 
9.2 Town centre, local area schemes and major developments: Ensure that cycling objectives are 
achieved in town centre and local area schemes and major developments. Publish list of planned 
schemes in spring 2004 Review and auditing tool to assess quality of cycling environment by end of 
2005 9  
 
9.3 Cycling, traffic and bus priority schemes: Seek synergies between cycling, traffic and bus 
priority schemes through co-ordinated planning and impact assessment.  Procedures agreed in 
spring 2005 Monitoring impacts in summer 2006 
 
9.4 Cycle parking standards: Update and further develop cycle parking standards. Research use of 
standards end of 2004 Revision complete by end of 2005. 
 
9.5 20mph limits and zones: Support the introduction of 20mph limits and zones and other conflict 
mitigation measures such as traffic calming at side roads and surface treatments. Research and 
publication of benefits in summer 2005 
 
9.6 Cycling promotion within other schemes: Support the boroughs and other stakeholders to 
maximise opportunities for cycling growth, promotion and consultation where there is scope for 
cyclists to benefit from other schemes. Review current arrangements for assessing demand, securing 
the views and feedback from cyclists, and dealing with complaints complete by end of 2005 
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The Hague 
 
Yes. Cycling link infrastructure is to meet certain standards. Train stations  have bicycle sheds, 
which once in the while are being enlarged and improved in the framework of centre projects. The 
Hague is developing facilities to support multimodal cycle-PT chains, and to support residential 
sheds. 
 
Oulu 
 
Yes. Cycling and walking has a significant role in transport and it is an essential part of the 
integrated transport plan. Each dwelling or housing areas have cycle and walking routes, separated 
from cars, to neighbouring areas, schools, day care, and the centre of the city. 
 
Dublin  
 
The DTO Strategy ©A Platform for Change© contains strategic objectives aimed at the continued 
development of a strategic cycle network and associated facilities. There is no specific cycling 
policy at present 
 
I le-de-France 
 
In an urbanised area, the PDU advises the setting of a main level-based cycling network. All over 
the region, the PDUIF advises to install better crossing facilities, to increase the number of parking 
places, and so on. 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.2 Cycling promotion 

policy 
Yes Yes Yes No Yes 

  
London  
 
TfL published The London Cycling Action Plan in February 2000 
 
Objective 5: Promote cycling and improve its status 
5.1 Cycling information: Develop, update and make widely accessible route, parking, trip planning 
and other practical cycling information through mapping, print and electronic  London Cycle guides 
(2nd edition) in spring 2004 Rough Guide e-book and TfL cycling website in summer 2004 
 
5.2 Market research: Conduct market research into cycling to fill knowledge gaps and provide 
information to ensure effective targeting of investment.  Research strategy complete by end of 2004 
 
5.3 Marketing and promotion plan: Marketing and promotion plan to provide a focus for those who 
are promoting cycling in London. 
This will include ‘ taking’  cycling to the wider community project partners Publish in summer 2004 
 
5.4 Flagship events: Investigate the feasibility of international flagship events and sponsorship and 
support local initiatives Project partners Large central London event starts in 2004 and annually 
International flagship cycling event by end of 2008. 
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5.5 Role models, culture and lifestyle: Identify and promote positive cycling role models and 
relevance of cycling to achieving individual Londoners’  lifestyle aspirations. Major campaign starts 
in spring 2004. 
 
The Hague 
 
Yes. Cycling link infrastructure is to meet certain standards. Train stations  have bicycle sheds, 
which once in the while are being enlarged and improved in the framework of centre projects. The 
Hague is developing facilities to support multimodal cycle-PT chains, and to support residential 
sheds. 
Marketing and promotion plan: employers of the city council can purchase with city contribution 
their own bicycle; and there are bicycles available for staff to use during the day. There are also 
actions to promote (safe) cycling on schools and special courses for immigrants. We have regular 
contact with the National Cyclists Association. 
  
Events/Position: The Hague©s (as other Dutch cities) is a cycling city. No further actions taken at the 
moment. 
 
Oulu 
 
Cycling and walking policy includes the connections from each area to neighbouring areas and 
centre and implementation of underpasses in major roads and streets. In winter major cycle and 
footpaths are cleared and sanded very early before people go to work 
 
Dublin  
 
The DTO cycle policy document is due for publication later this year. 
 
I le-de-France 
 
subsidies for investment 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.3 Is there a policy aimed 

at increasing the extent 
of pedestrianised areas 
in the Urban 
Administrative Area?  

Yes Yes Yes No Yes 

 
London  
 
No explicit mention of further town centre pedestrianisation but plan refers to improving conditions 
for pedestrians generally. There is a definite policy to introduce new and improved pedestrian areas 
alongside the river Thames. 
 
Please refer to London Plan - Policy 3C.17 - Allocation of Street Space, and Policy 3C.20 - 
Improving Conditions for Walking 
 
Policy 3C.17 Allocation of street space 
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In balancing the use of streetspace, UDPs should include policies that reflect the Mayor’s Transport 
Strategy and the London road hierarchy. In particular, boroughs should: 
·  presume in favour of movement of people and goods, to support commerce, business and bus 

movements on the Transport for London Road Network (TLRN) and most other ‘A’  roads 
·  presume in favour of local access and amenity on other London roads, particularly for 

residents, buses, pedestrians and cyclists, and where necessary, business 
·  review the re-allocation of road space and land to bus priority, bus or tram (light transit) 

schemes, cyclists and pedestrians to support sustainable transport. 
Policy 3C.20 Improving conditions for walking.  UDP policies should: 
·  ensure that safe, convenient, accessible and direct pedestrian access is provided from new 

developments to public transport nodes and key land uses, taking account of the need to 
connect people to jobs, to town centres and to schools 

·  identify, complete and promote high quality walking routes including the six strategic 
walking routes identified in the Mayor’s Transport Strategy 

·  ensure that Thames-side developments incorporate provision for a riverside walkway in 
accordance with Countryside Agency standards. 

·  ensure that the pedestrian environment is accessible to disabled people 
·  take account of measures set out in the TfL Walking Plan for London 
·  improve the safety and convenience of pedestrian routes to school. 
 
The Hague 
 
Yes. The result are large pedestrian areas in the centre (shops), between there and the central 
station, and at tourist attraction points. Also one central  park has been extended into former traffic 
areas. Another important measure is the spatial concentration of offices and comparable functions 
near the large train stations and other larger PT nodes. 
 
Oulu 
 
Pedestrian policy is included in the cycling policy. In the city centre the pedestrian zone will be 
renovated into accessible to old people as well 
 
Dublin   
 
No, there is no specific policy in the Regional Planning Guidelines, or the DTO Strategy for an 
increase in pedestrianised areas 
 
I le-de-France 
 
In Paris, "espaces civilisés" (public space shared between different transport modes) and "quartiers 
verts" (priority given to bicycle and pedestrians)  All over the region, the PDU advises a minimal 
1.40m width for the pavements, adapted surface, comfortable furniture of security and agreement 
and networking of quiet zones and quiet neighbouring, 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.4 Walking promotion 

policy 
Yes No Yes No Yes 

 
London  
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Making London a walkable city, The Walking Plan for London was published by TfL in February 
2004. 
 
Creating a walking culture will help overcome psychological barriers to walking and promote a 
more sustainable future. To achieve this, awareness of walking needs to be raised amongst both 
transport professionals and the public. A key issue will be educating people to reconsider their 
travel options. It is therefore important to review material on walking available to London education 
establishments (primary, secondary, tertiary and community) and provide updated information that 
can be incorporated into the curriculum (2.1). This needs to be combined with improved 
information to help make London a more legible city for pedestrians and to raise awareness of how 
easy it is to walk between key origins and destinations within the capital 
 
TfL will develop a London Walking website dedicated to providing walking information (2.2) 
including an annual calendar of London-wide walking events and activities. TfL will work with 
partners to develop both location-specific and route information (2.4).  
 
Further campaigns and initiatives will promote the benefits of walking by focusing on walking to 
school and work and encouraging walking rather than driving for short journeys (2.6).  
 
The Hague 
 
Oulu 
 
Expansion of the pedestrian zone. Included in cycling policy 
 
Dublin   
 
The DTO strategy contains strategic objectives aimed at developing and improving walking 
facilities, however there is no specific policy in the Regional Planning Guidelines, or the DTO 
Strategy to promote walking 
 
 I le-de-France 
 
"Paris Respire" allows, on Sundays and public holidays, pedestrians, rollers, cyclists, to use roads 
closed for vehicles. 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.5 Are children actively 

encouraged to 
walk/cycle to school? 

Yes Yes Yes Yes No 

 
London  
 
The London Cycling Action Plan and the Walking Plan for London both actively encourage 
children to walk and cycle to school.  Specific objectives from the London Cycling Action Plan 
include . 
 
Objectives 3.2, 
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·  3.2 Cycle parking at schools: Implement a programme to introduce quality cycle parking at 
London schools and further education establishments Starts 2004, 5000 spaces installed by 
end of 2005, (subject to available funding) 

 
 6.1, 
·  6.1 Cyclist training: Support a rolling programme of cyclists’  training for children, teenagers 

and adults that will meet London’s needs. 
·  This will build upon the work currently undertaken by the London boroughs and cycling 

organisations and link to developments in curriculum and quality control, supported by the 
National Cycling Strategy Board. TfL, LB. Set standards, curriculum by end of 2004, Costed 
five year plan by, end of 2005, Completed by end of 2010,,(subject to available funding) 

 
 6.3,  
·  Children and schools: Work with partners to develop cycling within schools. This will include 

support for cycle parking facilities, developing incentives, training and marketing materials. 
Starts in spring 2004 

 
·    Specific Objectives from the London Walking Plan include Objectives 2.1, 
·  2.1 Review existing material on walking available to London education establishments 

(primary, secondary, tertiary and community) and where appropriate provide updated material 
that can be incorporated into the curriculum. This will be linked to campaigns and initiatives 
supported by a London-wide Travelwise Initiative. 

 
·  5.3 Continue support for a Safer Routes to School programme consistent with the 

requirements of best practice guidelines. 
 
·  Funding is available under a number of headings for Borough Spending Plans (BSPs) and for 

work on the TLRN. These headings include Safe Routes to School - to assist a modal change 
towards walking for school trips 

 
The Hague 
 
Yes. In the project “Children to school by other ways”  (personal translation) children and their 
parents are encouraged to use other modalities than the car. Our office has a  coordinator to support 
this line and safety of children by means of education and spatial measures. 
 
Oulu 
 
Yes. Each dwelling or housing areas have cycle and walking routes, separated from cars, to 
neighbouring areas, schools, day care, and the centre of the city. Children under nine years are, in 
some cases, forbidden from cycling to school. 
 
Dublin   
 
Pilot studies of the  ©safer routes to school© initiative, which promotes walking buses to school have 
been undertaken at selected schools 
 
I le-de-France 
 
No 
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N. Question London The 
Hague 

Oulu Dublin  I le-de-
France 

6.3.6 Is there an active 
policy to increase the 
cost of car parking 
within the Urban 
Administrative Area of 
your city? 

No Yes Yes Yes Yes 

 
London  
 
No TfL Policy but individual boroughs may have their own policies 
 
The Hague 
 
Yes, there has been. Parking in the centre in public facilities is expensive, unless you represent 
unavoidable car traffic. New parking capacity in so-called A-areas is 1 lot perm 10 employees, in B-
areas 1 lot per 5 employees. On street paying for parking and specific regulations prevent the 
emerge of payment escapers in centre garages 
 
Oulu 
 
Yes. With implementation of 1000 space car park under the city centre, the objective is to reduce 
parking spaces on street and also to increase the cost of parking. New 1000 space car park also 
makes it possible to expand the pedestrian zone 
 
Dublin   
 
Yes, in Central Areas in particular although it is Local Authority led. For example parking charges 
in the Dublin City Council are zonal based, with 5 tariff zones. Parking charges are set so as to 
manage demand 
 
I le-de-France 
 
not for residents but for visitors in the business centre of Paris 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.7 Is there an active 

policy to restrict 
parking supply for new 
developments and/or to 
link it to public 
transport access? 

(?) Yes Yes/No Yes/No Yes/No 

 
London  
 
Please Refer to London Plan - Policy 3C.22 - Parking Strategy and Annex 4 (refer to indicator 2.5) 
 
The Hague 
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See 6.3.6. The condition to qualify an area to an A- or a B area, is a defined level of PT quality 
 
Oulu 
 
No parking  restrictions if development is in the new area, but new developments are linked with 
public transport. Parking restrictions apply in built-up areas, but that affects directly to the size of 
development (km2) 
 
Dublin   
 
There is no Regional policy and Local authority policies vary. As part of each Local Authority 
Development Plan, there are parking standards set out for new developments. Not all of these 
standards are set as maxima. Some local authorities permit less parking in developments well 
served by public transport 
 
I le-de-France 
 
not yet in Paris ; in progress in I le-de-France. It depends on the local urban plan of each city 
 
N. Question London The Hague Oulu Dublin  I le-de-

France 
6.3.8 What are the 

criteria for the 
selection of land 
for development 
in coming 
years? 

(?) Description Description Description Description 

 
London  
 
Please refer London Plan and borough local UDP©s 
 
Policy 3D.9 Metropolitan Open Land 
 
The Mayor will and boroughs should maintain the protection of Metropolitan Open Land (MOL) 
from inappropriate development. Any alterations to the boundary of MOL should be undertaken by 
boroughs through the UDP process, in consultation with the Mayor and adjoining authorities. Land 
designated as MOL should satisfy one or more of the following criteria: 
·  land that contributes to the physical structure of London by being clearly distinguishable from 

the built-up area 
·  land that includes open air facilities, especially for leisure, recreation, sport, arts and cultural 

activities and tourism which serve the whole or significant parts of London 
·  land that contains features or landscapes of historic, recreational, nature conservation or 

habitat interest, of value at a metropolitan or national level 
·  land that forms part of a Green Chain and meets one of the above criteria. 

 

Policies should include a presumption against inappropriate development of MOL and give the 
same level of protection as the Green Belt. Essential facilities for appropriate uses will only be 
acceptable where they do not have an adverse impact on the openness of MOL. 
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The Hague 
 
A current main topic is whether to expand into Greenfield locations on distance, nearby or to 
densify existing parts of the city. It is likely that the last will be programmed on the level of 50% 
 
Oulu 
 
There is a criteria for example special superstores will be situated close to motorway junctions and 
city centre shopping area will be developed further. Also areas to be developed are mainly along 
existing transport networks 
 
Dublin   
 
The zoning of land for development is a function of the Local Authorities, and is voted for by the 
county councillor of the local authority. Criteria which are considered include, transport 
accessibility (road and pt), water supply and waste water infrastructure,  adjacent zoning, 
appropriateness of new zoning objective and other factors 
 
 I le-de-France 
 
The SDRIF located them, managing the time-related progressivity of the availability of those 
spaces. Objectives: enabling the development of the cities, limiting the consumption of natural 
spaces, binding oneself to the urban network, making easier a balance between employment and 
dwelling. 
 
N. Question London The Hague Oulu Dublin  I le-de-

France 
6.3.9 What is the 

desired long-
term urban 
form? 

Polycentric  Monocentric  Mixed  Polycentric  Polycentric  

 
London  
 
Polycentric City - Please refer to London Plan - Para 2.5 
These are strategic policy directions that will shape London’s future. They are not set out in a 
priority order and they inter-relate, indeed some town centres are also Opportunity Areas. Together 
they constitute a polycentric development strategy in which each part of London fulfils its most 
effective role in a way that is complementary to the roles of other parts. The inter-relationships are 
brought together in Chapter 5 – London’s subregions – which also links them to the thematic and 
crosscutting policies in Chapters 3 and 4 and identifies specific locations in which the spatial 
policies of this chapter will apply. 
 
The Hague 
 
As in all parts of the world, the pattern is becoming slightly more multi-nodal (network city). But 
nevertheless, The Hague will surely remain a centralised (= compact?) city, with office 
concentrations in the centre and a strong radial road and PT network. In this sense The Hague and 
Amsterdam are each others opposite (Amsterdam has moved a large part of the offices, road and PT 
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infrastructure to the ring, because the city decided not to pull down the historical centre, but to 
preserve it) 
 
Oulu 
 
Strong centre with secondary centres. 
 
Dublin   
 
The RPGs and DTO strategy works towards a polycentric urban form, which will contain Dublin 
City as the gateway, with surrounding towns both in the Metropolitan area and Hinterland area 
acting as self sufficient centres which are interlinked. 
 
I le-de-France 
 
A strong Paris and strong others cities :Cergy, Meaux, Saint-Quentin, Versailles, .. 
The polycentrism has been the selected principle in the SDRIF since 1965, standing out the 
European scaled centres, the sectors of re development of the next crown, the new cities and the 
new urbanisation sites, the cities of the rural crown 
 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.3.10 Is there currently a road user 

charging scheme in operation in 
the Urban administrative area of 
the city? 

Yes  No No No No 

 
London 
 
The central London congestion charging scheme was introduced in February 2003.  The primary 
aim of the scheme is to reduce traffic congestion in and around the charging zone. The scheme is 
also intended to generate net revenues to improve transport in London more generally. The 
congestion charge is a £5 daily charge for driving or parking a vehicle on public roads within the 
congestion charging zone between 7.00am and 6.30pm, Monday to Friday, excluding weekends and 
public holidays. The central London congestion charging zone is shown in the map attached. It 
covers 22sq km in the heart of London.  The Inner Ring Road forms the boundary of the congestion 
charging zone, and no charge applies to vehicles using that route. Certain categories of vehicle, 
notably taxis, motorcycles and buses, are exempt; and certain categories of vehicle users can  
register for discounts – for example residents of the congestion charging zone can register for a 90% 
discount, and disabled Blue Badge holders and a number of alternative fuel vehicles are eligible for 
a 100% discount. 
 
6.4 Land acquisition and compensation for land 
N. Question London The 

Hague 
Oulu Dublin  I le-de-

France 
6.4.1 Are financial incentives offered to 

encourage private enterprises to 
locate close to existing/planned 
public transport links? 

No No  No  No  No  

 
London  
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The Hague 
 
No. 
Also not the contrary, which could be to let enterprises pay for a high PT quality. 
 
Oulu 
 
No, but as the city has possessed the land before and the city has the monopoly for master planning, 
city often plans a certain plot for the enterprise (if the enterprise owns the land) or offers a plot of 
land in the papers for interested enterprises for development. 
 
Dublin   
Not at present, however a demand management study has been undertaken which has included 
consideration of the potential merits of implementing such a scheme. 
 
 I le-de-France 
in progress 
 
6.5 Strategy evaluation 
N. Question London The Hague Oulu Dublin  I le-de-

France 
6.5.1 How is the success of the 

land use and transport 
strategy assessed? 

(?)  Description Description  Not 
assessed 

Descriptio
n  

 
London  
 
London Plan - See Page 307 
 
Policy 6B.1 Monitoring and review 
 
Boroughs should update their UDPs following the adoption of the London Plan so as to be in 
general conformity with it. The Mayor will monitor change and prepare a formal review of this plan 
in the next Mayoral term. 
 
Policy 6B.2 Measuring progress 
 
The Mayor will publish an Annual Monitoring Report that measures progress on the London Plan 
against a set of specific targets. He will involve key stakeholders in this review process and 
consider any policy adjustments needed to keep the plan on track. Boroughs should include 
borough-wide targets that reflect the plan’s strategic targets at a local level in their Community 
Strategies and UDPs. 
 
The Hague 
 
In the transport plan rather by means of traffic performances than in terms of accessibility quality. 
In the Integrated Land use and Transport plan (Structuurvisie) not sufficiently elaborated yet. 
The ABC policy is partly a success, as office concentrations have been realised near to high quality 
PT nodes. The same policy is also heavily criticized because it did not prevent large scale office 
development along expressways, where PT quality is miserable. 
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The PT quality in large scale greenfield housing areas (“VINEX”-locations) is generally lower than 
in the rest of the city. Improving the quality currently is very difficult because of the financial 
regime for local and regional PT (subsidies do not increase with increasing quality). 
Currently in this framework we are evaluating our parking policy. 
 
Oulu 
 
Evaluation is assessed with traffic flows, traffic fluency, public transport passengers and so on. 
There is a need to analyse and assess strategy better 
 
Dublin  
 
The DTO monitor planning applications/planning schemes/public transport and road projects 
against the DTO strategy and RPGs. The compliance of these schemes to the principles and 
objectives of the strategies are the main indicators of the success of the strategies. Annual Road 
User Monitoring and QBC (Bus Priority Corridors) Monitoring also undertaken to monitor the 
performance of these modes as experienced by users in relation to DTO strategic objectives. The 
Dublin & Mid-East Regional Authority and Local authorities also monitor the achievement of land 
use objectives 
  
I le-de-France 
 
SDRIF : the consumption of natural spaces has remained very important, the east-west balance is 
difficult, the role of peri-urban cities is being structuring. PDUIF : The setting is very long. 
 
6.6 Evaluation results 
N. Question London The Hague Oulu Dublin  I le-de-France 
6.6.1 Did the land use 

and transport 
strategy meet the 
targets set? 

(?) Not yet 
available 

Description Description Description  

 
London  
 
The TfL Annual Report, reports on the progress against the Transport Strategy objectives and 
priorities.  These can be found in the TfL Annual Report 2003/04 - Appendix 3.  The GLA produces 
a London Plan Annual Monitoring Report which reports progress on key objectives and priorities. 
Some key successes:  

·  Congestion charge reduced traffic delays in central London by 30 per cent and four per cent 
shift in travel patterns from private cars on to public transport, 

·  the Oyster (smart)card - 1.85 million users 

·  Bus services have improved dramatically, with passenger numbers up by more than 31 per 
cent. 

Areas for improvement 

·  Train service reliability and overcrowding 

·  track side graffiti 
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·  bus lane enforcement 

·  co-ordination of road works  

The Hague 
 
Oulu 
 
Strategy was completed in 2003. Some results have been accomplished especially the city centre 
development, public transport street is under construction. Number of public transport passengers 
has been decreasing. 
 
Dublin   
 
It is difficult at present to tell if the overall trend is towards an improvement. An analysis of the 
mode share change between 1996 and 2002 for journeys to work shows a trend of increasing car 
mode share. There have been good examples of well planned developments located adjacent to 
public transport nodes. However urban sprawl has been experienced both at the edges of the 
Metropolitan Area and within towns in the Hinterland Area. A lack of good quality data is a 
problem in determining the success of the strategy. 
 
I le-de-France 
 
The stated aims of the PDUIF are to achieve, within 5 years :   
•   a 3% reduction in car traffic. Within this overall figure there are variations by area, according to 
density of population and extent of public transport service. This gives a target 5% reduction for 
journeys within central Paris, from departments within the inner ring of suburbs and between Paris 
and the other départements, and a target 2% reduction for journeys contained within the ring of 
outer suburbs and between the inner and outer rings of suburbs. The proportion of private car 
journeys contained within the outer ring of suburbs must be reduced to 85% of the current total ;  
•   a 2% increase in the use of public transport. The mode point for public transport usage should be 
at one-third of home-work and home-school journeys ;  
•   a 10% increase in the proportion of journeys on foot for trips under 1km and for home-school 
trips ;  
•   double the number of journeys by bicycle ;  
•   a 3% increase in goods transportation journeys by rail and waterway.  
   
After taking into account the particular nature of the Ile-de-France (the size of the Parisian 
metropolis, financial and political capital), the PDUIF has been developed following the initiative 
of the State as represented by the Préfet de Région (Regional Prefect).   
   
The PDUIF is the fruitful outcome of a shared approach. More particularly, it has been developed 
with the involvement of the local authorities, those who will have to take the many practical 
measures necessary for its implementation : parking and traffic regulations, installation of bus stops, 
etc.   
   
The agreed system of organisation and methods are specifically aimed at getting all interested 
parties to any given project to work together as partners on that project.   
   
   
The study phase and the subsequent implementation phase have been undertaken jointly by partners 
representing the whole Region :   
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•  the Paris Police Chief and the Préfets (prefects) of the départements ;   
•  the Conseil régional (Regional Council) of I le-de-France ;   
•  the Conseil (Council) and the City of Paris ;   
•  the Syndicat des Transports (Transports Workers Union) of I le-de-France (STIF) ;   
•  representatives of local authorities (départements and communes) ;   
•  the carriers (RATP, SNCF Ile-de-France, OPTILE) ;   
•  representatives from finance and business ;   
•  representatives from the communities.   
   
 Key figures in the implementation of the PDUIF   
   
Three types of structure have been created to carry forward the actions laid out in the PDUIF :   
•  " Hubs " Committees ;   
•  " Routes " Committees ;   
•  " Locations " Committees.   
   
The Routes Committees and the Hubs Committees are required to define the basic principles and 
priority actions for the routes (bus route and/or road route) and the interchange hubs, and to 
develop, within an 18-month timescale, a project which must be successfully completed by the end 
of 2005 at the latest.   
   
The Locations Committees are made up of groups of communes. Their objective is to draw up and 
promote the PDU at local level and to implement the Local Transport Plans (PLD).   
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