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0. EXECUTIVE SUMMARY

This report into the interesting practices observed at interchanges is a product of the joint
working sessions held between the Behavioural & Social Issuesin Urban Transport and Cycling
working groups. Well designed interchanges have been deemed to be a key feature which helps
to encourage intermodality in cities. The primary purpose of this report is to outline the
interchange good practices which are evident in the working group cities and set out the
rationale for improving interchange facilities in order to encourage greater seamless trips in
urban areas. Through the use of these interchanges there is clear potential for cycling to be
better integrated with public transport modes, as well as improving the links between public
transport services (e.g. bus, train, tram and metro) in cities.

The following key observations and recommendations have been developed as a result of the
review of interesting interchange practices:

Multimodal interchanges tend to cater for 6 to 8 modes of transport. It is therefore a huge
task to integrate them all effectively.

These transport hubs cater for people in the low millions to 70 million people per year and
therefore, it is of prime importance that they work effectively in order for there not to be any
knock on effects economically or socially.

Car parking space numbers and cost vary greatly among the interchanges. It would be
interesting to find out how the number of car parking spaces and their cost affects
sustainabl e transport use.

Again, bicycle parking spaces vary greatly in number, cost and security. It is interesting to
see that in most cases the number of cycle spaces is very low, far less than the number of car
parking spaces.

Information on various modes has slight variances in the way it is disseminated but in
general, there is usually a staffed information desk. Websites and electronic information
displays are also popular.

There appears to be a mixture of automated and information centre based ticket sales
facilities at most interchanges. Most interchanges also offer an integrated pass in some form
that usually has a zonal pricing system and allows for intermodal travel between buses and
trains. Travellers can receive reduced prices in some cases with multiple trip or periodic
passes.

In al cases, cycles can be taken on trains subject to conditions in some cases, relating to
peak hours, fees, reservations and cycle number limitations. In no participating city are
cycles allowed on buses apart from in some cases where foldable bicycles are accepted.

Innovation stems from very different schemesin each interchange. Rental schemes, manned
security, CCTV security, smartcard access and cycle lockers have all been added to cycle
parking facilities as in an attempt to improve them. Shuttle buses, metro lines, at grade
platforms, pedestrian signage and real-time information seem to be being implemented to
increase the efficiency of interchanges.
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There are a number of good practices to be learnt from at these interchanges, which include:

Short, well-signed and maintained transfer distances.

Provision of facilities including shops, cafes and toilets.

Real time information.

Transport nodes at key services.

Bicycle acceptance on public transport.

Suitable location of the interchange.

Car parking fees at main interchange but not at other nodes.
Partnerships.

Cyclelockers

Shuttle buses between the interchange and other key transport nodes.

There are also a number of weaknesses that can be learned from. These include:

Dark, unattractive interchanges with bottlenecks.
Poor positioning of modal nodes.

Lack of transfer linkages, maintenance and signage.
Lack of at-grade transfers.

Poor public transport image.

Cycles not being regarded as a mode of transport.
Convenience of cars.

Low coordination between authorities.

Poor schedul e synchronisation.

No linkage to key transport routes.

Bicycles not accepted on buses.

Poor cycle parking and signage.

Improving or developing interchanges can be along and complicated task. The Hague is currently
undergoing the biggest changes, improving every mode and increasing the number of modes
coming into and out of the interchange. Funding would appear to be a barrier to progress, for
example the case of the Nottingham Express Tram phase 2. It is possible that the ‘extra time’
available as aresult in funding delays could be used wisely. In Glasgow, ‘ Transport Regeneration’
were hired to give improvement advice and in London impact monitoring studies have taken place
in the interim period between scheme proposal and funding approval. Additional links to high use
public transport routes are also proposed in Nottingham and Edinburgh and a full understanding of
the interchange’s situation is needed before any development can take place in order to minimise
mistakes and maximise efficiency

There are a number of research topics that are yet to be fully understood with regards to the subject
of interchanges. These include:

Collaboration between local cycling organisations, public transport operators and local
authorities could greatly help to improve integration between public transport and cycling and
therefore foster greater sustainable travel in cities.
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The need for public transport and cycling infrastructure improvements, such as the provision of
secure cycle storage at public transport stops and links from them to loca cycle routes to help to
encourage people to combine cycling and public transport modes for trips.

The development of integrated public transport and cycling journeys using route planners
accessible via the internet could be considered as a useful way of encouraging people to use
sustainable modes for urban trips.

Collaborative marketing for interchanges aimed at people who occasionally cycle and / or use
public transport (especialy young people and commuters) should be considered as a way of
promoting sustainable modes of urban transport.

Policies to integrate cycling and public transport modes, they remain in their infancy with a
limited degree of budgetary support and few formalised links between local authority cycling
departments and public transport operators.

Marketing of cycling in contrast with that undertaken by public transport operators, in order to
consider the potential gains which could be achieved across two different strands of urban
transport.
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1. INTRODUCTION
1.1  Methodology of the working group

‘Good practices identified from within, and beyond, the two working groups could potentialy have
been drawn upon in order to develop a good practice guide focusing upon examples of integration
between cycling and public transport modes.’

The statement above is a recommendation taken from the Cycling working group’s second year
report. The first site visit of year three of the project, to Santander on the 1% and 2™ December
2005, was jointly attended by the ‘Cycling’ and ‘ Behavioural and Social Issuesin Public Transport’
working groups. During the visit time was given to consider the links between their chosen themes.
It was decided that this research topic was of most interest to both working groups’ participants and
was investigated further throughout the course of year three of the initiative.

At the second visit of year three of the project, to The Hague on the 23" and 24™ March 20086,
participants were asked to complete a case study on an interchange of their choice in their area and
to present thisin the form of a 10 minute presentation at their third site visit.

This document has been produced in order to compile these case studies and draw forth common
issues, differences and the potential lessons for other cities in order to influence the way that
interchanges are devel oped across Europe. Section two of the report identifies the interchange case
studies produced. The final section of this report proposes a number of recommendations for
further exploiting the links established between the two working groups.

1.2  Definition of the working group theme

Site visits and reports from years one and two of the Cycling and Behavioural and Social Issuesin
Public Transport working groups show a clear interest in learning about the interchange facilities
for cyclists at public transport stops and the potential for greater joint marketing activities between
public transport operators, local authorities and cycling organisations.

The Behavioural & Socia Issues in Public Transport working group’s chosen theme for year three
focused on commuting and considered factors that appear to encourage and discourage them from
using public transport. The general hypothesis of the working group was that commuters are a
major group of public transport users, primarily because their travel options are constrained by
congestion on the roads in inner cites during rush hours. The working groups members believe
that if the infrastructure of different modes is interconnected efficiently and then marketed
effectively, sustainable modes will increase significantly in modal share.

The participating cities in the Cycling and Behavioural & Social Issuesin Public Transport working
groups in year three of the Urban Transport Benchmarking Initiative were:

The Hague - Brescia - London
Paris - Santander - Glasgow
Nottingham - Mamo - Copenhagen
Delft
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1.3  Contentsand Purpose of thisreport

This section outlines the key points which arose from the discussion session held in Year 2 and is
structured around the main issues of links between themes and indicators, marketing issues and
potential for joint examples of good practice to be devel oped.

The members of the two working groups discussed where their topics and interests overlapped in
order that they could suggest ways for improving the links between public transport and cycling in
an urban mobility context.

Neither cycling nor public transport offer what can be deemed as a direct replacement to
car use, but, in combination, these modes can offer a method for travelling from door -to-
door which rivals the mobility afforded by the private car. As a result the integration of
public transport with cycling modes should be considered as a key objective for cities seeking to
attain a greater level of sustainable mobility. The general consensus from the two working
groups was that people currently travelled by bicycle or by public transport, rather than by
combining the two modes, thus reducing their ability to complete a journey sustainably. It was
also specifically mentioned that cycling was only ‘part’ of the solution and could not be
considered in isolation to address the problems of urban mobility. Combining the budgets of
cycling and public transport could allow a greater collective impact to be made in confronting
the car and reducing car travel. It is therefore essential that cycling is considered as a ‘ proper’
mode of urban transport and one which is considered equally alongside the car and other modes
(‘choice’ versus ‘lifestyle). Due consideration of possible integration with the car may also be
needed.

Initiatives for integration of cycling and public transport need to, where possible, prove
financially viable and attractive to public transport organisations in order to encourage
their greater participation and in respect of the fact that they are often driven by revenue
gains. The example given by RATP of a bicycle hire scheme which lost money demonstrates
this need. It isimportant for cyclists to be considered as a potentially lucrative customer base
and one that needs to be recognised and exploited accordingly.

Greater dialogue between public transport operators, local authorities and cycling
organisations is a fundamental requirement for formal integration of these modes. The
majority of the examples of public transport and cycle integration put forward during the
discussion (e.g. in Copenhagen and Glasgow) stemmed from one of these organisations taking
a lead, rather than joined-up thinking at a local level. What is often needed is some kind of
‘champion’ in order to drive forward innovation and progress. The two groups thought that the
idea of an ‘intermodality officer’ would be a justified and effective role to create. The two
groups also agreed that in their cities the two arenas of cycling and public transport are treated
as separate entities, despite the fact that it would be logical to consider them jointly at the policy
making and planning stages of urban transport delivery. Both working groups conceded that it
may take the influence of central government to enforce such an approach in order for it to be
implemented. One summation was of the transition from politics, to policy, to practice. The
examples from Lisbon and Glasgow highlight how cycle path infrastructure can be put in place,
but without integration with other modes of transport it is likely to remain underutilised.

The inability of cyclists to carry bicycles on public transport modes, particularly during
peak hours, represents a major barrier to the extent of integration between cycling and
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public transport. While the groups acknowledged that taking bicycles onto public transport
services during the peak hours may not be feasible when there is large demand to do so (in fact
it was stated as a fear by certain cities that overloading of the public transport system was
possible), it was suggested that there is generally inadequate provision of storage facilities, both
on-board public transport services and at stops/stations. The general consensus from both of the
working groups was that, in order to encourage commuters to integrate a cycle trip with their
daily public transport trip (rather than driving to the local station or all the way to work), the
provision of secure storage facilities for bicycles at stops and stations was essentia (also the
provision of spare parts and other equipment via a workshop). The carriage of bicycles on
buses is not legal in many countries for health and safety reasons, athough some exceptions
were cited (e.g. Bremen and Bietigheim-Bissingen). The solution of an ‘affordable’ collapsible
bike was proposed as a workaround to this problem.

A key distinction to be made is that between the ‘commuting’ cyclist and the ‘touring’
cyclist. The commuting cyclist travelling to their place of work is unlikely to want to take their
bicycle on public transport (particularly during the peak hour) and may therefore be happy to
secure their bicycle at their local public transport stop/station while they travel the rest of the
journey by train, bus, tram or metro. The touring cyclist is identified as someone seeking to
cycle recreationally, and therefore may benefit from public transport services which permit
them to take their bicycle to alocal site of natural beauty or specia interest. In many citiesit is
possible to carry bicycles on public transport in the off-peak hours, which caters for recreational
cyclists travelling outside of the busiest transport hours, but there are seldom sufficient secure
storage facilities for the commuting cyclist (as discussed in the previous point).

Better integration of public transport and cycling information would make it easier for
people to plan journeys using these two modes in combination. The groups agreed that
better information, which allows people to plan journeys by bicycle and public transport
journeys and compare them against comparative car journeys, would encourage greater use of
cycling and public transport in combination. Although partly reliant upon the relevant cycle
infrastructure being in place (e.g. cycle paths and storage facilities at stops), better information
would enable people to plan their journeys around locations where secure cycle storage was
available, or using public transport services on which they could carry their bicycle. Some of
the cities in the group (Copenhagen and Aalborg for example) have already implemented cycle
network journey planners which could be integrated with public transport journey planning
facilities. The internet and other real time modes (such as SMS and WAP) were proposed as
potential media for this type of integration and the Cycling working group expert explained that
there are already examples of such journey planning facilities. One dilemma for route planners
was the recommendation of the fastest journey versus the safest journey. Considering the above
good practice examples will allow greater understanding of the key issues and benefits of
integrated information. Another idea was to use Real Time Information (RTI) which notified
available capacity on services to accommodate bicycles. It was recognised that information had
to bereliablein order gain trust for the system.

Bicycle and public transport/commuter user-groups often exist in isolation and could also
be integrated to concentrate the support for users of these modes. Having a sustainable
transport modes user-group, which includes cycling; walking and public transport users might
encourage greater appreciation of the potential for modal integration among users.
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2. METHODOLOGY

Section 2 of this report outlines the process of selecting a research topic and focusing the data
collection process upon the group’s chosen theme. Firstly, Section 2.1 describes the ‘interesting
practice’ topic selected by the working groups. Section 2.2 explains the methodology that was used
to define and select the topic’s indicators. Section 2.3 focuses upon the data collection and analysis
of the data. Finally, Section 2.4 outlines the definition of interesting practice which has been used
by the Urban Transport Benchmarking Initiative.

2.1 Interesting Practice - Interchanges

When considering the possibilities for interchanges and in particular, integrating cycling with
different modes of public transport, the participants in the group quickly highlighted how the extent
of integration required might stretch both geographically and strategically beyond the city boundary
or administration. Integration might therefore need to consider cross-boundary application and
acceptance by multiple service providers.

The group agreed on six key areas affecting integration of cycling with public transport:

Access to public transport interchanges/facilities by cycle

Cycle parking at public transport interchanges/facilities

Facilities and services available to cyclists both at interchanges and on public transport

Cycle hire at interchange

Fees for bicycles on public transport

The amount of dialogue which takes place between transport planners and public transport
operators within cities

2.2 Methodology for indicator definition

A meeting was held between Neil Taylor (TTR — Benchmarking Project Coordination team),
Joanna Ward (Behavioural and Social Issues in Public Transport Rapporteur), Jim Bradley
(Behavioural and Social Issues in Public Transport Expert), Ben Smith (Cycling Rapporteur) and
Oliver Hatch (Cycling Expert). The meeting was held in order to discuss the template for the
interchange case studies that would encompass the two groups' interests and allow for comparisons
to be made between the case studies. The following titles were chosen as a progression from the
previous year’'s research:

Case study: Name of interchange - If the city had more than one interchange, they picked ones that
reflected the city’ s current situation most.

Introduction: A brief introduction as to the location of the interchange within the city as a whole
was needed to understand the interchanges situation.

Number of modes: The name of modes and brief description of their destinations was required to
see how many and what modes the interchange catered for.
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Number of passengers per year: The number of passengers per mode per year was required to
analyse the extent to which the interchange was used, this could be used as an indicator of success.

Car parking: A brief description, including number of spaces and cost was required to see the
extent to which cars were catered for and at what price in order to see if this had an effect on the
usage of more sustai nable modes to and from the interchange.

Bicycle parking: A description of the number of spaces and cost of providing was required to
indicate the level at which sustainable transport was catered for at the interchange and how cost
affected its usage.

Information availability: A brief description of where passengers can obtain further information
and the content and format of this was required to look at what modes information was provided for
at the interchange, how this was disseminated and whether it was combined with marketing.

Ticketing: Details of ticketing schemes and costs were required to analyse the criteria for ticket
prices. These criteria were based upon, the differences between ticket costs in participating cities
and how this can affect the success of the particular mode.

Can cycles be taken with you on public transport? This was an indicator abstracted from the
Cycling and Behavioural and Social Issuesin Public Transport working groups’ joint indicators that
were collected by the participants of both groups. It was felt that this would be of interest as in
most cases, cycles are still not allowed on public transport and the effect that this has on
intermodality was interesting for both groups.

Innovative approaches. What innovative approaches are being pursued with regards to
integrating cycling and public transport trips?: This was an indicator abstracted from the
Cycling and Behavioural and Social Issuesin Public Transport working groups’ joint indicators that
were collected by both groups participants. It was felt that any information on new schemes or
strategies that were being implemented at participating city interchanges should be shared with
other cities so they can be educated as to what works and what does not work.

Strengths: Provision of information on any particular strength at the interchange was required to
gauge what characteristics of an interchange can be successful.

Weakness: Provision of information on any particular weakness at the interchange was required to
gauge which interchange characteristics can discourage users.

Plans for improvement / development: Provision of information on any future developments
known of was required to see compare how different interchanges are progressing in participant
cities.

For moreinformation: Contact details for cities interested to find out more information on certain
interchanges were requested.
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2.3 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 remain unchanged for 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 aresult the approach to the term ‘Best Practice’ has been retained for the third 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 al-
encompassing definition which clearly defines ‘Best Practice’. In the case of thisinitiative 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 thistype of project.

The aim of the project is therefore 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 practicesis aso likely to be of wider interest to those not participating in the project.
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3 INTERCHANGE CASE STUDY EXAMPLES DRAWN FROM THE ‘CYCLING’
WORKING GROUPS

Overview
During the discussion sessions held at working group site visits the participating cities have referred to
many examples of interesting practice, which have been reported in this section of the report as case

studies. Full details of the interesting practices observed during site visits are included in Annex 3.1.

3.1 Case Study -The Hague: New Central Station

Figure 3.1 The Hague Central Station

I ntroduction:

The Hague Central Station is the largest station in The Hague. It is the end of the line for trains and
will accommodate by the end of the year a new Light Rail system (RandstadRail) will add another
mode to this busy station.

Number of modes:
Trains. Directions Rotterdam, Amsterdam, Utrecht and further. Connections to international trains
into Germany via Amsterdam and Belgium, France and UK via Rotterdam. By April 2007 the new

high speed train service to Brussels and Paris will be connected to The Hague Central Station by a high
speed shuttle service.

Trams: Tram linesto every corner of the city.
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Buses: Regional buses to local town in the Haaglanden Region all arrive at The Hague Central, in
addition to city linesto all parts of The Hague.

Bikes: Several bike parking areas are currently located next to and underneath the station building.
They will be replaced by one major facility directly beneath the main station terminal building.

Pedestrians: There is a wide pedestrian route to the city centre (10 minutes’ walk) and to other areas
around the station, both residential and industrial.

Cars: A ‘Kiss & Ride' zone is available for dropping off and picking up passengers by car. Several
parking facilities are located around the station.

Taxi: A taxi rank is located on the main square adjacent to the terminal building.

LightRail: By the end of 2006 the new RandstadRail system will be in use, connecting Rotterdam to
The Hague with two new lines.

Number of passengersper year:

Train passengers. 100,000 per day, approx 36 million per year. Passengers on other public transport
modes (tram, bus): 90,000 per day, approx 33 million per year. Exact numbers of cyclists are
unknown, but based on the 3000 or so current spaces in use every day the annual number will be in the
range of about amillion cyclists. All passenger figures are expected to double by 2020 with consistent
growth and the completion of the new station.

Car parking: 1800 car parking spaces will be located at -1 and -2 level. Most of these are reserved for
the offices, apartments and other functions that will be built as part of the new devel opment.

Bicycle parking: The new station will accommodate approximately 6000 spaces. Of these, 1500 will
be manned, paid spaces, costing 3.80 per day (for a month: 10, for ayear: 89). The other 4500
spaces will be free of charge. Bicycle parking will most likely be located at -1 level beneath the square
in front of theterminal. The main pedestrian exit will lead directly into the main terminal building.

Information availability: There are many electronic booths, a large ticket office and a centra
information desk where travel information is available.

Ticketing: Train services have a dedicated ticketing scheme. A one-way ticket to Rotterdam (25
minutes) costs 4 euros, Amsterdam and Utrecht (45 minutes) costs around 10 Euro.

Buses and trams use the national ‘strip-card’ system (basically a card for several trips that is stamped
every trip). City tripstypically cost between 1 and 2 euros, depending on the length of the trip (to and
from which zone). An electronic chip-card system is under development to replace the (paper) version.
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Figure 3.2 Theold Strip-card versusthe new OV-Chipcard

@.4. Chipkaart

Cycling and Behavioural group joint indicator: Can cycles be taken with you on public
transport?

Cycles can be taken onto trains at all times (costs 5.67) and on the future LightRail system. Trams
and buses offer no means to take a normal bicycle. Folding bikes are always allowed (seen as hand
luggage, free of charge)

Cycling and Behavioural group joint indicator: Innovative approaches. What innovative
approaches ar e being pursued with regardsto integrating cycling and public transport trips?

A bike rental scheme (OV-fiets) is integrated into the current bike parking facility below the terminal
building. An annual train ticket can be activated for this scheme, avoiding the annual fee that is
otherwise 5.
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Figure 3.3 The OV-fiets bike rental scheme

The OV-Fiets bikerental scheme

The scheme provides ample bicycle parking facilities, beyond current (visible) demand. Although not
really innovative, the number of parking spaces and the fact that they are incorporated into the main
terminal building is unusual.

Figure 3.4 Level -1 of terminal building (green iscycle parking)

A
A7

Strengths:

There is excellent integration of all modes, both currently and in the new station. There are very short
walking distances between modes due to stacked layers the interchange terminal is built up of. Figure
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3.5 shows an image of the +1 level (trams and buses), looking onto ground level (trains, trams in other
directions and pedestrian routes).

Figure 3.5 Level +1 of terminal building

<

'} -

A

W eakness:

There are very few weaknesses in the new situation. In the past, there were some bottlenecks for
passengers changing modes and the terminal building was dark and unattractive. There was a lack of
good quality bike parking, the majority of spaces; especially the free spaces were of poor quality.

Figure 3.6 Photograph of poor quality bike parking

Plans for improvement / development: N/A — none underway
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For moreinformation:

The Hague New Central website: http://www.denhaagnieuwcentraal.nl/ (In Dutch)
OV-Fiets: http://www.ov-fiets.nl/engel s/index.htm (English version)
Dutch Rail (NS): http://mwww.ns.nl (Click English)

Contact: Tristan Martin,
Gemeente Den Haag

Tel: + 31 70-353 60 25

Email: t.martin@dso.denhaag.nl

Contact: Toine M olenschot

Senior Policy Officer Traffic and Transport
Spui 70

PO Box 12655

2500 DP The Hague

Tel: +31703536030

Fax: + 31 70 353 60 08

E-mail: t.molenschot@dso.denhaag.nl

Transport & Travel Research ttd
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3.2 Casestudy —Paris. ‘GaredeLyon’

I ntroduction:
Gare de Lyon station is one of the most important stations (of the RER Line A) in the city of Paris).
It isavery important interchange station.

It islocated in the south west of the city.
There are 6 main train stations in the city.

Number of modes:

Trains. Operator SNCF main lines for the south of France, and Lyon....with rapid trains (TGV).
Regional Trains for the area of Ile de France (south of suburb); ‘Transilien” RER: line A Operator
RATP (from Disneyland to St Germain en Laye — east west)

Metro: Line 1 (east-west of Paris), Line 14 (St Lazare, Biblotheque Francois Mitterrand) Operator
RATP

Bus: 9 lines and stops operator RATP; there are also 17 lines of night bus and one line of Bus to go to
Roissy Airport (Air France operator)

Cars: Car parksand alot of rentals

Bicycles: A very small park in front of the station with alot of motorbikes and a renter of motorbikes
Taxis: A rank isavailable in front of the station

Number of passengersper year:

28.4 million passengers for RER line A (10 million entry from the train and 6 million entry from the
metro) per year.

Car parking: Thereisalot of car parking in the vicinity of the station. The number of spaces and cost
are not available.
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Figures 3.7 (a) and (b) Different car parking entrances around the Gare de Lyon and a
motor bike and bike rental facility at the station
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Bicycle parking: A very small bicycle parking area (about 20 spaces free but there is a new project for
building new bicycle parking).

Figure 3.8 Motor bikes parked in front of the Garede Lyon
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Figure 3.10 Bicycle parking at RATP headquarters

Information availability: There arealot of ways in which passengers can obtain information;

Real time information for the train, for the RER and for the 2 lines of Metro. It isalso available for
4 buslines

Many information centres (with maps, timetables, guidelines...)

Employees are available to provide information

Kiosks information; ‘ urban kiosks

Figure 3.11 Real time infor mation on the platform of the metro line 14
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Figure 3.12 New information kiosk (with the web)

information
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Ticketing:

All kinds of tickets can be delivered by the sales machine, the outlets, and specific sales point.
The smartcards are available for annual, monthly and weekly passes.

Passengers can load their smartcards at |oading kiosks.

Tickets are integrated for all modes and there are zonal fares

Figure 3.13 Real time infor mation and loading machine for smart cards and automatic sales
machines
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Figure 3.14 Specific RATP sales point: dedicated for annual pass

Cycling and Behavioural group joint indicator: Can cycles be taken with you on public
transport?

Cycles can be taken on the regional trains and the lines of RER during off peak hours.

Contact:

| sabelle Bachmann

Chargee de mission

RATP

Tel: + 33 (0) 158 78 35 80

E-mail: isabelle.bachmann@ratp.fr

Transport & Travel Research Ltd Page 21 July 2006



Urban Transport Benchmarking I nitiative Year Three ffr

‘Transport & Travel Research Ltd

3.3  Case Study - Nottingham: Nottingham Station

Figure 3.15 Nottingham railway station

Intr oduction:

Nottingham railway station is located close to the commercial centre of the City of Nottingham. The
Broadmarsh bus station is approximately 200 metres away.

Number of modes:

Seven modes are served within the vicinity of the station, these include:

Train: The station is served by both Midland and Central trains, who between them provide extensive
rail servicesto major urban centres such as Birmingham, Derby, Leicester and London, as well as local
towns including Grantham, Matlock, Mansfield and Worksop.

Bus: The Broadmarsh bus station is situated 200 metres away and is served by a number of buses
offering bus services al over the city. The Nottingham City Council website
www.nottinghamcity.gov.uk provides details of these.

Tram: The Nottingham Express Transit (NET) is a new modern light rapid transit system that was
introduced in March 2004, in part to ease congestion in central Nottingham. The route runs from
Hucknall and Phoenix Park in the north of the city to the rail station.

Pedestrians. walking routes to and from the city centre are well sign posted.
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Taxis: A rank is available within the station, with others available in the vicinity of the station.
Number of passengersper year: Datanot available.

Figure 3.16 Car parking inside Nottingham railway station

Car parking: Thereisalarge car park, 490 spaces, provided at the train station, well behind the station

entrance. The cost of parking in the station car park is £6.00 (approximately 9) daily / £18.00

(approximately 27) weekly / £69.00 (approximately 102) monthly and £720 annually (approximately
1070).

Figure 3.17 Car parking outside Nottingham railway station

Bicycle parking: Cycle parking is available at the front of the station, between the entrance into the
station and the taxi rank. The cycle parking isin full view of the station and within a covered area. It
isfreeto use.
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Figure 3.18 Cycle parking at Nottingham railway station

There are also cycle lockers available. These are safely secured behind platform 6 in full view of the

CCTV cameras. Cyclists must register to use these lockers. There is a charge of £1 (approximately
1.50) per day or £20 (approximately 30) for 3 months, a returnable deposit of £10 (approximately
15) isalso charged for the key.

Information availability: Both the train and bus stations have staffed passenger information centres,
with information available on continuing your journey by other modes available.

Ticketing: Whilst tickets for individual modes are available at the respective information centres and
from machines, Nottingham City Transport also sells integrated tickets called ‘Kangaroo Passes' . For
£2.50 (approximately 3.70) per day this allows the owner to make as many journeys by rail, bus and
tram within the central city zone.

Cycling and Behavioural group joint indicator: Can cycles be taken with you on public
transport?

Bicycles can be taken on some trains, but not on trams or buses.

Cycling and Behavioural group joint indicator: Innovative approaches. what innovative
approaches ar e being pursued with regardsto integrating cycling and public transport trips?

In addition to the ‘staffed’ information centre, the railway station also has a workstation information
kiosk available to provide travel information.

There are signed pedestrian routes to other parts of the interchange / city in place.
Strengths:

Lockers are available for leaving luggage and cycling equipment at both the bus and rail stations.
Routes to the city centre on foot are well signposted.

Facilities for passengers in terms of shops, cafes and toilets are good.

The Skylink bus stops just outside the station and runs every ¥z hour, thus connecting the station
areawith East Midlands Airport, for international travel.
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W eakness;

The position of cycle parking between the station entrance and the taxi rank appears to be un-planned
out and simply added on. It is not very secure or safe. When the tram bridge was added to take the
tram uphill to the Lace Market area of the city, no pedestrian bridge was added. Thus pedestrians now
have to take a long detour via the city centre to reach the Lace Market area. The alternative isto walk
up the side of the road between the cars and the tram in an unprotected area.

Figure 3.19 Tramway leading to Nottingham station

Plans for improvement / development:

Nottingham Express Tram phase two is currently stationary until consideration for government funding
is granted. If thisis granted work could start in 2009 and trams could be running by 2012. Asal the
tram routes will potentially run through the station tram stops, this could have an impact on the
Nottingham Station interchange as awhole.

Contact:

Jeremy Prince

Travel Plan Officer

Nottingham City Council

The Guildhall, South Sherwood Street
Nottingham, NG1 4BT

E-mail: jeremy.prince@nottinghamcity.gov.uk
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34  Case Study: London - Finsbury Park Transport I nterchange

Figure 3.20 Finsbury Park Transport | nterchange

Introduction:

The Finsbury Park Transport Interchange project aims to upgrade the multi-modal interchange facilities
at Finsbury Park, making it safer and easier for passengers to switch between bus, tube, train, bicycle or
foot. The Finsbury Park Transport Interchange is located in north London and is one of the busiest
transport interchanges outside central London.

Finsbury Park is one of Transport for London (TfL)'s top ten priority interchange improvement
locations and part of the Mayor’s policy to improve transport interchange facilities throughout London.
The development of the Finsbury Park Transport Interchange is a joint initiative of Transport for
London, Finsbury Park Partnership, London Borough of Islington, London Borough of Haringey and
the Lottery Heritage Fund, with support from Network Rail and WAGN.

Since 2002, the initiative has provided the following:

New cycle park

New pedestrian crossings with mobility impaired access
Improved traffic arrangements at Station Place
Improved bus stops and waiting areas

A new segregated cycle lane

Repaved footpaths at Station Place and Wells Terrace

A new taxi rank and kiss-and-ride area
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Number of modes:

National Rail

London Underground: Piccadilly and Victorialines

Bus services: served by 12 different bus routes

Cyclists: Two of the main London cycle routes pass through the area
Taxis

Pedestrians

Number of passengersper year:

Finsbury Park supports 85,000 passenger movements per day. Over the next 15 years the number of
passengers per day is expected to rise by 40% as a result of London® growing population and
employment.

Car parking: Thereisno car park in the immediate area around Finsbury Park station.

Bicycle parking: On 24 March 2006 a new cycle park opened as part of the Finsbury Park Transport
Interchange project. It is central London’s largest and only staffed cycle parking facility. The cycle
park is located off Stroud Green Road, opposite Finsbury Park Transport Interchange and accesses the
London Cycle Network (LCN) via the improved cycle lane connections to Stroud Green and Seven
Sisters Roads.

Figure 3.21 Finsbury Park Cycle Park

The new facility provides the following:

Secure, covered parking for 125 bicycles

Smartcard access that is later planned to be compatible with Oystercard

24-hour access, covered by CCTV

A cycle park attendant during peak hours (06:00-10:00 & 16:00-20:00 on weekdays and 08:00-
18:00 at weekends)
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The fee for using the facility is 50 pence per cycle per day operated by a smartcard pre-payment
facility.

Some cycle parking spaces (Sheffield stands) are available, free of charge, in the proximity of the
station. The Finsbury Park Cycle Park cost £675,000 to build, and was jointly funded by TfL, Finsbury
Park Partnership, London Borough of Haringey and the Heritage Lottery Fund.

Information availability: Travel information for passengers is available on site, at train, underground
and cycle stations. The TfL cycle guides are available, free of charge, at the new cycle park.

Moreover, passengers are able to obtain information on travel options via the TfL website
(www.tfl.gov.uk). The TfL online journey planner system provides a means of planning journeys by
all transport modes, including cycling and walking.

Regarding cycling-related information, the website provides additional information on safety, bike
shops, cycle parking, etc.

Ticketing: TfL’'s Travelcard system integrates various transport modes. The system provides zond
tickets with validities from one day to one year and off-peak variants. These are accepted on the
Docklands Light Railway (DLR), buses, railways, trams, the Underground and (to a limited extent)
river services. The Oystercard is a new contactless smart card system, which can be used in pre-pay
mode to pay individual fares or to carry various Travelcards and other passes. In the long-term, it is
envisaged to integrate cycling with the Oystercard system, which could be adopted at Finsbury Park
Cycle Park.

In terms of purchasing tickets, Underground and rail tickets are available at Finsbury Park station. Bus
tickets can be purchased on the bus. Regarding the cycle park, staff will be in attendance during certain
hours to issue smartcards, top up credit on the cards and to help with any queries. Cyclists will have
24-hour access to the facility through their smartcards, which they will need to swipe to get in to the
cycle parking area.

Cycling and Behavioural group joint indicator: Can cycles be taken with you on public
transport?

London Underground: Bicycles can be taken free of charge on some sections of the underground
network outside peak times (not on Victoriaand Piccadilly lines). In certain cases bicycles may also be
taken during rush hour in the opposite direction to the mgjority of travellers. Folded cycles can be
taken at all times.

London Buses: London Buses will take folding bicycles at the discretion of the driver. This is
consistent with rules for pushchairs and other larger shopping, luggage etc.

National Rail Services. A free ledaflet is available, entitled ‘Cycling by Train’, listing the company
policy of all train operators. These are available from train stations or at www.atob.org.uk/bike
rail.html. Trains running through Finsbury Park accommodate bicycles free of charge on services
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where they can be accommodated safely (some restrictions apply, especialy during the morning and
evening peaks).

Cycling and Behavioural group joint indicator: Innovative approaches. What innovative
appr oaches ar e being pursued with regardsto integrating cycling and public transport trips?

Finsbury Park:

The new cycle park is an integral part of a mgjor intermodal transport interchange, adopting innovative
approaches:

Secure, covered parking for 125 bicycles

Smartcard access that is later planned to be compatible with Oystercard

24-hour access, covered by CCTV

A cycle park attendant during peak hours (06:00-10:00 & 16:00-20:00 on weekdays and 08:00-
18:00 at weekends)

The fee for using the facility is 50 pence per cycle per day operated by a smartcard pre-payment
facility.

The new cycle park encourages intermodal journeys (bike-train, bike-underground, etc.), as
travellers can leave their bikes at the cycle park and continue their journey by other modes.
On-street cycle parking spaces, known as Sheffield Stands, in and around the bus station will
continue to be available for use.

The cycle park is linked to cycling routes to facilitate access. The cycle park accesses the London
Cycle Network+ (LCN+) via the existing improved cycle lane connections to Stroud Green and
Seven Sisters Roads. A segregated cycle lane was provided, to improve access to Finsbury Park
Interchange.

Strengths:

It was recognised that Finsbury Park is an area where significant change was needed to improve the
station and the immediate surroundings as well as regenerate the wider surrounding area.  This
recognition, to improve both the transport interchange and promote opportunities for regeneration,
employment and business in the area surrounding it, is one of the key strength of the project,
yielding major benefits for cycling: the Cycle Park compliments the Finsbury Park Restoration
Project, a £5m scheme to regenerate the park. As part of the restoration project, a new cycle /
pedestrian path has been built from the main carriageway of the park down to the new facility.

Working in partnership with a number of different parties.

The location of the Finsbury Park station potentially motivates people to cycle and/or make
intermodal journeys (cycle-other mode). The station is located on the edge of travel zone two and
three; as different travel cards apply to these zones, passengers may choose to cycle to the station
and then take another transport mode, to avoid paying more for travel.

Transport & Travel Research Ltd Page 29 July 2006



Urban Transport Benchmarking I nitiative Year Three ffr

W eakness;

Regarding the new cycle park, its location is a little remote from the main station. However, access to
the cycle park has been improved. Secondly, the initial scope of the bike station changed; initial plans
included a shop and repair service, which has not been realised in the final plan.

Regarding other modes, the underground station is currently not step-free, although London
Underground are addressing this issue through their accessibility programme.

Plans for improvement / development:

Plans for improvement include the completion of the Finsbury Park Transport Interchange project. In
terms of improvements for cycling, the ticketing system at the bike station will be improved, mainly
through the integration with the Oyster card scheme. Moreover, monitoring and customer research will
be carried out to establish the impact of the new bike station.

Contact:

Katharina Kroeger

Transport Planner, Parnell House

25 Wilton Road, London SW1V 1LW

Tel: +44 (0)20 7027 9179

Email: KatharinaK roeger @streetmanagement.org.uk

Finsbury Park Transport Interchange Project, Public Affairs, Transport for London
Windsor House, 42-50 Victoria Street, London SW1H OTL

For information on cycling as part of the Finsbury Park Transport Interchange project, please contact:
Transport for London

Cycling Centre of Excellence, Parnell House, 3rd floor north wing

25 Wilton Road, London SW1V 1LW

Information on the project is also available on the TfL website.
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3.5 Case Study: Santander - Metropolitan Area
I ntroduction:
The bus station is located in the city centre, close to the railway station, and with connections to the

airport and the urban transport services, providing an unsurpassable infrastructure for modal
interchange. Nevertheless, this has not stopped the increasing use of private cars and the consequences.

Figure 3.22 Santander Bus Station

It is well known that traffic in the cities is provoking problems such as road congestion, pollution,
accidents, etc. To deal with these growing problems, different measures have been implemented by the
governments and transport authorities. Some of these measures imply circulation restrictions,
improvement in urban public transport services, infrastructures such as bus-lanes, park and ride
facilities, etc.

From our point of view, these measures have to be completed with measures to dissuade people from
driving their cars even within a broader range, a range which includes not only the urban or
metropolitan area but the surrounding main cities and villages as well. Everyday thousands of people
travel to Santander from villages about 30 km away: some of them are commuters, some of them
people requiring medical or administrative services, and most of them drive their cars into the city.

To tackle this stream of private cars, and before applying restrictions which will probably not be
accepted by the population, the Government of Cantabria is developing an ambitious program which
includes both infrastructure and services in order to encourage intermodality and facilitate modal
interchange.

Therefore, surrounding the metropolitan area of Santander a belt of interchange stations is being built.
These stations are built in the centres of the villages, so walking access is easy, and close to the train
stations or integrating train and bus in an intermodal infrastructure. The system works like a park-and-
ride but beyond the urban or metropolitan area. The goal is not only to prevent people driving into the
urban area but also prevent congestion on the main roads into the city.
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Five interchange infrastructures are planned, as is shown in Figure 2.23: Solares Station (built in 2005),
Saron Station (foreseen to be finished in May 2006), Bezana Intermodal Station (project), Torrelavega
Intermodal Station (project), Astillero Bus Terminal (built in 2004). Estimated cost:  29.2 million.

Figure 3.23 Map of Interchange Infrastructure
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The infrastructure is being complemented with new services. So the following services have been
improved to encourage people to use public transport.

Astillero — Santander: Train and buses. Frequency 10 minutes.
Torrelavega — Santander: Train and bus services. Frequency 10 minutes in the peak hours.
Sardn - Santander: Bus services every hour. Interchanges with rural bus services at Saron Station.

Solares — Santander: Train and bus services every hour. Interchanges with new rural bus services at
Solares Station.

Bezana — Santander: Train and buses. Every 15 minutes.

In addition to this, rural bus services which connect with rural areas have been improved and
centralised in the new stations to provide interchange.

Some services are profitable for the operators so they don’t need public funding. The total investment
made by the Regional Government isabout 890,000 per year.

Finally, Santander urban bus authority has renewed the fleet, purchasing 35 new vehicles. All of these
vehicles work with bio diesel and are wheelchair accessible. With these new buses, 100% of the fleet
is accessible to disabled people. These new buses interchange with the suburban and regional services
in Santander bus station and main stops such as central hospital.
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Figure 3.24 New urban bus

Number of modes:
Six modes are served within the vicinity of the stations, these include:

Train: Torrelavega and Bezana Station will integrate bus and train services. FEVE train services
which connect with Santander. Solares and Astillero bus stations are placed close to the train stations
so it is easy to change from one mode to another. The village of Saron has no train services.

Bus: All the stations are designed to provide parking for the buses connecting with the capital and for
rural services which connect with smaller villages.

Pedestrians: As previously mentioned, stations are built in strategic places that allow an easy access.
Cars. Saron and Solares offer free parking. The projects of Torrelavega and Bezana contemplate
parking areas. It has not been established if these parking facilities will be free of charge or not.
Bicycles: Saron Station shows the first attempt in the region to integrate cycling and public transport.
Saron offers parking facilities for bikes.

Taxis: A rank is available within the stations of Solares, Torrelavega and Bezana, with others available
within the vicinity.

Number of passengersper year:

As the system is being developed, data from 2005 is available, and these will have to be compared to
those obtained in 2006. It is aso important to follow the trends in road intensity in order to test if the
use of private cars is reducing. It is known that public transport numbers are increasing but it is not
known if it is only a consequence of a higher demand or if a change from private to public transport is

happening.
In 2005 the numbers of passengers were:

Solares - Astillero — Santander (train and bus): 4,491,985
Bezana — Santander: (Train and bus): 633,968
Torrelavega — Santander: (train and bus): 2,232,896
Saron — Santander (bus): 293,380

Transport & Travel Research Ltd Page 33 July 2006



Urban Transport Benchmarking Initiative Year Three ffr

Transport & Travel Research ttd

Car parking:

Bezana: 108 spaces (free)

Saron: 52 spaces (free)

Solares: 48 spaces (free)

Torrelavega: Not available until the project is completed

Bicycle parking: Cycle parking for 56 bicycles is available at the front of the Saron station. Thisis
free to use.

Information availability: Both the train and bus stations have passenger information electronic panels
as well as posters showing timetables and information for the travellers. Bus services provide real time
information to facilitate interchange with other buses or trains. New intermodal infrastructure in
Torrelavega will have an information office.

More information is available at the website; www.santandereabus.com. |t offers bus timetables and
routes and links to the train companies’ websites.

Figure 3.25 Santander Bus Station
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Ticketing:
Bustickets
Pricefor asingletrip variesfrom 1.45to 1.10 (connecting to Santander)

Currently, bus companies offer passes with discounts which vary from 16% to 34% depending on the
operator. The discounts are extended to 50% for college students.

Tickets are sold on the buses. Bus passes are sold in the main stations (Santander and Torrelavega, and
kiosks in the streets, depending on the companies). Nevertheless, new intermodal stations will offer
ticket offices for tickets and passes and automatic selling machines will be probably introduced.
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Train tickets

The price for asingle trip ticket variesfrom 1.05to 1.10 depending on the operator (at the weekend
RENFE increases the pricesto  1.20/trip).

Round trip ticket: 1.70- 2.10 depending on the operator (weekends 2.10- 2.40)

Bonotrain: (10 trip pass)- 7.70 (FEVE)

Monthly pass. 24.50 (2 trips daily in a 30 days period) 40.20 - (Non-limit tripsin a 30 days
period)

Train + bus. monthly pass for students which offers the possibility of 2 daily train trips and
unlimited urban bustrips- 32.55

The train companies as well as the bus companies offer discounts for large family members, groups and
aged people.

The Government of Cantabria is developing the introduction of the multi-transport card. It is a no-
contact chip card which will allow people to travel in different modes and operators across the whole
region (bus, train, urban buses, ferry). It will promote interchanges and the development of a broad
ticketing network in order to reload cards. It will include machines in stations, ticketing centres, kiosks
or tobacconist shops, vehicles, etc.

Cycling and Behavioural group joint indicator: Can cycles be taken with you on public
transport?

Only trains offer the possibility of taking the bicycle with you. However the companies (both RENFE
and FEVE) have established limitations on the number of bicyclesin the vehicles. RENFE allows only
10 bicycles per trip; FEVE reduces this limitation to 5 bicycles.

Urban and suburban buses don’t offer such a possibility, and in interurban services it depends on the
company which runs the service. Some of them don’t permit bicycles and some allow carrying the bike
in the deck of the buses but paying an extrafee.

Cycling and Behavioural group joint indicator: Innovative approaches. What innovative
approaches ar e being pursued with regardsto integrating cycling and public transport trips?

Asit was said above, the Government of Cantabriais developing itsfirst project involving interchanges
between cycling and public transport. Saron Bus Station is provided with 58 parking spaces for cycles.
The main goal is to promote cycling in lesser populated areas where safety for riders is higher that it
could be in urban and suburban areas and offers the possibility of connecting easily with bus services
for those who require alonger trip (to the urban area).

The establishment of a communication network able to provide real-time information for the transport
system in Cantabriais planned. Therefore information about interchanges and travel plans will be able
to be shown to travellers.
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Strengths:

Stations provide real time information making interchanges easier for the travellers.

Parking areas surrounding the new stations are free so it will encourage people to leave their car
there and take public transport instead of driving into Santander where parking areas are not free.
Stations are new, so they will attract people just for mere curiosity and will provide an opportunity
to get new travellers.

Facilities for passengers in term